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WAGES AND RATES 

The Railroad Labor Board this week continued the 
promulgation of what seems to be a series of decisions 
reducing wages. The two decisions thus far announced 
since the Interstate Commerce Commission announced 
its rate reduction decision, means a reduction in wages 
of about $108,000,000 a year, or nearly half of the amount 
by which rates are reduced by the Commission. If the 
wage reductions are continued and the decisions of the 
board are not rescinded or nullified by strikes, the car- 
riers will, by the time the rate reductions become 
effective, be in position to meet them by reason of 
reductions in operating expenses made possible by the 
reductions in wages ordered by the Labor Board. 

This, however, will be no credit to the Commission, 
which did not take into consideration, in suggesting 
rate reductions, the probability of wage reductions, nor 
to the railroads, which, as we have pointed out, in 
accepting the rate reductions suggested by the Com- 
mission, did not make the point that they hoped for 
wage reductions that would enable them to stand the 
rate reductions. Now, unless all hopes of the Commis- 
sion for a business revival that will justify the rate 
reductions fail so miserably that the Commission must 
admit the failure, we may look for an application from 
shippers for another reduction in freight rates, based 


on the wage cuts that have been made and that are to 
be made. 


A TRANSPORTATION INSTITUTE 
We are glad to learn, through an interview with 
Congressman Sydney Anderson, chairman of the Joint 
Commission of Agricultural Inquiry, printed elsewhere, 
that definite plans are on foot for the establishment of 
a transportation institute such as we have advocated in 
these columns. Of course, much depends on the exact 
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purpose and scope of the institute, on the men selected 
to do the work in connection with it, and the methods 
they shall use, but the adoption of the idea and the 
attempt to put it into practical effect shows progress and 
gives hope of results that will be worth while. 

Such an institute, to accomplish the results needed, 
should be supported, not by one faction or another or 
by a group of men whose motives might, at one time 
or another, be questioned, but by representatives of all 
classes of men interested in transportation problems, 
that its decisions may represent the unbiased conclusions 
of thoughtful, well informed persons. The men chosen 
to do the actual work of preparing and disseminating 
matter for the education of the public should be chosen 
for their ability and experience and not because someone 
in authority desires to provide good jobs for them. Not 
only must the consideration of transportation problems 
be thorough and disinterested, but its results must be 
presented in such manner as to be understandable and 
interesting. Also, such consideration must be timely. 
It will be easy, unless the men interested in establishing 
this institute give thought to the matter, to provide a 
piece of machinery that will be unwiedly and that will 
not accomplish the result desired. On the other hand, 
it will be easy, if they do give proper thought to this 
point, to reach the end they should have in view. 


SHIP SUBSIDY 

Just now, when the ship subsidy plan of President 
Harding seems in danger of being sidetracked by the 
politicians in Congress until after the fall elections, and 
strenuous efforts are being made by the President, 
Chairman Lasker, of the Shipping Board, and other 
friends of a ‘subsidized merchant marine, almost the 
entire burden of the cry is: “Save the merchant fleet 
that was built at sich great cost.” 

There are many arguments for and against subsidy, 
some of them good and some of them bad, on both 
sides. But, to us, the cry of, “save the ships,” seems 
the most foolish of all. Why save the ships? They 
were built to meet a war emergency. We believe the 
policy that caused their building was wise, but whether 
it was wise or unwise, that is why they were built. 
They served their purpose, or would have served their 
purpose if the war had lasted longer—and we had to 
plan on the theory that it would last longer. Why must 
we resort to strained and artificial means to use these 
ships now that the emergency that called for their 
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Northern Railroad 
Maintains Daily Through Fast Freight Schedules 
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NEW CARGO FACILITIES 


The PORT OF TACOMA announces the letting of 
the contract for the construction of its SHED No.1 on 


PIER TWO. 


This FIREPROOF structure will be 1040 ft. by 180 ft. 
in size and should be in operation by January, 1923. 


Shippers of general cargo may then partake of the 
service that has made PIER ONE the most popular and 
| efficient ocean terminal on Puget Sound. 
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building is over? Do we keep the huge army that we 
raised to fight the Germans? Do we find use for the 
expensive cantonments that were built? Do we continue 
to maintain the naval training stations? Are we argu- 
ing for a horde of soldiers so that the uniforms manu- 
factured may be worn and the other equipment utilized? 
Do we have artillery practice in every county seat every 
Saturday afternoon that the cannons may be fired? Was 
there no waste in our aviation program, discontinued 
when the war ended? Must we have another war in 
order to use all the wonderful devices that were supposed 
to be in process of development—at great expense—when 
the armistice was signed? 

War means waste. Any expense is justified to meet 
its necessities. Why is the merchant fleet singled out 
as an institution that must be maintained, because it 
was built when war demanded that it be built? If that 
is the argument, or the chief argument, in favor of 
subsidy to get these vessels moving in commerce, we 
say scrap the marine, just as the other war plans were 
scrapped when the necessity for them ended. 

A merchant marine can grow and thrive only if 
founded on sound business policy. No business can 
thrive if based merely or chiefly on a desire to make 
money out of a poor investment. And a poor invest- 
ment—from a business point of view—is what the mer- 
chant fleet—built to meet a war necessity—undoubtedly 
is. 


SALARIES OF PUBLIC OFFICERS 

We are not among those who believe that our 
government officers are overpaid, or even amply paid. 
It approaches a scandal that the salaries attached to 
high places are so low, in comparison with what men 
of ability may earn in private life, that the places too 
often go to men of small caliber. Sometimes these men 

.are so wealthy that the salary is no object, and some- 
times they hope to mend their fortunes out of oppor- 
tunities afforded by their offices “on the side.” In 
perhaps comparatively few cases are men who are fitted 
for the places employed, because the salaries are not 
sufficient to pay for the brains required. And yet, why 
should an exception be made in the case of officers of 
the United States Shipping Board? 

Outside of the President of the United States, no 
government officer, that we recall, gets more than $12,000 
a year. That is the salary of the vice president, the 
members of the President’s cabinet, and of members of 
the Interstate Commerce Commission. Ten thousand 
dollars a year is the salary of members of the Shipping 
Board. And yet, after a long struggle in an endeavor 
to get more for them, the House and Senate conferees 
have agreed to a bill providing that six employes of the 
Shipping Board or the Emergency Fleet Corporation 
may receive $25,000 a year and two may receive $20,000. 
Passage of the bill will make necessary reductions in 
the salaries of four vice presidents, three of whom now 
get $35,000 a year and one of whom gets $30,000. And 
Mr. Lasker fears these gentlemen will now resign. 

We do not say that these men do not earn their 
money—or, rather, that their positions, properly filled, 
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are not worth the money; but why must they have so 
much more than government officers in other depart- 
ments? Either they are getting too much or others are 
getting too little. : 


A SENSITIVE COMMISSIONER 

What a peculiarly sensitive flower is A. J. Maxwell, 
member of the North Carolina commission, who, with 
four other members of state commissions in southeastern 
states, has been sitting with Commissioner Eastman in the 
Southeastern class rate hearing at Atlanta. He has with- 
drawn from the hearing because certain rate proposals 
of the carriers are “brutal” and he feels himself “unequal 
to the task of maintaining a judicial poise.” Of course, 
if he feels that he cannot act as a judge, he deserves 
credit for withdrawing, but in what capacity, then, does 
he view the proposals to which he objects? His view 
should be that of a judge and if he has not the judicial 
mind we are surprised that he should have been judicial 
enough to determine that he is not judicial. As far as 
his horror at the brutality of the carriers is concerned, 
we suggest a good sanitorium. Certainly it is not good 
for him to undergo the excitement of election time in 
his home town. Our correspondent, with apparent in- 
nocence, remarks that all five of the state commissioners 
supposed to be sitting at the hearing, are this week at 
their respective homes watching the elections. Thus do 
these gentlemen guard the interests of their constituents 
and demonstrate their fitness for the job of regulating 
the rates of carriers, which they are fearful is to be taken 
away from them. 


TRANSPORTATION ACT AMENDMENT 

House Bill No. 11822, introduced by Mr. Newton, 
of Minnesota (see Traffic World, June 3, p. 1210), takes 
on a new importance when it is known that it is 
fathered by the National Industrial Traffic League, hav- 
ing been prepared by the League’s counsel and the 
chairman of its legislative committee and introduced by 
their request. While it is improbable that there will be 
any railroad legislation at this session of Congress, it 
is well that there should be thorough consideration of 
the subject now, that views may be defined by the time 
action seems probable. The League, we understand, 
also has in course of preparation another bill embodying 
its views as to the Railroad Labor Board. It would 
abolish the board except as a body with power to investi- 
gate and make public its findings with regard to wage 
situations. In other words, the board would have no 
authority, but would simply serve to give information 
to the public. 

Proposed legislation sponsored by an organization 
like the Traffic League deserves and will receive more 
consideration than proposals of individuals, or even of 
organizations less national in scope, or less well known, 
or with less reputation for broadness of vision than the 
Traffic League. The League is, to be sure, an organiza- 
tion of shippers, but its councils have generally been 
governed by fairness and wisdom. Even considered 
merely as representing the wishes of shippers, its 
legislative plan will receive consideration as coming 
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at least from a very powerful national in 
character. 

We are not meaning now to criticise or endorse 
everything in the bill, but merely to suggest that it 
receive attention from those who are interested in a 
proper solution of the transportation problem. It at- 
tempts to straighten out the situation with regard to 
jurisdiction over ‘state rates, and it would radically 
amend the rate-making section. In the latter respect, 
it would replace the injunction to the Commission 
to make rates so as to produce, as nearly as may be, a 
certain specific percentage of net revenue, computed 
on the basis of valuation, and provides merely for simple 
statutory recognition of the right of the carrier to fair 
return on its investment. We have no hesitation now in 
saying that this principle commends itself to us. We 
have always said that the low rates that prevented the 
carriers from earning a fair return were caused by a 
failure on the part of the Commission to understand, or 
a failure on the part of the law to make it plain, that there 
should be regard for the earnings of the carriers as well 
as for the rights of shippers to reasonable rates. We have 
always said that all that was necessary was to tell the 
Commission plainly its duty. 

After the two years experiment in making rates to 
produce a certain specific revenue, we are more than 
ever convinced that our view was correct. The Com- 
mission must strive to assure the carriers a reasonable 
return. To state that rate of return in figures does no 
practical good. The Commission has tried and failed 
miserably. Its failure may have been partly due to its 
own incompetence, but certainly it is mainly, if not 
wholly, due to circumstances beyond the Commission’s 
control. It cannot tell what the volume of traffic is to 
be; it cannot foretell coal strikes or revivals in busi- 
ness. Lately it made a new adjustment without knowl- 
edge of radical reductions in wages that will permit 
lowering of operating costs. The next time there might 
be radical increases in wages that would make its 
estimates of revenue erroneous. We belive that, as long 
as the Commission is charged with the duty of making 
rates, the best that can be done, with reference to carriers’ 
revenue, is to instruct it to be fair to the carriers from 
the point of view of adequate return on investment. 
Fair men might differ a little on this question of adequate 
return at a given time, but they would not differ much. 


group, 


THE PLIGHT OF THE RAILROADS 


(By Lewis J. Spence, Director of Traffic, Southern Pacific Lines.) 


The transportation act of 1920 was enacted by the Congress 
in deference to a public demand that the railroads be returned 
to private control and operation, which was the crystallized 
result of more than two years experience with control and 
operation by the government. At that time it was fully recog- 
nized by the users of the railroads and by the Congress that 
adequate railroad facilities are of paramount importance and 
that the necessary capital to provide such facilities can only 
be commanded by the assurance of a fair return thereon. 
Accordingly, the statute provided that during the two years 
beginning March 1, 1920, the Commission should take as such 
a fair return a sum equal to 544% of the aggregate value of 
the railway property of the carriers (as a whole or by groups) 
held for and used in the service of transportation, and author- 
ized the Commission, in its discretion, to add thereto a sum not 
exceeding one-half of one per cent of such aggregate value to 
cover improvements, betterments, or equipment. 
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During the first six months after the railroads were relin- 
guished by the government (March 1 to August 31, 1920) they 
were guaranteed a return on the same basis as the so-called 
payment for the use of the properties during federal control, 
because rates had not been advanced commensurately with the 
large increase which had been made in wages; but the 54% 
or 6% return provided by the statute for the first two years 
of private operation did not constitute a guaranty to the car- 
riers as will be clearly understood when it is observed that 
from September 1, 1920 (upon which date both wage and rate 
increases had become effective) to February 28, 1922 (the end 
of the two year period) the class one railroads of the country, 
as a whole, earned but 3.215% on their value as used by the 
Interstate Commerce Commission, which was 2.785% less than 
the 6% return allowed by the statute, and during the calendar 
year 1921 earned but 3.31%, which was 2.69% less than the 
6% return allowed by the statute. For this large deficit the 
railroads have not been and will not be compensated in any way. 


The transportation act further provided that, after the ex- 
piration of the period of two years ending February 28, 1922, the 
Interstate Commerce Commission would be empowered to pre- 
scribe a fair rate of return. In the exercise of this authority, 
following a general investigation consuming many weeks, the 
Commission has found that 534 per cent of the property value of 
the carriers would be a fair return after March 1, 1922, but, at 
the same time, has proposed a reduction of freight rates to be 
made effective July 1, 1922, which would produce nearly $400, 
000,000 less freight revenue than accrued in the calendar year 
1921, notwithstanding the failure of the carriers to realize a re 
turn even approximating that which was allowed by the statute 
during the period ending February 28, 1922, or approaching the 
534 per cent which the Commission prescribes as a fair return 
for the future. 


While it may be conceded that the failure of the rates au- 
thorized by the Commission in August, 1920, to yield the return 
contemplated by the transportation act was the result of an un- 
precedented decline in business, nothing but prophecy of the 
future can be found to reconcile these findings and the fact re- 
mains that, instead of being allowed first to make up the deficit 
in income which should have accrued under the transportation 
act prior to March 1, 1922, the railroads have been called upon 
to make a horizontal reduction of rates which anticipates reduc- 
tions of wages and expansion of traffic that experienced railroad 
officers neither predict nor foresee and which leaves no prospect 
of earning the 534 per cent return which the Commission has 
prescribed as reasonable for the future. 


While a decision of the Labor Board has been subsequently 
announced which requires a reduction of wages effective July 1, 
estimated to amount to about $48,000,000 per annum, it does not 
forecast an aggregate reduction of wages that will even approxi- 
mately compensate for the loss of revenue resulting from the 
proposed reduction of rates, even if supplemented by a greater 
increase in the volume of traffic than can now be foreseen. 

An unwarranted sacrifice of the carriers’ revenue will un- 
questionably result from a horizontal reduction, which embraces 
many class and commodity rates of which reductions are believed 
to be unnecessary, but the redeeming feature of the Commission’s 
proposal, which the carriers have voluntarily adopted without 
requiring an order to be made, may prove to be that all shippers 
having benefited by anticipated reductions—which are said to 
have retarded business—will accept the new level of rates as a 
stable basis and proceed with any business which may have 


awaited the reduction, that the agitation which has been kept ° 


alive by political expediency may be ended, that the necessity of 
prompt action by the Labor Board may be emphasized, and that 
the railroads may shape their future course, for it is apparent 
that the reduction of rates to be made effective July 1 has more 
than discounted past and prospective reductions in wages and 
other operating costs, savings from increased efficiency, and from 
any increased traffic that may reasonably be expected, leaving the 
carriers with a depleted reservoir which it will take a long time 
under the new scale of rates to replenish sufficiently to provide 
adequate maintenance of their property, restore their equipment 
and furnish the facilities that will be necessary for the trans- 
portation of a normal volume of traffic. 


It is an appropriate time for the users of the railroads to 
vividly recall the paramount considerations upon which the trans- 
portation act was founded and to stop, look and listen. 


LOCOMOTIVE EQUIPMENT CONDITION 


Out of a total of 64,532 locomotives on line as of May 15, 
48,272 were serviceable, 13,128 were in need of repairs requiring 
more than 24 hours, and 3,132 were in need of repairs requiring 
less than 24 hours, according to the summary of semi-monthly 
locomotive equipment condition issued by the car service divi- 
sion of the American Railway Association. Of the 13,128 in 
need of heavy repairs, 3,031 were passenger, 7,630 were freight, 
and 2,467 were switch engines. The number of serviceable 
locomotives stored was 7,366. 
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Current Topics 
in Washington 





The Troubles of the President—In a political sense, Presi- 
dent Harding is coming to the hardest part of his life. He has 
on his hands a refractory Congress. It has not passed the 
tariff bill, supposedly the cornerstone of the edifice the party 
of which he is the titular head is to erect. It has taken his 
ship subsidy bill into a corner to re-shape it, even the friends 
of subsidy admitting that, if there is to be ship subsidy legisla- 
tion, the law should be made workable. But more pointed as 
indices of the coming of a crisis, it is suggested, are the things 
which have happened to members of his element in his own 
party, in the primaries in Indiana, Pennsylvania, and Iowa. 
None of the men nominated in those states is an avowed po- 
litical enemy. Each, however, has trained with the faction in 
the party that did not suggest the nomination of Mr. Harding. 
Beveridge and Pinchot were followers of Roosevelt when he 
bolted the 1912 convention. Brookhart is called a Progressive. 
Harding did not bolt, although, in his factional affiliation in 
Ohio, he did not stand out as an opponent of Roosevelt or a 
supporter of the old McKinley-Hanna faction. On the contrary, 
his inclination was to go along with the “vim, vigor and victory” 
element, which, twenty-odd years ago, was led by Joseph B. 
Foraker. But the primary victories of Beveridge, Pinchot and 
Brookhart are supposed to show that, while Mr. Harding is 
President, he is not the large figure in his own party the Presi- 
dent is generally supposed to be. It is a fact, however, that 
each of the three victors was, in 1920, in the party, and thereby 
renounced the course that had been taken by Progressives in 
1912, and, to a lesser degree, in 1916. However, Mr. Harding 
has been patient and inclined to allow every man in the party 
to have his say and to get into the primaries for control of 
the organization. At least, that is what his close friends con- 
tend. They assert that his theory is that every member of the 
party is entitled to try for its honors and that it does not lie 
in the mouth of even the titular head to say that that man or 
some other shall or shall not be made the party’s candidate for 
any office which any member of the party has a desire to fill. 
But it is suggested that if there are men who think that to be 
an evidence of weakness on the part of the man in the White 
House, the President may think it desirable to do a bit of fac- 
tional, fighting himself, notwithstanding his thought that the 
party will be stronger if the head thereof allows a free field and 
a fair fight for those who desire to get into the primaries. On 
account of the three alleged defeats Harding has suffered, there 
is an element in the opposition party inclined to think that, in 
1924, there will be another swing of the pendulum and the party 
in power from 1913 to 1921 will be invited to come back and 
try its hand in satisfying the country. What effect such a change 
would have on legislation for the regulation of railroads no one 
could make even a faint guess, unless the swing of the pendu- 
lum should bring back William G. McAdoo. There is no doubt 
in the minds of those who watched him while he was Director- 
General that he would even be for government ownership if he 
thought advocating that policy would give him power or con- 
tinue it in his hands. But all the talk about Harding being 
at the turning point in his career and the possibility of a swing 
of the pendulum to the other extreme is somewhat early. For 
one thing, it is suspected that if the President desired to use 
the bull-whip on Congress he could make it dispose of the legis- 
lation over which it has been mulling. It is also suspected 
that if he desired to use coercive tactics and patronage, he 
could control primaries against men who called themselves 
Progressive in 1912, but who came back to the old party in 
1920. In other words, the suspicion is that President Harding 
has felt that it was better politics to be easy-going in the first 
two years of his term than to be dictatorial, and that such a 
course, in the end, would make him stronger than a contrary 
one. A contrary one probably would cause him to be called 
a dictator and accused of operating a steam roller for the pun- 
ishment of men who, at one time or another, did not agree with 
him on party management questions. 





Congressional Investigations—The oil refiners of the 
country, without looking at their surroundings or consulting 
the calendar or the thermometer, could take vath that the 
§00d old summer time has come, because Congress has ordered 
an investigation of the price of gasoline. They expect some- 
thing of that kind every time summer arrives, or every 
time the price of gasoline goes up, regardless of every 
other fact. The Senate adopted an investigation resolution 


4 few days ago, at the suggestion of Senators La Follette 
and McKellar. 


Both have political campaigns on. The oil 
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refiner, like the meat packer, is always fair game for any one 
who believes that self pity, incited in constituents by what a 
senator or representative may say, is a good political asset. The 
fact that, relatively speaking, gasoline may be lower now (using 
crude as the base from which to figure), than it was a year 
ago, it is believed, means nothing to the exciter of self pity. 
His aim is to acquire votes for himself. Veteran observers of 
Congress know an investigation seldom amounts to anything. 
The interest or industry that is being investigated does have 
an opportunity to cross-examine witnesses. No senator or 
representative wants to cross examine witnesses to show that 
what they are saying is “bunk.” That disinclination arises from 
the fact that those who bring about such inquiries, as a rule, 
have made speeches in which they found the thing to be 
investigated to be true, as charged. Therefore, they resolve 
to investigate. The Senator or Representative who grills a 
witness is always suspected of being in the employ of the 
“interests.” Therefore, the retailers of gossip and innuendo go 
before congressional committees with stuff they could not tell 
a court. Most of the “testimony” before a congressional com- 
mittee is mere opinion, not fact, based upon suspicion and pre- 
judice. Were half the things alleged as having been proved 
before a congressional investigation is begun, accurate or true 
the supply of jails in the country would half meet the demand. 





High Cost of Distribution—Among the things discovered 
by the congressional commission of which Representative 
Anderson, of Wisconsin, is chairman, is that the high cost 
of living is due, in considerable part, to the great cost 
of distribution—that is, that there are too many men stand- 
ing between the producer and the consumer to take toll 
for performing some kind of service. There has been a sus- 
picion of that kind for a long time. The Grange was organ- 
ized, before Mr. Anderson was born, to reduce the number 
of middlemen. The co-operativg buying organization founded 
by Rochdale is even older than the Grange. But, while such 
organizations resulted in reducing costs a little to its mem- 
bers, the cost of living continued to climb. More than a 
handful of men in Washington believe the organizing began at 
the wrong end and that it should have been begun by the pro- 
ducers to see that what they produced got to the ultimate user 
in the shortest possible time and with the fewest number of 
handlings. But the farmer of the middle west and east never 
did, until the last ten or a dozen years, get together for mar- 
keting their products. The California citrus people got together 
and have successful organizations of that kind. Farmers in 
the middle west and the east, though, have never been strongly 
inclined to co-operative marketing, although the anti-trust laws, 
for years, have specifically declared they were not to be ap- 
plied to combinations of farmers and orchardists. They never 
seemed to realize that the cost of getting their products to the 
consumers constituted the chief element or factor of cost 
entering into the things they had to buy and that if costs were 
to be reduced the sellers must make the first moves in that 
direction. James Wilson, then Secretary of Agriculture, a dozen 
years ago pointed out the fact on which the Anderson com- 
mission is going to dwell at considerable length when it gets 
out its complete report. Wilson gave the point in a homely 
way by saying that the high cost of meat was caused largely 
by the unwillingness of the householder to go to market with 
a basket on his arm. Instead, Wilson said, his wife called up 
the meat man and directed him, by telephone, to have a par- 
ticular cut of meat at her back door at a certain time so she 
might play bridge that afternoon. 





Buying By Railroads.—Announcements by the Commission 
that it has authorized this, that, and the other railroad 
to issue equipment trust certificates or bonds to be used 
in the acquisition of engines and cars, are music in the ears 
of Secretary Mellon. The head of the Treasury Department, 
a Pittsburgh banker, to whom his salary as head of the depart- 
ment is hardly small change, has several times spoken glee- 
fully to the newspaper correspondents about the improvement 
in business that will be caused by the resumption of buying 
by the railroads. He has pointed out that when a railroad 
feels that it can or must spend $10,000,000 in buying engines 
and other kind of rolling stock, the money creates a great 
ripple in the industrial pond. The waves or ripples extend to 
the farthest edges of the pond. Ten million, by reason of the 
billions used as ammunition during the war, has a picayunish 
sound, because the average man forgets that the money, unlike 
that raised during the war, is not to be immediately burned 
up, but is to be used up in the performance of useful service. 
Of course all decomposition or plain wearing out by friction 
is a form of burning, but when the cars and engines have 
gone the way of all flesh, the stock of goods to be used has 
been increased. Not all the money raised for war is destroyed. 
The food the soldiers eat and the clothes they wear would 
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have been needed anyhow. The soldiers themselves, however, 
produced nothing of use to their kind, in a material sense. In 
the ‘short time this country was at war is furnished goods for 
war purposes that, measured in dollars, were worth more than 
all the railroads in the land—practically all, in a material sense, 
wasted. But the millions spent for new rolling stock, while 
paltry in comparison, Secretary Mellon has suggested, con- 
stitute facts of much greater import to the people of the country 
than the treasure poured out to re-construct the eastern line 
against the Germans, after the Czar line had been smashed. 





The S. P.-C. P. Decision.—Substantial men of California, 
it is asserted, on the word of Seth Mann, representative of 
the San Francisco Chamber of Commerce in traffic and trans- 
portation matters, are dissatisfied with the Supreme Court’s 
decision holding the consolidation of the Southern Pacific and 
Central Pacific to have been in violation of the anti-trust law. 
They are dissatisfied because, among other things, a divorce of 
the two roads would mean the linking together of the Central 
and Union Pacific railroads, and when that was accomplished 
the Union Pacific would reach Los Angeles, San Francisco and 
Portland and there would be competition between it and the 
Southern Pacific only in southern California. The commercial 
organizations of California have organized a committee of fifty 
prominent men, headed by Herbert Fleischacker, to do what may 
be necessary to prevent the tearing asunder of the two rail- 
roads. Time was when the Southern Pacific was regarded in 
California with great hostility. That period, however, has 
passed and even Hiram Johnson can think of the railroad 
company without being threatened with apoplexy, and Martin 
Madsen, political helper for Johnson while he was governor, 
and holding a like position under Governor Stephens, can hear 
the Southern Pacific mentioned without losing the power of 
speech. The Californians, according to Mr. Mann, are in- 
clined to believe that the thought suggested in The Traffic 
World a short time ago—that “he case was really moot—was 
proper. But the Supreme Court of the United States has not 
been deprived of the power of making the last guess as to what 
the law may be. Therefore, it is incumbent on the Californians 
to think of some way to get around its decision. The court 
has before it a motion for re-hearing, but, even if further 
hearing were granted, nothing has taken place since the argu- 
ment that could be brought forward as a reason for the court 
reversing itself. One of the queries that has arisen since the 
decision is as to what effect it will have on the Commission 
and its conclusion that the consolidation declared by the 
court to have been unlawful should be continued. Those in 
Congress who voted power to the Commission to suspend the 
anti-trust statute know they intended that the power should 
be used to abate the rigors of the anti-trust statute. They 
also know that the public generally believes in the anti-trust 
law and that if the Commission should set it aside after the 
Supreme Court had decided against the Southern Pacific, there 
would be howls against nullification. Which suggests that when 
Congress authorized the Commission to waive the anti-trust 
statute it knew it was passing the buck to its servant, because 
it had not the nerve to repeal it or amend it so it could not 
be foolishly applied. A. B. Be. 


A TRANSPORTATION INSTITUTE 
The Trafic World Washington Bureau 


The Joint Commission of Agricultural Inquiry, in its re- 
port on transportation, will recommend “the establishment of a 
private research and educational institution under disinterested 
auspices for the purpose of promoting education in the principles, 
operation and practices incident to transportation.” 

Sydney Anderson, chairman of the commission, discussing 
this recommendation, said: “There is approximately $50,000,000,- 
000 invested in transportation in this country, including steam 
railways, electric railways, highways, automobiles, motor trucks, 
waterways, and shipping. These agencies of transportation, 
which should function as a co-ordinated system in the aid of 
commerce, have come into existence without relationship to 
transportation facilities already existing. There is no agency 
through which the basis of fact and principle necessary for the 
co-ordination of these transportation facilities so as to give the 
most efficient service at the lowest cost, can be secured. There 
is no place today where the business of transportation can be 
learned except in the apprenticeship of the business itself. An in- 
stitution such as the commission suggests would furnish a means 
of definitely establishing the facts and principles of transportation 
on which sound decisions respecting transportation policies can 
be predicated; the relationship of the different agencies of trans- 
portation to each other; and the relationship of these agencies 
to agriculture, industry, trade and commerce. It would also fur- 
nish a means for the dissemination of education in the principles, 
operation and practices incident to transportation. 

“T understand that the organization of a national transporta- 
tion institute is under way, and I believe that the organization 
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of such an institute should and will deserve the co-operation and 
support, not only of the transportation agencies, but of the peo- 
ple generally who use these agencies and are primarily interesteq 
in the services which they render.” 

The reference made by Mr. Anderson to the organiza- 
tion of a National Transportation Institute relates to the insti- 
tute which has been proposed by Bird M. Robinson, president 
of the American Short Line Railroad Association. The purpose 
of such an organization was outlined in detail by President 
Robinson in The Traffic World of April 29, p. 948. 

Mr. Anderson said while the Joint Commission of Agricul- 
tural Inquiry would recommend the establishment of a trans- 
portation educational institution it would not approve any par- 
ticular movement to that end but that he personally believed 
the institute proposed by Mr. Robinson would meet the desired 
end and that he wished to co-operate with him in every way. 

Mr. Robinson said this week that it had definitely been de- 
cided to go forward with the organization of the proposed in- 
stitute. 


“We have begun work and Edgar E. Clark, former chair. 
man of the Interstate Commerce Commission, will take an ac 
tive part in the work,” said he. 


Representative Anderson and Donald D. Conn, who was 
chief of the transportation division of the Joint Commission of 
Agricultural Inquiry, are associated with Mr. Robinson in the 
movement. 


Mr. Robinson said there was nothing definite to announce 
for the present except that the decision had been made to es- 
tablish the institute. He said a statement would be made some 
time in the future relative to the progress being made. 





PAYMENTS TO CARRIERS 


The Treasury Department, in a monthly statement on pay- 
ments to railroads under the transportation act, shows that pay- 
ments in May aggregated $6,589,914.32, as follows: 


Section 204: 


Nevada-California-Oregon Railway Co......sccccccceceees $ 50,015.76 
Section 209: 
briagton & Baco River HaMroad CO. oo cccccicevesevcseces 2,995.70 
PUMETOR-GOlGNGlG + HGITVGA CO... ccccccccccccccccccescesoes 14,454.88 
Chicago, Milwaukee @ St. Paul Ry. Co....ccceccccccecese 676,636.00 
Georgia Northern Hailtway Co., THO... cccccvccccccccccvere 1,632.37 
mermeremet COMETal TIBIMORE CO... ccccccccerecveccecceses 38,581.46 
Philadelphia & Reading Railway Company..............- 1,656,060.80 
po Ee err 58,367.54 
Tonepan & Gomme Malroad CO.......cccccccvccccesccecs 16,683:34 
WROGGNEGCE TIASIWGG COMIDGEY oc cccccccccccccecccccoescce 7,123.47 
Section 210: 
Cnesapeake & Olle RaUrwey CO.cc ccc ccccecccccecccccosss 1,334,500.00 
Cisco & Northeastern. Halway CG.c.cccesccccciscccovsececs 27:363.00 
Evansville, Indianapolis & Terre Haute of a cinsicieuwers 50,000.0 
New York, New Haven & Hartford R. R. Co......eccceee 2,600,000.00 


Section 212: 
Chicago, Peoria & St. Louis R. R. Co., Receivers........ 55,000.00 
Total payments under the act to May 31 amounted to $746, 
234,041.06, divided as follows: 
(a) Under Section 204, as amended by Section 212, for re- 
imbursement of deficits during Federal control: 
(1) Final payments, including partial payments prev- 
RU SEO <<.o cic crore owe news mucecewewesiedesamcauwe $ 1,637,550.32 
(2) Partial payments to carriers as to which a certifi- 
eate for final payment has not been received by 
the Treasury from the Interstate Commerce Com- 
IE «noo on. s ceiGasneessvacceseswhenwowdeeeueses 1,684,194.81 
Total pete account reimbursement of de- 
i ESATA a aes Ae Se See ee $ 3,321,745.13 
(b) Under Section “205, as amended by Section 212, for 
guaranty in respect to railway operating income for 
first six months after Federal control: 
(1) Final payments, including advances and partial 
BGYRACHES PTSVICUBIY WANS. oo cccccvcecscissescesee 42,807,748.78 
(2) Advances to carriers as to which a certificate 
for final payment has not been received by the 
Treasury from the Interstate Commerce Commis- 
ENIIEK ssa as ayarel'el 91's! oi 0's ralilg axe: evacececgiereru svaneiniatairete\oavereeinvare 239,365,672.00 
(3) Partial payments to carriers as to which a certifi- 
cate for final payment has not been received, as x 
GE COE a0 Se Se idw a Se, ele Heiasle ceswie tian See~ 153,647,795.15 
Total payments account of said guaranty... .$435,821,215.93 
(c) Under Pol 210, for loans from the revolving fund 


of $300,000,000 therein UO VU 6 o:6:v.c:6 0 Ss codon oemeeeners 307,091,080.00 
TEE nGivenqeeiiaaewawes poe e eee ece reece ceeeeeeecees $746,234,041.06 
Repayments om WANS total. «co.cc cicswccccccesvwowes $ 74,750,355.03 


The Commission has certified to the Secretary of the Treas- 
ury that payment of $592,467.82 to the Minneapolis, St. Paul & 
Sault Ste. Marie Railway Company will make good the guaranty 
to that carrier under section 209 of the transportation act. This 
is the amount unpaid out of a total of $5,127,467.82 found due 
the carrier under the guaranty. 


The Commission has certified to the Secretary of the Treas 
ury that $500,000 is due the Texas & Pacific as a partial payment 
under the guaranty, the whole amount due not having beet 
ascertained. 

The Commission has certified to the Secretary of the Treas 
ury that $18,362.49 is due the Jefferson & Northwestern Railway 
Company, and $81, 354.39 the San Antonio & Aransas Pass Rail- 
way Company, in final settlement of the guaranty. 
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PETROLEUM, OKLAHOMA TO ILLINOIS 


The Commission, in a report on I. and S. No. 1491, Refined 
Petroleum from Oklahoma to Southern Illinois, opinion No. 
7659, 69 I. C. C., 34-7, has forbidden the increases in rates on 
petroleum and its products, from Kansas and Oklahoma to 
points in southern Illinois, on and south of the line of the Pan- 
handle, that would have resulted from the cancellation of routes 
through Memphis, Cairo and Thebes, carrying Chicago rates. 
The cancellation would restrict the movement, on Chicago rates, 
points in southern Illinois now taking Chicago rates on the 
points in southern Illinois now taking Chicago rate on the 
East St. Louis combination. That basis is about 4.5 cents higher 
than the Chicago rate, on refined oils, and slightly less than that 
on crude. Apparently, however, there is little or no movement 
of crude to that part of Illinois. 

Closing the routes through the gateways mentioned was 
proposed by the carriers, the report said, on the ground that 
in the mid-continent case the Commission had given permission 
to check in rates on the Chicago level to territory refined by 
them, but which did not include the destinations south of the 
Panhandle line between E. St. Louis and Farrington, there being 
no intention to include that in the Chicago territory to take 
Chicago rates. Application of the Chicago rates came about 
through the working of the intermediate application rule because 
the routing of stuff moving to the destinations taking Chicago 
rates had not been restricted, sq some of it came through the 
Memphis, Cairo and Thebes gateways en route to the territories 
to which the Chicago rate had been made applicable. The car- 
riers asserted it had always been their intention to have com- 
binations apply to the territory in question. They tried to 
justify the increases that would result on the allegation that the 
average distance from the Oklahoma and Kansas groups to 
southern Illinois was greater than to the destination to which 
it was intended, originally, to apply the Chicago rates. The 
Commission said there were no reliable figures on that point 
and held the increases had not been justified, especially as some 
would cause violations of the fourth section. 


CORRECTED REPORT 


The Commission has issued a corrected report on No. 12430, 
M. B. Farrin Lumber Company, opinion No. 7519, 68 I. C. C. 127- 
9, Traffic World, April 22, p. 867. The corrected report takes 
from the so-called transit lumber interest the hope, raised by the 
original report, of obtaining the right of making notations on 
order-notify bills of lading that arrival notice is to be sent to 
some city other than the billed destination of the car. 

In the case in which the corrected reprint of the order has 
been put out, division 4 said: “The complainant is not free from 
criticism, for, had the bill of lading shown its address as Cin- 
cinnati instead of Chicago, it is doubtful whether the demurrage 
would have accrued.” 

The quoted sentence brought joy to the transit lumber men. 
That privilege of having arrival notices sent to them at an ad- 
dress other than the billed destination is what they have been 
fighting for for a long time. 

A. J. Ribe of Birmingham noticed the lecture delivered to 
the Farrin people and, May 2, wrote to Secretary McGinty tell- 
ing how greatly interested he was “because,” he said, “if it is now 
possible for lumber shippers who do a reconsigning business to 
follow the practice you suggest that will very often save delay 
to cars, and money as well, in unusual cases, such as involved in 
the Farrin Lumber Company instance.” 

“If it is now possible to follow out the suggestion you have 
made in 68 I. C. C. 129, we would like to know it,” said Mr. Ribe, 
“as that practice will be generally adopted by the numerous 
lumber shippers I represent, who bill cars of lumber in the same 
manner, as was done in the Farrin Lumber Company case.” 

It took the Commission a month to answer that letter. Ribe 
called attention to the fact that the suggestion in the Farrin case 
Seemed to be in conflict with the Commission’s decision in 
Ludowici-Celedon Company vs. A. C. L. 28, I. C. C. 669, and also 
in conflict with rule 7 of Consolidated Freight Classification No. 2. 

Instead of disposing of the conflict by means of a letter as 
has sometimes been done when there appeared to be a conflict, 
the Commission, by inference, admitted the conflict suggested by 
Mr. Ribe, by issuing a modified report. The report as modified, 


omits the sentence saying the complainant was not free from 
criticism. 





RATES ON SHEEP 


_ The Commission has approved the proposal of the Kansas 
City, Mexico & Orient to cancel joint rates on sheep, from 
Points on its line south of Sweetwater, Tex., to northern mar- 
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kets in connection with the Rock Island beyond Fort Worth. 
The approval was given in a report on I. and S. No. 1487, opin- 
ion No. 7652, 69 I. C. C. 4-6. The schedules were filed to become 
operative February 7 but were suspended until June 7. The 
route to be cancelled gives the Orient a haul of only 77 miles, 
out of a total of 870. Closing it will give the Orient a route of 
508 miles over its own rails, from Sweetwater to Wichita. 

The route by which the Orient agreed to short-haul itself 
was made six or seven years ago, at the solicitation of packers 
at Fort Worth. The packers agreed that for every carload of 
sheep moving over the short-hauling route, they would give the 
Orient a carload of packing house products for transportation 
over its line between Chillicothe, Tex., and Wichita. The pack- 
ers carried out their part of the agreement but when the gov- 
ernment took over the railroads, the Railroad Administration 
paid no attention to the compact. After the end of federal con- 
trol, the Orient, in one year, received only one carload of prod- 
ucts. It would have been willing to continue the arrangement 
but the packers, apparently, became indifferent. The Orient, 
however, did not rest its case on that fact. It pointed out that 
por route was illogical, involving an out-of-line haul of 138 
miles. 

Cancellation of the route was protested by cattle interests. 
They protested lest the Orient cancel the route over the M. K. 
& T. beyond Fort Worth. The Orient said it had no such in- 
tention, although a year ago it tried to close that route. It 
said, however, it intended cancelling its participation in joint 
rates through Fort Worth to Chicago and St. Louis but would 
continue to participate in rates through Fort Worth to Mem:- 
phis, Little Rock and Fort Smith, because it could not withdraw 
from them without short-hauling some of its connections, in an 
effort to give itself the longer haul to Wichita or some other 
junction farther north. It said it would continue to participate 
in joint rates with the St. Louis-San Francisco via Altus, Okla., 
inasmuch as its divisions via Altus were the same as they were 
via Wichita. 

In disposing of the case the Commission said the route 
which the Orient was seeking to close could probably not be 
kept open, even if the Commission thought the route desirable, 
because the prohibition of section 15 against requiring a rail- 
road to short-haul itself seemed to cover the situation. 


GRAIN, ETC., OKALOHAMA TO TEXAS 


Holding that decisions made by it fifteen years ago had 
been rendered inapplicable by the lapse of time and the change 
in density of population, the Commission, in a report written 
by Chairman McChord on No. 12244, Corporation Commission of 
Oklahoma vs. Abilene & Southern (mimeographed, without page 
or opinion numbers), has ordered the application of an entirely 
new scale of rates on grain, grain products, hay and straw and 
related articles taking the same rates or rates basing thereon, 
from points of origin in Oklahoma, to destinations in Texas, 
not later than July 24. The order requires the retention of the 
group basis of making rates and directs the establishment of 
a scale which will be used for long distances and an alternative 
scale for use in calculating rates on shorter distances, both 
single and joint line. 

The scales are not the Shreveport extended nor yet made 
in exact relation to the class rate scale prescribed in the Mem- 
phis-Southwestern case. They were made to meet the objec- 
tions raised and shown to be well grounded, when it was pro- 
posed to use the scales prescribed in the cases mentioned. 

The Oklahoma complainant alleged, in effect, a Shreveport 
situation, in that the shippers in Texas were obtaining trans- 
portation on the products in question, mile for mile, or group 
for group, for less money on traffic within Texas, than Oklahoma 
shippers were able to obtain for shipments for comparable dis- 
tances, from Oklahoma into Texas. That Shreveport allegation 
was made and proved to the satisfaction of the Commission 
notwithstanding the fact that all the rates involved were either 
prescribed by it or based on its prescriptions. The carriers, in 
defending the case, had to point to the fact that the rates 
between points in Texas were those established by them in 
obedience to the Commission’s orders in the Shreveport case, 
while the rates from Oklahoma into Texas were based on its 
decisions in Farmers, etc., Club vs. A. T. & S. F. et al., 12 
I. C. C. 351, and the related case, Territory of Oklahoma vs. 
Cc. R. I. & P. et al., 12 I. C. C. 367. 

In those cases, decided in 1907, the Commission dealt with 
rates on grain, chiefly wheat, from Kansas to Galveston for 
export and to points in Texas for domestic use; and wheat from 
Oklahoma points for export and domestic to Galveston and in- 
termediate points in Texas. Referring to them, Chairman Mc- 














































































1268 THE TRAFFIC WORLD 


Chord said they were decided nearly fifteen years ago. Since Ope 60 but not over 80.. “Ss 14.5 


then, he said, the population, wealth and traffic of the south- 
west, particularly of Oklahoma, had increased in a much greater 
ratio than in the country as a whole, and that many important 
changes in conditions had taken place. The relationship of 
rates between Oklahoma and Texas on the one hand, and rates 
between points in Texas, he said, was not in issue as in those 
cases. He pointed out they were rates for distances ranging 
from 600 to 800 miles while in this case, he said, rates for 
shorter distances were important because much of the move- 
ment involved was from points near the border in Oklahoma to 
destinations in Texas not far from the state line. 

In the Shreveport case he explained the traffic in question 
was from points near the line in Louisiana to destinations in 
Texas not, generally speaking, more than 200 miles from Shreve 
port. Therefore a scale ending at 200 miles was prescriked. Use 
of such a scale in this case, he said, would do more than equalize 
Oklahoma shippers with Texas shippers. It would give the 
Oklahoma shippers the advantage over ‘Texas shippers on all 
long-haul traffic because the Texas shippers would have to use 
the shorter scale on their traffic to nearby points while the 
Oklahomans would obtain the benefit of the blanket beyond 200 
miles. The scale would not do, he said, even if extended for 
greater distances because it was designed to cover traffic mov- 
ing, generally not more than 200 miles. Therefore, he said, the 
early cases should not be regarded as governing the present 
situation, nor should the Shreveport scale be extended. He said 
the Commission was of the opinion that, except for hauls of 100 
miles or less, the group basis of rates from Oklahoma to Texas 
should be continued, with the carriers observing substantially 
the present groups of destination in Texas. He said the Com- 
mission had found the present rates are and for the future will 
be unreasonable and unduly prejudicial to the shippers of Okla- 
homa and unduly preferential of shippers in Texas, to the ex- 
tent they will exceed the rates based on the scales and in ac- 
cordance with the rules hereinafter set forth. As the finding is 
limited to the present and the future, there can be no award of 
reparation. In that way the Commission avoids ordering repara- 
tion on shipments moving since the filing of the complaint, in 
a general case, the order in which will require both increases 
and reductions. Generally speaking, it is believed the effect 
of the order will be to bring up rates in Texas somewhat and 
reducing those from Oklahoma, to a lesser degree, however, 
than if the Shreveport scale had been extended as proposed by 
some of the parties. 

The scales prescribed in this case, it is thought, hereafter, 
in other cases, may be applied to a greater portion of the south- 
west than is embraced in this complaint. Throughout the re 
port, Mr. McChord referred to observations made by the Com- 
mission, in other cases, to the similarity of transportation con- 
ditions in the territory south of the Missouri River. The scales, 
rules and regulations for constructing the rates to be made 
operative not later than July 24, are as follows: 


(a) Group rates computed upon substantially the average 
short-line distances over workable routes from the several points 
of origin in Oklahoma to all points of destination in Texas in each 
of the respective groups A, 1, 2 and 3, as outlined in Agent F. A. 
Leland’s I. C. C. No. 1414, in connection with the distance scales of 
rates stated in paragraph (b) below. 

(b) Distance scales of rates on the respective commodities 
named, in cents per 100 pounds for the distances respectively in- 
dicated, to be used in computing group rates under paragraphs 
(a), (d) and (e), as follows: 


Wheat 
Distance (Miles) Flour and Hay Corn 
Not over 10 12 10 9 
Over 10 Bwt not OVOr  2O...6.csceevesies 14 11.5 10.5 
ver ZU DEE MOE OVER SO. oc vcciccenceue 16 13 11.5 
Over 30 Dut not over 46. ..cecccccccce 17.5 14 12.5 
over 60 Bet Mot OVEF BO... ccccesoscas 19 15 13.5 
Over: 60 But mot Gver  G66.....cccvceces 20 16 14.5 
Over 60 but not over  80.....cccccvece 21.5 17.5 15.5 
Over S60 but not over 200. .....cccccccs 23 19 ba 
Over 160 Dut moet over 226.... cccccvcces 25 20.5 18.5 
Cver 130 But Mot OVOr LEO... cicccccses 26.5 22 20 
Gver 140 DGC BOE OVE BEG. ccc ck cicccceces 28 23.5 21 
Over 166 but mot OVEr TSO. 2... ccccevces 29.5 25 22.5 
Over 180 but not over 200..........000- 31 26.5 24 
Over 360 But NOt GVGE 220... cc cccvcccies 33 28 25 
Over 220 but not over 240. ......ccc0c e284 29.5 26.5 
Over 2340 but not Over B60... ceccvcoses 36 31 28 
Over B60 DUE NOE OVEF BAG. occ cccceceees 37.5 32.5 29.5 
Over 260 But MOt CVEFr FOO... ccccrces 39 34 30.5 
Over B60 Dut not Over FEO. ..ccccccvsecs 40 35 31.5 
Over S60 Dut mot Over 406. 26 scccccccnes 42 37 33.5 
Over 400 But NOt OVE GEO... cn cescccecces 44 39 35 
Over 450 but not over 600. .....ccccccecs 46 41 37 
Over S60 BUG HOt GVOP BOG. oc ccccsvceces 48 43 38.5 
Over 550 but not over 600.............. 49 44 39.5 
CU ND no oc tienes wee nee ts oetust suns omews 50 45 40.5 


(c) To apply alternatively with the groups rates constructed 
as per paragraphs (a), (b), (d) and (e), the following distance 
scales of rates on the commodities named, in cents per 100 pounds, 
from and to specific points of origin and destination, shall be 
established: 


Single Line.* Joint Line.f 


Wheat Whea 

(Miles) Flour. and hay. Corn. Flour. and hay. Corn. 
i eS rere oe 9 7 6.5 12 10 9 
Over 10 but not over 20.. 11 8.5 7.5 14 11.5 10.5 
Over 20 but not over 30.. 13 10 9 16 13 11.5 
Over 30 but not over 40.. 14.5 11 10 17.5 14 12.5 
Over 40 but not over 50.. 16 12 11 19 15 13.5 
Over 50 but not over 60.. 17 13 11.5 20 16 14.5 





Vol. XXIX, No. 23 





. 13 21.5 17.5 15.5 
ver 80 but not over 100.. 16 14.5 23 19 47 

*To apply over single lines of railway or over two or more lines of 
railway under the same management and control. 

{To apply over two or more lines of railway not under the same 
management and control. 

(d) In constructing rates under paragraphs (a), (b) and (c), the 
rates provided for wheat and hay shall also apply on straw; and 
the rates on flour, wheat and corn shall apply on other commodities 
which are now subject to flour, wheat and corn rates, respectively, 
A ane from Oklahoma to Texas as per Agent Leland’s I. C. C. No. 


(e) Rates from the several points of origin in Oklahoma to des- 
tinations in the differential territory of Texas shall be made by 
the addition, to the rates prescribed in the foregoing paragraphs 
(a), (b) and (d) for application to points in group 3, of the dif- 
ferentials now applied on such traffic to points in that territory; 
and rates to points not in any of the aforesaid groups or in the 
differential territory shall be constructed in harmony with the ad- 
justment prescribed in said paragraphs. 

The rates provided in the foregoing paragraphs (a) to (e), in- 
clusive, embrace the reductions prescribed in Rate on Grain, Grain 
Products and Hay, supra, and should not be further reduced under 
the order in that proceeding. 

Under present circumstances, the foregoing conclusions seem 
to embody the most practical solution of the difficulties here pre- 
sented. This proceeding is not sufficiently broad in scope for the 
accomplishment of exact justice. Possibly, there should be a general 
investigation of the rates in the southwest with a view to deter- 
yowecan whether a common scale for the entire territory would be 

esirable. 


RATES ON VEGETABLE TALLOW 


A finding of unreasonableness and an award of reparation 
have been made in No. 11855, Rub-no-more Company vs. Direc- 
tor-General, Great Northern et al, opinion No. 7655, 69 I. C. C. 
23-5, as to a rate of $2.25 on imported vegetable tallow, from 
Vancouver, B. C., to Fort Wayne, Ind., September 27, 1918. The 
Commission held it was unreasonable to the extent it exceeded 
$1.125 and awarded reparation to that basis. That was the com- 
modity rate established on vegetable tallow October 9, 1918, after 
the shipment moved, but before it was delivered. 





FUEL WOOD, PULP WOOD AND WOOD BOLTS 

The Commission has put out a modified report on I. and S. 
No. 1251, Fuel Wood, Pulp Wood and Wood Bolts between North 
Pacific Coast points, opinion No. 7653, 69 I. C. C. 7-10. It held 
that for the future space units of 192 cubic feet for applying 
rates on fuel wood, 16 inches or under in length, when loaded 
loosely, in racked flat or gondola cars, and 200 cubic feet for 
applying rates on hogged fuel, in racked flat or gondola cars, will 
be just and reasonable. In the original report, 61 I. C. C. 159, 
the Commission prescribed 128 cubic feet as the space unit to be 
used for cord wood. Representations were made by the depart- 
ment of public works of the state of Washington, in behalf of 
interested shippers, to the effect that a greater unit should be 
allowed for the other kinds of fuel wood because the mills, in 
selling it, must allow more than 128 cubic feet. Sales are made 
on the basis of 200 cubic feet of the other kinds constituting a 
cord, hence the desire for a modification of the space unit. 


BREAKFAST FOOD OUT OF GRAIN PRODUCTS LIST 


The Commission, in a report on I. and S. No. 1504, has held 
justified the elimination, proposed by the Great Northern and 
the carriers parties to Henry’s I. C. C. No. 58, of breakfast food 
from the list of grain products which may be forwarded from 
transit stations west of the Idaho-Montana state line at carload 
rates when in mixed carloads with other grain products. The 
report was mimeographed, without page or opinion numbers. 


RATE ON RABBIT SKINS 


An occasional emergency shipment does not demonstrate 
the unreasonableness of the rate assessed on it, the Commis- 
sion held in dismissing No. 11899, Jonas & Naumburg, Inc., Vs. 
Director-General, Michigan Central et al., opinion No. 7657, 69 
I. C. C. 29-30, on a holding that an any-quantity first class rate 
of 87.5 cents on rabbit hides, skins or pelts, on 19 carloads 
shipped from Toronto and Parkdale, Canada, to New York, 
shipped in December, 1918, and February and March, 1919, was 
not unreasonable or otherwise unlawful. The skins, used in 
making hatters’ fur, which is used in making felt for hats, were 
shipped from the Orient to Vancouver. Owing to an embarg0 
against them at New York, they were sent to Toronto and 
Parkdale, Canadian border points. When the embargo was 
lifted the skins were sent to New York. Since then no ship 
ments have been made on the any-quantity rate. 


PROPORTIONALS IN NORTHWEST 
The Trafic World Washington Bureaus 


In a report on I. and S. 1486, the Commission holds that 
the carriers have justified their proposal to establish propo! 
tionals from Seattle and Tacoma to Portland on the first four 
classes, on the basis of 60 cents, first class, for application t0 
the Willamette Valley and to points north of Portland, but col 
demns their limitation to May 31. The condemnation is without 
prejudice to the right of the carriers to file the same rates 00 
one day’s notice without expiration date. 





Ju 


hac 
the 
cau 
gar 
the 
ate 
we) 


zon 
hol 
Tex 
wil 
ext 
Cor 
sub 
the 
and 
Cac 


fre; 
unr 
ext 
spe 


fres 
to | 
the 
and 
exe 
res] 


loa 
hot 


hun 
ant: 
ing 
lish 
The 
by 

Sec 
572 








lities 
vely, 
No. 


des- 
2a by 
aphs 
dif- 
tory; 
i the 
» ad- 


, in- 
Grain 
under 


seem 

pre- 
r the 
2neral 
deter- 
ld be 


ration 
Direc- 
G. ©. 
from 

The 
-eeded 
> com- 
, after 


and §. 
North 
t held 
yplying 
loaded 
set for 
rs, will 
C. 159, 
t to be 
depart- 
half of 
yuld be 
ills, in 
e made 
uting a 
nit. 


AST 


as held 
rm and 
ast food 
2d from 
carload 
‘s. The 
umbers. 


onstrate 
Commis- 
Inc., vs. 
1657, 69 
ass rate 
carloads 
w York, 
919, was 
used in 
ats, were 
embarg0 
ymnto and 
rgo was 
no ship- 


~ 
ST 
ton Bureau 


olds that 
h propo: 
first four 
ication to 
, but con 
is without 
» rates oD 


June 10, 1922 













RATES ON BUNKER COAL 


Examiner W. P. Bartel has recommended discontinuance of 
the Commission’s proceeding, docket No. 13421, in the matter of 
rates on bunker coal and fourth section application Nos. 703, 
1479, 1760, 1548 and 1573, on a holding that the carriers had jus- 
tified the propriety of the application of rates on coal for trans- 
shipment by vessels or as bunker coal, and that such rates do not 
contravene the fourth section. 

The recommendation is without quibble or qualification for 
a discontinuance, even without any admonitory remarks about 
being careful that the publication of rates is made in such a way 
that undue prejudice will be avoided. Bartel said that no one 
had appeared in opposition to the rates as published at the At- 
lantic ports. The inquiry was instituted, the Commission said 
in announcing it, because some of the lines serving gulf ports 
did not feel free to publish rates for bunker coal or transship- 
ment by vessel because of decisions made by the Commission. 
Bartel, in support of his recommendation that the case be dis- 
continued, pointed to the decision of the Commission in Bitum- 
inous Coal Rates to Baltimore and Other Points, 33 I. C. C. 307, to 
show that the expense of making delivery of coal to side tracks 
in Baltimore was greater than the making of delivery to piers and 
that therefore the rates for local delivery might, well be higher, 
on the cost of service feature of the case alone. 

The examiner, however, did not rest his recommendation 
on that alone. He quoted, apparently, with full approval, the 
observations of Secretary Hoover on the subject of competition 
of foreign coal with American in the bunkering trade. Hoover 
said that if the transshipment rates were raised, on the sup- 
position that there could possibly be competition between bunker 
coal and coal delivered locally in the ports the foreign bunk- 
erers would take more trade from American coal men than they 
have. He pointed out that, on account of foreign coal being 
sold for less than American, ships were bunkering in foreign 
ports for round trips and even bringing coal to American ports 
for sale locally or to other ships in the ports. 

Bartel said that some of the carriers respondent in this case 
had filed fourth section applications, not because they believed 
the rates were in contravention of that part of the law, but be- 
cause they wanted to be on the safe side. They said they re- 
garded the bunker rates as in the nature of proportionals and 
therefore not to be compared with the local rates to intermedi- 
ate points. The examiner said the Commission should hold they 
were not in contravention. 


RATES ON CATTLE AND HOGS 


In a report on No. 12975, Arizona Packing Company vs. Ari- 
zona Eastern et al., Examiner Charles R. Seal recommended a 
holding that rates on cattle and hogs, from interstate points in 
Texas, New Mexico and Arizona to Cactus, Ariz., were, are and 
will be unreasonable to the extent they exceeded, exceed or may 
exteed 130 per cent of the so-called 1716 scale prescribed by the 
Commission for use in the territory of the southwestern lines 
subject to the minimum weights applicable under that scale; 
the fresh meat rates to apply on mixed carloads of fresh meats 
and packing house products, but that the rates from Denver to 
Cactus were and are not unreasonable. 

A further holding recommended by him was that rates on 
fresh meats and packing house products were, are and will be 
unreasonable, from Cactus to Los Angeles and San Diego, to the 
extent they exceeded, exceed or may exceed $1.50 and $1, re- 
Spectively. 

Another holding suggested by him was that the rates on 
fresh meats and packing house products, L. C. L., from Cactus 
to destinations in California, east of and including Drydyn, on 
the Southern Pacific, and McCoy on the Santa Fe, were, are 
and for the future will be unreasonable to the extent of their 
excess over the contemporaneous first and fourth class rates, 
respectively, from Los Angeles for similar distances, eastbound. 
He said the Commission should hold the rates on hides, car- 
loads, from Cactus to Nogales, for export to Mexico, were and are 
hot unreasonable. : 

Seal recommended reparation. The report also covers a sub- 
number filed by the same complainant against the same defend- 
ants. That sub-number contained the same allegations respect- 
ing the intrastate rates, with the additional request for the estab- 
lishment of suitable peddler car rates, rules and regulations. 
The intrastate rates were attacked because they were increased 
by the carriers in accordance with the Commission’s thirteenth 
Section proceeding against Arizona rates, reported in 61 I. C. C. 
572, to the extent authorized in Ex Parte 74. Seal said the order 
M that case, having been vacated and set aside, as of June 1, the 
subject was free for consideration by the Arizona Corporation 

OMmmission. The report covers the sub-number only to the 
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extent indicated, and is limited so as to show that the federal 
commission, in disposing of the complaint, was not indicating 
what should be done with the state rates. The Arizona commis- 
sion participated with the national body in the hearing on the 
complaints and has a record of its own identical, up to the point 
covered by Seal, like that of the Washington body. 

The complainant established its plant for business Septem- 
ber 1, 1920, the day after the six months’ guaranty period ex- 
pired. It asked, with some exceptions, the establishment of the 
1716 scale, prescribed by the Commission in 22 I. C. C. 160. The 
Director-General modified that scale somewhat, and as used in 
the report the 1716 scale is understood to be the one as modified 
by the Director-General. 


SHIPMENT OF DAIRY PRODUCTS 


Neither the notation of “shipper’s load and count” on the 
bills of lading, nor the rates on carload shipments of eggs, butter, 
cheese, and dressed poultry, by express, from California, to mar- 
kets, Chicago and east, according to Examiner Charles R. Seal, 
are unreasonable. Therefore he has recommended the dismissal 
of No. 12912 San Francisco Wholesale Dairy Produce Association 
vs. American Railway Express Co. The association, composed of 
dairy product shippers from points in California taking San 
Francisco rates—that is, roughly speaking, all points in that state 
north of Mojave and Santa Barbara—alleged that the refusal of 
the express company to issue “clean” bills of lading or receipts 
on cars loaded by the association members constituted an un- 
reasonable practice. They also made a similar allegation against 
the rate of $5.67, which has been in effect since October 13, 1920, 
under permission from the Commission. 

Seal based his recommendation of dismissal largely upon the 
conclusions of the Commission in Louisiana State Rice Milling 
Association vs. M. L. & T. R. R. & S. S. Co., 34 I. C. C. 511; Western 
Classification No. 51, 25 I. C. C. 442; and Ponchatoula Farmers’ 
Association, vs. I. C. R. R. Co., 19 I. C. C. 513. He remarked that 
the complaint before him was limited in scope both as to terri- 
tories or origin and destination, and as to commodities, and that 
the record did not warrant a finding of such possible far-reaching 
effect as undoubtedly would follow were the Commission to hold 
it was the duty of the carrier to check carloading of dairy prod- 
ucts, which often took place on private tracks far from the office 
of the express company. The latter estimated that compulsory 
checking of loading done by shippers would add $25,000 a year to 
its expenses in the western district, composed of fourteen states. 
The shippers contended the checking could be done by counting 
the tiers and multiplying their number by the number of cases 
in a tier. The carrier said an inspection of the top would not 
disclose whether the lower tiers were properly spaced and that 
therefore a clean receipt could promote intentional dishonesty. 


RATES ON CEMENT 


A holding that rates on cement from Portland Point, N. Y., 
to destinations in New York, during federal control were not 
unreasonable, has been recommended by Examiner Leo J. Flynn 
in a report on No. 13036, Cayuga Operating Company, Inc., vs. 
Director-General, as agent. He said, however, that some of the 
shipments were misrouted and that reparation should be made. 

The complainant, in each bill of lading, specified a deliver- 
ing carrier and a rate. It specified a rate of $1.80 per ton from 
Portland Point to Rochester and the Director-General sent it 
over a route the rate on which would have been the equivalent 
of $1.80 per ton. Contemporaneously, over the direct Lehigh 
Valley route, there was a rate equivalent to $1.30 per ton. The 
examiner, however, recommended a holding that the carrier 
was bound to ship over the route carrying the rate, even if the 
same delivery could have been made on the lower rate. 

“As the defendant was bound to observe routing thus indi- 
cated by the shipper, the shipment was not misrouted,” said the 
examiner. Some shipments moved on bills in which the shipper 
had not inserted a rate. The examiner found lower rates ap- 
plicable than those imposed by the Director-General. He said 
such shipments were misrouted and reparation should be made. 

He said the Commission should hold unreasonable a rate of 
9.5 cents from Portland Point to Cortland, N. Y., to the extent it 
exceeded 9 cents and award reparation. 


TWO FOR ONE RULE 


The two for one rule, according to Examiner F. C. Hillyer, 
expressed in a tentative report on No. 13344 Stone-Fisher Com- 
pany vs. Director-General, and Chicago, Milwaukee & St. Paul, 
cannot be brought into operation until after the expiration of 
the six-day period provided for in section 4 of rule 6-B of western 
classification. In making his recommendation, the examiner had 
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to construe the words “after expiration of such period” (6 days) 
because the railroad agent, in this case, furnished a 36 and a 40- 
foot car the very day the shipper asked for a 50-foot car. The 
shipper, when the two cars were tendered, cancelled his demand 
for a larger car and accepted the two smaller ones. He also ac- 
cepted two bills of lading. 

Examiner Hillyer said the heading of section 4 of the rule 
“clearly authorizes the furnishing of ‘two shorter cars under the 
following conditions’ only ‘after the expiration of such period’ of 
six days.” He said the certificate or notation “which must be 
made on the bill of lading requires the date of the order and the 
date the cars are furnished in order that it may clearly appear 
whether or not the cars were furnished ‘after the expiration’ of 
the six-day period.” The complainant’s construction, the exam- 
iner said, would require the furnishing of the two smaller cars 
within the six-day period, or before the expiration of the six-day 
period. 

In this case the shipper ordered a large car for shipping 
furniture from Chicago to Tacoma. The agent could not furnish 
the 50-foot car. Without waiting for the six-day period to ex- 
pire, two smaller cars were furnished, loaded and forwarded. 
The rates applicable on the two carloads were collected, hence the 
complaint and the contention that the two for one rule should 
have been used in computing the charges. 


RATES ON MEATS, ETC. 


A practically all-embracing revision of rates on fresh meats, 
packing house products, and live hogs will have to be made by 
the carriers in Western Trunk Line and Southwestern terri- 
tories if the Commission follows the recommendations, made in 
a joint report by Attorney-Examiner Arthur R. Mackley and Ex- 
aminers John T. Money, Charles R. Seal, John A. McQuillan and 
Howard Hosmer on No. 12068, Wilson & Company, Incorporated, 
of Oklahoma, et al., and closely allied cases which were not heard 
together, but on which the examiners mentioned made a report. 
The cases joined with the one before mentioned, for report pur- 
poses at least, are: 


No. 12067, Same v. Director General, as Agent, Atchison, Topeka 
& Santa Fe; No. 12127, Swift & Company v. St. Louis & San Fran- 
cisco; Director General, as agent, et al; No. 12271, Morton Gregson 
Company et al v. Director General, as Agent, Atchison, Topeka & 
Santa Fe, et al; No. 12175, Morris & Company v. Director General, 
as Agent, Atchison, Topeka & Santa Fe, et al; No. 12193, Armour 
& Company v. Missouri, Kansas & Texas, Director General, as Agent, 
et al; No. 12284, Wilson & Company, Incorporated, of Oklahoma, et 
al v. Director General, as Agent, Chicago, Rock Island & Pacific, 
et al; No. 12301, Albert Lea Packing Company, Incorporated, et al 
v. Director General, as Agent; No. 12398, Armour & Company, et al 
v. Atchison, Topeka & Santa Fe, Director General, as Agent, et al; 
No. 12515, Swift and Company v. Kansas City Terminal, Director 
General, as Agent, et al; and No. 12646, Same v. Atchison, Topeka 
& Santa Fe, et al. 


The points of origin are Kansas City and points basing 
thereon or seeking an equality with Kansas City, including St. 
Joseph, South St. Joseph, Nebraska City, Omaha, South Omaha, 
Sioux City, St. Paul, Albert Lea, St. Louis, East St. Louis and 
Chicago. ‘The destinations are in Oklahoma and Texas. Broadly 
speaking, the complaining packers asked for the retroactive ap- 
plication of what to them is known as the 1716 scale, prescribed 
by the Commission in Alleged Unreasonable Rates on Fresh 
Meats, 22 I. C. C. 160, decided in 1911. The opinion number in, 
that case was 1716, hence the name for the scale therein 
prescribed. 


Notwithstanding that that scale was approved in subse 
quent cases, the carriers failed to apply it generally, contending 
the rates were too low. They resisted its application in this case, 
claiming that the change in conditions since 1911, instead of 
calling for rates on a lower basis, demanded a higher basis. 


The examiners said the Commission should hold rates on 
fresh meat and packing house products, in straight or mixed car- 
loads, and on hogs in single or double-deck cars, from Kansas 
City, St. Louis and other points taking the same rates, or basing 
thereon, to destinations in Oklahoma and Texas, were, are and 
for the future will be unreasonable to the extent they exceeded, 
exceed or, in the future may exceed those carried in the report, 
and that the complainants were entitled to reparation. They 
said the records in these cases showed that transportation con- 
ditions from the points of origin to the destinations before men- 
tioned, were, to Oklahoma and Texas, as favorable as those to 
Arkansas and Louisiana, to which the 1716°scale was made ap- 
plicable. They said the record also showed conditions and traf- 
fic density warranted rates north of Kansas City lower than those 
which would be brought into effect by applying the 1716 scale, 
plus the increases since then. Specific findings recommended 
by the examiners were as follows: 


The Commission should find that the rates in issue on fresh meats 
and packing-house products, in carloads, were, are, and for the 
future will be, unreasonable to the extent that they exceeded, exceed, 
or may exceed, from the points shown as “A,’”’ the rates or bases 
of rates shown as “B’’ on the commodities specified as “‘C,” the 
rates on fresh meats to apply also on mixed carloads of fresh meats 
and packing-house products. 


(A) Kansas City and St. Louis, Mo. (B) 1716 scale; (C) Fresh 
meats and packing house products. 
(A) Kansas City, Kans., and South St. Joseph, Mo. (B) Kansas 
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ow, rates; (C) Fresh meats and packing-house products. 


maha, South Omaha, and Nebraska City, Nebr.; (B) * (a) 
9; (b) 11; (c) 15; (C) Fresh meats. 
(A) Omaha, South Omaha, and Nebraska City, Nebr.; (B) * (a) 
6; (b) 7.5; (c) 10; (C) Packing-house products. 
(A) Souix City, Iowa; (B) * (a) 17; (b) 21.5 (c) 29; (C) Fresh 


me 


as. 
; (A) Sioux City, Iowa; (B) * (a) 10; (b) 12.5; (c) 17; (C) Pack- 
ing-house products. 


(A) South St. Paul, Minn.; (B) * (a) 24; (b) 30; (c) 40.5; 
(C) Fresh meats. 
(A) South St. Paul, Minn.; (B) * (a) 15; (b) 18.5; (a) 25; 


(C) Packing-house products. 

(A) Chicago, Ill., and Albert Lea, Minn.; (B) 65.5 cents prior to 
— 25, 1918; 82 cents June 25, 1918 until July 5, 1920; (C) Fresh 
meats. 
_. *Differentials in cents, over the rates prescribed from Kansas 
City for the respective periods: (a) Prior to June 25, 1918; (b) June 
pot to and including August 25, 1918; and (c) thereafter and for the 
uture. 

The Commission should futher find: 

That the rates on hogs, in carloads, from Nebraska City to 
Oklahoma City, were unreasonable to the extent that they exceeded 
the following rates. 


Single-deck cars Double-deck cars 


Single- Joint- Single- Joint- 
. line line line line 
Prior to June 25, 1918 48.5 52 44 46.5 
Subsequent to June 25, 1918 55.5 59 51 53 


_ That the rates on hogs, in carloads, to Fort Worth from the 
points named in the following table, during the period from June 25, 
1918, to August 25, 1920, were unreasonable to the extent that they 
exceeded that rates set opposite such points: 

_ Single-deck cars Double-deck cars 
Single-line — ——- Joint-line 
54, 


Sioux City 62.5 4 2 

South St. Paul 68.5 70. 63. 64. 

South Omaha 53. 54.5 47.5 48.5 
South St. Joseph 43.5 45. 38. 39. 

Kaneas City 43.5 45 38. 39 


. The foregoing rates on hogs are subject to increases authorized 
in Increased Rates, 1920, supra, and to the minimum weights applicable 
under the Director General’s scale. 


FURNITURE POLISH AND MOPS 


Examiner Howard Hosmer, in a report on No. 12597, O-So- 
Ezy Products Company et al., Director-General, as agent, Ann 
Arbor et al., has recommended the dismissal of the complaint 
on a holding that rates from Chicago, to intermediate points 
in transcontinental territory, on furniture polish, in glass, boxed, 
and in metal cans, boxed, mops, and mop handles, in mixed car- 
loads and less than carloads, are not unreasonable. The com- 
plainants sought commodity rates on the allegation that the 
class rates were unreasonable in comparison with commodity 
rates on other articles. 


FURNITURE POLISH AND MOPS 


Examiner Howard Hosmer has recommended the dismissal 
of No. 12624, O-So-Ezy Products Co. et al. vs. Director-General, 
Abilene & Southern, et al., on a holding that ratings on furniture 
polish, mops and mop handles, in the three classification terri- 
tories, are not unreasonable or unduly prejudicial. 





RATES ON PIG IRON 


In a report on No. 13490, Lycoming Motors Corporation vs. 
East Jordan & Southern et al., Examiner Bronson Jewell has 
recommended a holding that shipments of pig iron from East 
Jordan, Mich., to Williamsport, Pa., in March, April and May, 
1920, were not misrouted, but that the rates were unreasonable 
to the extent they exceeded the aggregate of the intermediates 
based on Toledo. The complainant contended that a rate of 
$5.70 should have been applied, via Buffalo. The examiner said 
that that combination was not applicable, but that the route 
over which the shipments were sent was not the cheapest con- 
sistent with the routing instructions given by the shippers. 
A join commodity rate of $7.80 was collected. The report also 
covers a sub-number, Same vs. Same. 





RATES ON CEMENT 


Examiner John T. Money has recommended the dismissal 
of No. 12871, Atlas Portland Cement Co. vs. Director-General, 
as agent, on a holding that rates on cement, from Hannibal, 
Mo., to destinations in Wisconsin, Minnesota and North Dakota 
between June 25 and August 2, 1918, were not unreasonable. The 
complaint was against a double increase prior to the time of 
the Railroad Administration’s change so as to make only 4 
single increase apply on a combination. 


SCRAP LEAD, SEATTLE TO CHICAGO 


A finding of‘ unreasonableness and an award of reparation 
have been recommended by Examiner F. C. Hillyer, in No. 13386, 
Rex Metal Works vs. Director-General, as agent, Northern Pa- 
cific, et al., as to a rate of $1.875 on scrap lead, carloads, from 
Seattle to Chicago. Two carloads, shipped in July, 1919, were 
involved. The complainant alleged the agent of the originating 
railroad misquoted the rate, the rate given it being 75 cents. AS 
a matter of fact it was $1.375 because, when other scrap metals, 
which had been taken out of the junk list, received a commodity 
rate of 94 cents, scrap lead was not transferred to that list, but 
left in class C. The Commission said the class C rate was uD: 
reasonable and that reparation should be made to the basis of 
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the 94 cent rate applicable on other scrap metals of higher value 
than lead. 


RATES ON LOGS 


In a report on No. 12376, Forbes Timber Co., Inc., vs. Direc- 
tor-General, as agent, and Northern Pacific, Examiner John H. 
Howell has recommended a hold—that the rates on logs, during 
federal control, were unreasonable to the extent that they ex- 
ceeded $1.25 per 1000 feet from Forcamp to Nagrom, Wash.; 
$2.10 from Forcamp to Tacoma; $1.80 from Nagrom to Selleck; 
and $2.125 from Forcamp to Norco. He also recommended 
reparation to the basis of the rates named and the waiving of 
undercharges. 


RATES ON PETROLEUM AND PRODUCTS 


Attorney-Examiner Charles F. Gerry has recommended the 
dismissal of No. 12490, National Petroleum Association et al. vs. 
Director-General, as agent, Pennsylvania et al., on a holding that 
rates on petroleum and its products, between refining points 
in the Oil City and Warren, Pa. districts, in the period from 
June 25, 1918 to February 28, 1920, were not unreasonable or 
unduly prejudicial. The report also covers No. 12552, Same vs. 
Same. The case arose over the fact that the short-haul rates 
were increased by General Order No. 28 and the 4.5 cent 
commutation, by great percentages. Gerry, basing his action 
on other cases in which the increases mentioned were con- 
sidered, recommended, in effect, that the Commission adhere 
to its former holdings. 


RATES ON SOFT COAL 


A finding of unreasonableness and an order establishing 
reasonable rates for the future has been made by Examiner 
Peter C. Paulson, in a report on No. 12631, McKell Coal & 
Coke Co. et al vs. Chesapeake & Ohio et al. as the rates on 
soft coal from mines on the Kanawha, Glen Jean & Eastern to 
destinations on the Chesapeake & Ohio, and its connections. 
He said the rates from the mines on the independent road should 
be held unjust and unreasonable to the extent they exceed the 
group rates contemporaneously maintained from branch and 
main line points on the Chesapeake & Ohio in the New River 
district to the same destinations. 


RATE ON COTTONSEED OIL 


Examiner J. F. Eshelman has recommended reparation in 
No. 18488, The Procter & Gamble Company vs. Director-General, 
Atlanta & West Point et al. on a holding that the rate charged 
on cottonseed oil, from Lakewood Station, Ga., to Guttenberg, 
N. J.. Port Ivory and New York on a large number of carloads 
of oil shipped between November 1919 and May 1920, was 
illegal. Charges were collected on a joint commodity rate of 
46.5 cents, applying from Lakewood Station. At the same 
time there was an export rate of 35 cents from Atlanta and a 
domestic rate of 39 cents. The complainant showed that 
those rates should have been applied to shipments from Lake- 
wood Station because it was “competitive traffic’ delivered to 
the Louisville & Nashville. The Examiner agreed with the 
complainant that the Atlanta & West Point tariff providing for 
competitive traffic, in the way mentioned, should have been 
applied and recommended reparation to the basis indicated. 


REPARATION OF LUMBER 


Examiner J. F. Eshelman, in a report on No.13468, William 
Schuette Company vs. Director-General, Seaboard Air Line et al. 
has recommended reparation on an account of the imposition 
of a rate on one carload of lumber from Omaha to Cairnbrook 
Pa. in excess of the legally applicable rate. Reparation should 
be made, he‘said, to the basis of a 42 cent rate. The lumber 
moved in January, 1920. 


RATES ON BUILDING BLOCKS 


_ Attorney-Examiner Charles F. Gerry has recommended the 
dismissal of No. 13340, Humphrey Brick & Tile Co. vs. Director- 
General, Pennsylvania et al. on a holding that a rate of 36.5 
cents on hollow building blocks from Brookville, Pa., to Winston- 
| Salem, N. C., between July 16, 1919 and January 2, 1920, was 
legally applicable and not unreasonable. The complainant con- 
tended the rate should not have exceeded 19.5 cents, the one ap- 
Dlicable to common brick. The originating carrier way-billed the 
Cars at the common brick rate but the Southern Inspection & 
Weighing bureau set up the rate to 36.5 cents. The Examiner 
found that some of the shipments were less than the carload 


Minimum of 60,000 pounds and said undercharges were out- 
standing, 


RATES ON LEAD ORE 
In a proposed report on No. 12768, Electric Point Mining 
Company vs. Director-General, as agent, Examiner John H. 
Howell said the Commission should hold unreasonable rates on 
fad ore, in carloads, from Boundary, Wash., to Midvale, Utah, 
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between August 1, 1919 and February 29, 1920, to the extent 
they exceeded $8.80, $9.40 and $10.30 per net ton, on lead ore 
not exceeding in value $25, $50 and $100 per ton respectively and 
award reparation to the basis of such rates, which were those 
in effect concurrently from Northport and Republic, Wash. to 
Midvale. 

Request for the Northport basis of rates was made in the 
spring of 1919 because it was intended to begin shipping lead 
ore to Midvale in the summer. Shipments were begun August 
1, 1919. On the last day of federal control the Northport basis 
of rates was made operative. Approval of the Howell proposal, 
will make the rates retroactive to the day when the shipping of 
lead ore to Midvale was begun. 


COMMISSION ORDERS 


The Freight Traffic Committee of the Chicago Association 
of Commerce was permitted to intervene in No. 138671, The 
Public Service Commission of Indiana et al, vs. A. T. & S. F. 
et al. 

The Illinois Coal Traffic Bureau was permitted to intervene 
in No. 13793, Perry Coal Co. et al. vs. B. &. O. et al. 

On petition of carriers operating west of the Mississippi 
River the Commission has reopened for further hearing the 
Memphis-Southwestern Investigation, No. 9702, on the question 
of fourth section relief. Applications covered by Fourth Sec- 
tion Order 7542, as amended, were also reopened for further 
hearing in so far as they relate to rates on classes and com- 
modities between St. Louis, Mo., Memphis, Tenn., New Orleans, 
La., and other Mississippi River points, and points taking the 
same rates or rates made with relation thereto, via routes oper- 
ating west of the Mississippi River. These applications, and the 
reopened Memphis-Southwestern investigation will be heard 
June 26 at St. Louis before Examiner Pitt. Applications of the 
respondents operating west of the Mississippi River for authority 
to maintain rates between Mississippi River crossings south of 
and including St. Louis, lower than rates from, to, and between 
intermediate points, not specifically dealt with in fourth section 
order 7542, was likewise assigned for hearing at the same time 
and place. 

The order of April 15 in No. 11512, Brundred Brothers vs. 
the Prairie Pipe Line Co. et al., has been modified so as to be- 
come effective August 15, on ten days’ notice instead of July 16 
on thirty days’ notice. 

The Traffic Bureau of the Davenport Chamber of Commerce, 
Western Flour Mill Branch of the International Milling Com- 
pany, Davenport Elevator Company, Merchants Elevator Com- 
pany, and Purity Oats Branch of the American Hominy Com- 
pany obtained permission to intervene in No. 13000, Board of 
Railroad Commissioners of the State of South Dakota vs. Chicago 
& North Western et al. 

The order in No. 12178, City of Aberdeen, S. D., vs. Director- 
General, as agent, C. & N. W. Ry. et al., entered February 13, 
1922, has been further modified so as to become effective July 
13 instead of June 13. 

The National Petroleum Association and Western Petroleum 
Refiners’ Association were permitted to intervene in No. 11154, 
Sligo Iron Store Company vs. Western Maryland Railway, Di- 
rector-General et al, for the purpose of being heard on oral 
argument. 

The Commission has reopened for further hearing No. 9966, 
Hudson Mule Co. et al. vs. L. & N., Director-General, et al., and 
cases docketed therewith. It has also suspended until further 
order its order entered in those cases July 12, 1921, and fourth 
section order 8035. 

The Commission has reopened for further hearing No. 11552, 
East Tennessee Packing Co., Inc., vs. Director-General, Southern 
Railway, et al. Fourth section order 8159 was suspended until 
the Commission’s further order. 

Upon petitions of the East Side Manufacturers’ Association 
and the St. Louis Chamber of Commerce the Commission has 
reopened for further hearing No. 11388, Public Service Commis- 
sion of Indiana vs. A. T. & S. F. et al. 


PETITIONS FOR REHEARING, ETC. 

A rehearing in No. 12562, Carstens Packing Company vs. 
Director-General, Camas Prairie et al., has been asked by the 
complainant. 

Complainant in No. 13110, The Minneapolis & St. Louis 
Railroad Company vs. Peoria & Pekin Union Railway, has 
asked the Commission to grant a rehearing and reargument of 
that case. 

Defendants in No. 11950, Minnesota & Ontario Paper Co. 
et al. vs. Northern Pacific et al., and cases docketed therewith, 
have asked for a rehearing of those cases with respect to rep- 
aration awarded in the Commission’s decision, 66 I. C. C. 571. 


TOLEDO TERMINAL BONDS. 


The Toledo Terminal Railroad Co. has applied to the Com- 
mission for authority to sell $821,000 of its first mortgage 5% 
per cent gold bonds to its proprietary lines at 91.78. The bonds 
represent expenditures for additions and betterments. 
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WAGE CUTS CAUSE STRIKE TALK 


B. M. Jewell, president of the railway employes’ department 
of the American Federation of Labor, the strongest organization 
among the shop laborers, June 7 issued a statement at Cincinnati, 
where the leaders of the railroad labor organizations were in 
session, in which the decision of the Labor Board in the matter 
of wages for shop workers was characterized as “almost crimi- 
nal.” Mr. Jewell said the decision would have two effects: first, 
the fostering of the belief among the railroad workers that the 
Labor Board is “a body created to help railroads carry out their 
labor policy,” and second, the lowering of the morale of the 
workers so that the individual will do “the least he can get away 
with.” 

In concluding his statement, the labor leader said that ac- 
ceptance or rejection of the decision rested with the members of 
his organizations. A strike vote, he said, was being taken, re 
turnable June 30. 

Mr. Jewell charged the board with ignoring the evidence sub- 
mitted and with aiding the carriers in swelling their net income. 
The decision, he said, was not only unjust, but was hastily and 
improperly gotten up. He said: 


By no stretch of the facts can this decision be justified. It is 
obvious that the decision was not reached through any consideration 
of the merits as contained in the evidence submitted. This is 
clearly apparent in the text which accompanies the substantive part 
of the decision. I am astounded that a body of the board’s prestige 
and dignity should be willing to send out such a hastily dressed up 
and obviously unfair apology for the rates of pay awarded. 

The employes cannot help noticing the contrast between their 
losses and the increasing profits of the railroads. The payroll losses 
of the shop crafts since 1920, as the result of decisions and lay-offs, 
amount to at least $350,000,000, on the basis of authoritative figures 
from the Interstate Commerce Commission and the Labor Board. 
Similarly the maintenance of way employes are losing at the annual 
rate of over $300,000,000. Altogether the policy of reductions in 
wages and in forces has taken from the employes at least $750,000,000. 
Such a reduction in payrolls makes the 10 per cent reduction in 
railroad rates, totalling a saving to the public of about $400,000,000, 
look pretty small. Someone is pocketing the difference. 

Perhaps we can find a part of the difference in the reports which 
are coming in from the railroads, showing their financial performance 
during the first four months of the year. Fifty-four carriers from 
whom we could find published returns show a net income for the 
four months of $152,708,784. A year ago 23 of this group showed a 
deficit totalling $20,631,404, while the others earned a net income of 
only $62,645,176, leaving a balance of slightly over $42,000,000 for the 
group. No wonder the Commission stated in its recent report on re- 
ductions in rates, that, with unchanged rates, earnings would be- 
fore the end of the year be running far beyond 5 per cent. 


In discussing the belief that the board is partial, that he 
thinks will now spread among the workers, Jewell said he did 
not subscribe to that idea but that he was powerless to avert 
the acceptance of it as the truth. However, he said, the A. F. 
of L. never favored the institution of the board and the present 
decision was accepted as a “confirmation” of their attitude at the 
time the law was framed. The fact that the board is a branch 
of the government, the union head feels, will tend to make the 
men dissatisfied with the government. “They cannot feel that 
such a government is their government. To them it will appear 
the employers’ government,” said he. 


Jewell said the lowering of morale would take place among 
all railroad workers, not only among the shop workers. ‘Man- 
agement gets just what it pays for,” he said. “If it pays a man 
the least it can get away with, the man gives the least he can get 
away with.” Continuing, he said: 


The railroads would not expect to get two tons worth of steam 
producing heat out of one ton of coal. But they are just stupid 
enough not to see that this applies to human energy as well. Low 
wages, such as those which will result from the decision, are not 
economical. 

Railroad employes cannot view these decisions separately. The 
rates of pay form a structure in which all are interested. The highest 
paid man must be ready to fight for a just wage for the lowest paid 
man, for his rate is, in the last analysis, based upon it. We all knew 
what was coming when the board told unskilled labor in the main- 
tenance of way department that is must for the future support its 
families on starvation wages. You can’t build a just wage structure 
on an unjust foundation. 


Great expense, Jewell said, was borne by the workers to col- 
lect and to present to the board the “facts.” 

“Then,” he continued, “a decision is thrown at us which does 
not rest on a consideration of those facts.” 

The statement concluded: 


Does the board think that a further decrease of 7 cents an hour, 
handed out without comment on the crying needs which must go 
unsatisfied, is a sufficient answer to these families and to the 
hundreds of thousands of families whom they stand for? It is very 
nearly criminal for a government body, charged with maintaining 
just wages in a great industry, to determine wages without reaching 
at least a tentative conclusion as to the family needs which such 
a wage must meet. 

How is the Labor Board going to answer the children for the 
setting of wages which do not permit of the buying of sufficient food? 
How will it give account of its stewardship? 

Final decision as to the acceptance or rejection of the decision 
rests with the membership of the organizations which compose the 
department. A strike vote is now being sent out, returnable June 30. 


Rail Heads Not Impressed 


Presidents of the western railroads took cognizance of the 
continued strike talk, June 7, to the extent of holding a meeting, 
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in Chicago, and issuing a statement in which the strike rumors 
were said to be emanating from the labor leaders, and in which 
it was said the men have been expecting cuts in wages and have 
made preparations for them. The statement called attention to 
the fact that readjustments in the wages of railroad employes 
were not begun until long after the wages in outside industries 
had suffered severe cuts. It was signed by the following presi- 
dents: H. E. Byram, C. M. & St. P.; Hale Holden, C. B. & Q,; 
W. H. Finley, C. & N. W.; J. E. Gorman, C. R. I. & P.; C. H. 
Markham, Illinois Central; and S. M. Felton, C. G. W. The 
statement was as follows: 


Threats of a strike, made by leaders of the railroad labor unions, 
are appearing with such frequency in the newspapers that the time 
seems opportune for questioning the soundness of their talk. There is 
a very good reason for doubting whether the men themselves—that is, 
the railroad employes—really are in sympathy with resistance to the 
decisions of the Labor Board. The truth is that the men have been 
expecting a reduction in their wages and, as would be the case among 
any other body of intelligent men, they have made, or are making 
preparations to meet the new scale. There is no talk of strike among 
the men. The disturbing statements read by the public are prepared 
by leaders of the unions, whose viewpoint has been distorted by 
months of effort before the board to resist the inevitable downward 
trend of wages. The employes, on the other hand, are in the main 
sincerely interested in taking care of their jobs and their homes, and 
few employes in any industry have more good reasons for doing so. 


B. M. Jewell, spokesman for these railroad labor unions, has 
severely criticised the decision of the Labor Board awarding the 
reduction in wages of shop employes. Jewell says the decision will 
cause employes to believe the board is ‘‘not an impartial court created 
to dispense justice, but a body created to help the railroads carry out 
their labor policy.’”’ He attacks the wage award also on the ground 
that the proposed scales are lower than the minimum required to 
support the average family according to American standards. The 
constant allusion to ‘‘average families’’ is misleading. The average 
family is no different now than it was before the war, and compari- 
sons are being made on that basis. It should not be forgotten that 
the men in railroad service work under much more favorable condi- 
tions than in outside shops and industries. Indeed, no class of men 
doing such work in any industry has better homes and surroundings. 

The existence and the policy of the Labor Board have benefited 
railroad employes, because the board has prevented these reductions 
in wages until long after the wages‘of men doing similar work in other 
industries had been cut. 


The public should not overlook the fact that in deciding the pro- 
posed wages of these employes, maintenance of way and shop, the 
Labor Board, which is a government body, said: ‘After the reduc- 
tions made under this decision * * * these employes on the rail- 
roads will still be receiving, as a rule, a wage in excess of that paid to 
similar employes in other industries.’’ The board held, in its opinion, 
that, measured by the present cost of living, the average hourly wages 
of machinists, for instance, after July 1, will still have 10 per cent 
more purchasing power than in December, 1917; those of car men 
46 per cent more purchasing power, and those of common labor 45% 
per cent more. That is to say, measured by the cost of living, their 
wages will still be these percentages higher than at the end of 1917. 


The records show that the proposed scale of wages, for the classes 
of employes involved in the two wage reduction orders already issued, 
would practically restore the scale in effect at the end of federal 
control in 1920, which carried an increase for these employes of 119 
per cent over the wages paid in 1916. The cost of living as shown by 
the Department of Labor for March, 1922, was 42 per cent above 1916. 
The railroads propose no hardships for their men in these reductions 
of pay. When wages were raised in July, 1920, more than $720,000,000 
at one time, an amount unheard of in wage scales up to that time, not 
a word was uttered by the leaders of the railroad labor unions. But 
now, when the roads and the Labor Board propose adjustments to 
bring their wage scale more nearly to the level paid for the same kind 
of work in other industries, strike threats are heard. 


The important fact, which should not be overlooked by the public, 
because it may have a very important bearing upon its business and 
comfort, is that whereas rates reductions amounting to more than 
$250,000,000 have been ordered by the Interstate Commerce Commis- 
sion, the cut in wages, according to the decisions thus far rendered, 
amounts to only $110,000,000. 


These reductions in wages of railway employes simply mean that 
they must bear some part in the readjustments made necessary by 
changed business conditions. Farmers and business men have been 
compelled to accept lower prices. The railways, having not yet 
emerged from a serious financial crisis, have been ordered to make 
reductions in rates which they cannot stand without reductions of 
their wages and other expenses. 


To leave railway wages on their present high basis would be to 
make railway employes a favored class at the expense of shippers and 
all other classes of people, including other working men. . 


Strike Talk Continues 


News dispatches from Cincinnati, where the heads of eleven 
railroad labor unions have been in conference for more than a 
week, indicate that a protest against the Labor Board’s wage 
cuts is to be sent to President Harding. A committee was ap- 
pointed, with B. M. Jewell as chairman, to draft a suitable letter. 

E. H. Fitzgerald, president of the clerks’ and freight hat- 
dlers’ union, on whose call the Cincinnati meeting was held, is 
preparing to issue orders for a similar vote as soon as the board’s 
decision covering his classes of workers is announced. That 
will be within a week, it was thought, and it is practically cel 
tain that it will involve cuts in rates, although it has been 
suggested by some that they will not be as heavy as those 
suffered by the shop mechanics. , 

Jewell, when the statement issued by the western carriers 
alleging the strike talk to be a product of agitation by labor 
leaders was shown to him, again pointed out that the wages of 
shop workers under the new scale would not permit the 
worker and his family to live under “decent human standards. 
A similar answer to the presidents’ statement was issued by 4 
local labor organization connected with the Chicago & North 
Western, in which it was said that any action taken by the 
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executive council of the railway employes’ department would 
“be backed up by the employes.” 

The possibility of a strike among the shop and maintenance 
workers and the clerks has caused no noticeable anxiety among 
either carriers or shippers. It has been pointed out that these 
three general classes would have to go out in force and would 
have to stay out for a considerable length of time before an 
actual innterruption of traffic would take place. The most that 
anything short of a unanimous strike, by both the organized 
and unorganized members of those classes, would mean, would 
be the curtailment of some service and a certain amount of 
inconvenience. 

Leaders of the unions involved had fostered the thought 
that the train service brotherhoods or the switchmen could be 
persuaded to back them up in a strike. That possibility, how- 
ever, practically vanished when W. G. Lee was re-elected president 
of the Brotherhood of Railroad Trainmen, at the convention of 
that organization in Toronto last week. It was known that 
strenuous efforts were being made, by that faction of the brother- 
hood that favored closer alliance with the A. F. of L., to defeat 
Lee, and his election was a victory for those who favored the 
policy of “no entangling alliances.” 

The Brotherhood of Locomotive Firemen and Enginemen, in 
convention at Houston, Tex., this week, abandoned their policy 
of remaining aloof from politics, and as the first act under their 
new policy, passed a resolution in which the local lodges of 
the organization were urged to work against the re-election of 
Harding as President in 1924. 

It was said, at the offices of the Labor Board, that some 
delay might be expected in the promulgation of the decision 
covering the wages of telegraphers. It was pointed out that the 
wages of this class varied so greatly on different roads and 
in different localities that it was hardly thought possible a de- 
cision could be gotten ready in time to be made effective July 
1, when those covering other classes are to go into effect. 

This announcement also had a dampening effect on the 
strike talk, since the most serious disability under which the 
carriers could labor, short of a walkout of train service or 
switchmen, would be an absence of telegraphers. Until it is 
known whether or not, and to what extent, the telegraphers will 
be cut, no strike vote is possible among that class. 

The day for the return of the strike ballots of the shop 
crafts was moved up from June 30 to June 25 and Mr. Jewell 
also announced, June 9, there would be a meeting of the execu- 
tive council of the railway employes’ department, in Chicago, 
June 24, to tabulate the returns from this vote. The rules of the 
organization give the council, consisting of 90 general chairmen, 
the right to declare a strike if two-thirds of the membership 
vote in favor of one. 


SHOP WORKERS’ WAGES CUT 


Wages of railroad shop workers were cut in amounts rang- 
ing from $50 to $225 annually, by a decision of the Railroad 
Labor Board, handed down June 6. The cuts range from 2 to 9 
cents an hour, and are to become effective July 1. Based on 
the average number of shop workers in the employ of the car- 
riers in December, 1921, and January and February, 1922, the 
carriers will save approximately $59,000,000 a year under the 
decision. Added to the saving of $49,000,000, made by the re- 
ductions in the wages of common labor ordered by the board 
last week, a total annual saving to the carriers of $108,000,000 
will result from the two decisions. 

The actual cuts, as contained in the decision, were as fol- 
lows: Freight carmen, 9 cents, leaving their wages on a level 
4 cents lower than those in effect in February, 1920; regular 
and helper apprentices and helpers of all classes, 7 cents, leav- 
ing their wages 2 cents lower than in February, 1920; car clean- 
ers, 5 cents, resulting wage 1014 cents lower than in February, 
1920; machinists, boilermakers, electricians, passenger carmen 
and others of those classes, 7 cents, leaving their wages 2 
cents under the February, 1920, level. 

Interstate Commerce Commission figures for February, 1922, 
the latest available, indicate that there are 290,182 men em- 
ployed by the carriers that fall into the classes designated 
above. Normally, however, their number is between 450,000 and 
500,000 and it is hoped that the reductions granted will result 
In the re-employment of a large number of equipment main- 
tenance men who have been laid off, on account of the railroads’ 
Policy of retrenchment, in the last year and a half. 

Workers classed as machinists, boilermakers, blacksmiths, 
ete., are the largest group affected, numbering 126,855. Helpers 
and apprentices come next, with 116,701. Freight carmen num- 
ber 84,266 and car cleaners 12,728. Supervisory forces, to the 
number of 9,637, were not cut, and their wages will, after July 

» remain on a level 5 cents higher than in February, 1920. 
ensures are from reports of the Commission for February, 
_ The decision sets out, in a convenient table, percentages of 
Mcrease in hourly wages, in the cost of living and in the pur- 
chasing power of earnings, since 1917. According to the de- 
ductions drawn by the board, the purchasing power of the wages 
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of a machinist will still be 6.9 per cent greater under the new 
scale than it was in May, 1920. Significant portions of the 
decision are as follows: 


Remain Higher than Outside Industries 


In this case, the Labor Board finds it just and reasonable under 
the law and the evidence to make the following schedule of de- 
creases per hour: 

Supervisory forces, whether paid by the month or by the hour, 
no decrease. 

_ Machinists, boilermakers, blacksmiths, sheet metal workers, elec- 
trical workers, carmen (except freight carmen), moulders, cupola 
tenders and coremakers, including those with less than four years’ 
experience, all crafts, 7 cents. 

Freight carmen, 9 cents. 

Regular and helper apprentices and helpers, all classes, 7 cents. 

Car cleaners, 5 cents. 

The Labor Board is of the opinion that. after the reductions made 
under this decision, shop employes on the railroads will still be re- 
ceiving, as a rule, a wage in excess of that paid to similar employes 
in other industries. 

The foregoing table of decreases has the effect of maintaining 
the uniform rates for the respective classes which were continued by 
decisions 2 and 147. It will be noted that the differential between 
freight carmen and the other classes has been increased 2 cents per 
hour by providing a decrease of 9 cents per hour for this class as 
compared with 7 cents per hour for the other crafts named. The 
board recognizes that there are certain branches of carmen’s work 
that requires the service of skilled mechanics and for the classes so 
considered this decision provides a decrease of 7 cents per hour. It 
is, however, believed that the work of freight carmen is not of a 
character which requires the service of men as skilled as in the other 
branches of work coming within the scope of carmen’s work; there- 
fore, the differential between the minimum rates of freight carmen 
and of the other shop crafts under this decision will be increased to 7 
cents per hour, which it is felt is just and reasonable, considering the 
character of service performed and the rates of pay and working con- 
ditions applicable to this class of employes prior to the issuance of 
any wage order by the Railroad Administration. 

It will be further noted that no decrease is provided heréin for 
supervisory forces. The board, after due consideration, feels that the 
duties and responsibilities of these positions are of such a character 
as to warrant the maintenance of the present rates. 

Based upon the evidence before the board, the statistical depart- 
ment of the board has made a study of the comparative purchasing 
power of the wage herein fixed for certain of the shop crafts and the 
purchasing power of the wage paid such employes on the railroads in 
December, 1917, immediately prior to government control of the car- 
riers; in January, 1920, just prior to the termination of federal con- 
trol; on May 1, 1920, the effective date of decision No. 2; on July 1, 
1921, the effective date of decision No. 147; and in March, 1922. The 
results of these studies are as follows: 


Average Hourly Rates in Cents 


Machinists Carmen 
POE ONT. Soka awcs Sic nince eeecheureeeas -- 50.5 37. 
NE BAM wise revecainiavw ccaaieneraigusis aw wisieteunew slew ewiewens 72.3 68.0 
EE coors esravs we nisin ee aeiGia es See SIs ENR 85.3 81.0 
RIE UIE». 5c.0. coup sans lee rnd cate gto wiwloare Kgiicunineininan ate 17.3 73.0 
CREED BPGEGRE GOCIMIOR: .6<.écici0eceG.asdecnrerecvees 70.3 64.4 
Percentage of Increase in Average Hourly Rates Over December, 1917 
EN. SEE scamcinsn.ssoaihewouvnesaw ceaasenewee 43.2 80.4 
RIE TEE 655, ridinaiancesatearetosatere isla valencia ie tattoo eieem ould 68.9 114.6 
EL Re ee ee renee aioe mont 53.0 93.6 
VIE, CONGUE GOMOD 66.6.5 66.scseieedesesumaendios 39.2 70.8 

Percentage of Increase in Cost of Living Over December, 1917 

January, 1920 ..... ie nigh: wiaele ars aranate wave night emule Ma danie sais Vmleaewar 40.0 
May, ir. saiicalareng-siaroiwlataleiaieinla awe eins ESN SR Wie wee len a ieelekyen es OSE 52.0 
IEE. IIE: Son sw:-ashsar wees anaxalineemstaln elaiaioas mite a biereie inna aaa wit Rew em 6500 een 
March, 1922 (latest available. government data) ..........ceceeee> 17.2 


Percentage of Increase in Purchasing Power of Earnings of Subse- 
quent Dates as Compared with December, 1917 


January, 1920 ..... iiila a aioe Iniencansmabelts eee ae eon 2.3 28.9 
PE. EEE Gia sis HieaweoowswleagGWeenecuweneiecuee sane FER | 41.2 
NE is IEEE ish Ta teaipieiciled othdigebtahtrecanbstalinanésivexe san paliadcte ene aeee 20.8 52.8 
Under present decision ..... Sateeecunepiee nice momieee 18.8 45.7 


Although average hourly earnings of machinists are below the 
earnings after decision No. 2 was applied by 15 cents per hour, their 
value is 6.9 per cent greater due to the decrease in the cost of living. 

The average hourly earnings of carmen are below the earnings 
after decision No. 2 was applied by 16.6 cents per hour, but their value 
is 3.2 per cent greater for the same reason. 

The cost of living figures set out in the foregoing tables have been 
compiled from the reports of the United States Department of Labor 
and are for the latest date for which such data are available. 


Labor Members Dissent 


As was the case in the decision on maintenance labor wages, 
the three labor members of the board, A. O. Wharton, Albert 
Phillips, and Walter McMenimen, appended to the shop craft 
decision a lengthy dissenting opinion. Allegations that the wages 
prescribed in the decision would not take care of the “human 
needs” of the shop worker were made, and the majority mem- 
bers were scathingly called to time for alleged failure to do their 
duty under the law. The dissent, 24 pages in length, was 
summed up in the following language: 


The wage structure for the transportation industry which is being 
built up in this series of decisions rests upon no consideration of the 
human needs of the employes affected. These human needs were set 
forth by data and witnesses at the recent hearings with compelling 
force. The majority have not considered the evidence on this point, 
nor have they met the issue raised. Their failure to give this, the most 
vital element, consideration and to inform the public impartially on 
the subject, vitiates the whole decision. 

The evidence submitted in the present hearings tended to show 
that an income based on the 77-cent-per-hour rate does not enable 
representative shop-craft families, with the most economical manage~ 
ment, to procure enough food for their families, or to maintain their 
own efficiency. 

The rates of pay contained in the award being insufficient to pro- 
vide for a family of five, tend to substantiate the position taken by 
management to the effect that wages need not be established with 
reference to the needs of a family of this size. 

The failure of the majority to consider the real merits of the case 
has created a wage structure which has no relation to any existing 
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standards. Based on evidence in possession of the Labor Board, the 
minimum for the industry should have been nothing less than 50 cents 
per hour. Without, for the moment, questioning the justice of the 
differentials resulting from the majority decision, this would place 
the mechanics’ rate at least as high as 87 cents per hour. 

The ordering of a larger decrease in the case of freight carmen is 
unjust and wholly inconsistent with former decision of the Labor 
Board. In ordering such a change, the majority disregard the fact 
that any difference in skill which may exist has been already provided 
for in the 5-cent differential, which dates from the days of the Rail- 
road Administration. They also disregard the fact that under the 
classification rules of the board freight carmen are mechanics and as 
such are entitled tou the minimum rate for mechanics. 

The rates of pay established in this decision will mean to the 
employes affected lower purchasing power and lower standards as 
compared with pre-war years. From December, 1917, to the present 
decision, inclusive, the maintenance of equipment forces have suffered 
a constant deficit, their wages at all times failing to keep pace with 
living costs. The figures cited by the majority to the contrary effect 
are a misrepresentation of the true facts as to the relative earnings 
involved. 

The savings to the railroads, as a result of the decisions of the 
Labor Board and of the lay-off of men, far exceed anything justified 
by the savings to the public in reduced rates. The employes covered 
by this decision alone have had their payroll cut to the extent of 
$371,817,996 per year, as hereinafter set out, based on number of em- 
ployes in service as of December, 1917, while the total payroll cus 
due to decisions alone total half a billion dollars. During the last six 
months of 1921 the total payroll slash, including the lay-offs, was 
running at the annual rate of $1,300,000,000. This diminished purchas- 
ing power of the employes as a group appears in strong contrast with 
the increasing prosperity of the railroads noted by the Interstate Com- 
merce Commission in its recent opinion and by the financial press. | 

The increasing antithesis between profits and just wages will 
result in lower morale among the railroad employes; thus the present 
wage reductions will not result in economies and will prove contrary 
to the real needs of efficient and economical management. . 

The majority have failed to carry out the function for which the 
Labor Board was created. Such decisions, containing no explanation 
of the process by which the majority arrive at the rates established, 
give the public an impression that these rates are not founded upon 
a careful consideration of the facts. A strong contrast is presented 
with the decisions of other wage boards, not only in this country, 
but in other parts of the world, as well as with the decisions of the 
Interstate Commerce Commission, which show the public at con- 
siderable length how the evidence was weighed and the conclusions 
reached. 

In the light of the transportation act it is the clear duty of the 
board: First, to act as a constructive, impartial body in providing 
means whereby railroad employes can have their legitimate human 
needs satisfied without recourse to stoppages; and, second, to en- 
lighten the public so that through the disordered state of unregulated 
industry and the confusion of propaganda they shall be able to see 
the real facts as they affect the body politic. The decision in question 
fulfills neither of these duties. 


There are several allusions in this summary that have 
caused comment. The first is the mentioning of “this series of 
decisions,” which gives rise to the thought that reductions may 
also be expected in the wages of clerks, telegraphers, and such 
other minor classes as have not as yet been disposed of by the 
board. 

In the last paragraph of the summary of the dissent, men- 
tion was made of “recourse to stoppages,” leading to the belief 
that the labor members of the board consider the strike talk now 
in circulation of some consequence. No one of the dissenters 
would explain the meaning of the phrase, however, beyond say- 
ing that the dissent meant “exactly what it said.” 


PENNSY-LABOR BOARD CASE HEARD 


Not only is it the contention of the Pennsylvania Railroad 
that it may impose such qualifications as it may see fit on the 
men to be elected to represent the workers in conferences with 
the management, but it is the position of the carrier that, under 
the transportation act, new scales of wages and new working 
rules may be put into effect without conference being held at 
all. This definition of the road’s interpretation of the law was 
made at the hearing on the Labor Board’s appeal of the recent 
district court opinion, holding the board not within its power 
in prescribing regulations for the holding of elections to de- 
termine the representatives of employes on the Pennsylvania, by 
C. B. Heiserman, general counsel for the road, in Chicago, 
June 2. ; 


The question arose when the court interrupted the argument 
of T. J. Scofield, in behalf of the carrier, in which it was 
advanced that the Pennsylvania’s insistence, that only employes 
of the road be elected, was reasonable. 

‘The question is not whether the restriction was an equita- 
ble one,” said Judge Baker, presiding, “but whether the Penn- 
Sylvania had the right to impose any restrictions. Do you con- 
tend that your railroad could say, for instance, that no one 
could be elected who had not been in the employ of the road 
at least ten years?” 

“I think I can answer the question,” said Mr. Heiserman, 
“by saying that we think we can negotiate rules and fix wages 
with the aid of any employes we see fit, or without any aid 
whatsoever. Our point is that, as the law reads, a grievance 
exists only after rules that are onerous have been imposed, and 
that the employes have redress with the board only when such 
a grievance exists. We do not attack the jurisdiction of the 
board as a body for compulsory arbitration, but we do contend 
that no grievance can exist before a cause for one—namely, 
unjust rules or inequitable wages—has been created.” 

Scofield, in his argument, referred to the assertion of W. T. 
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Riter, assistant United States attorney-general, that Judge 
Page’s opinion had upheld the contentions of the Pennsylvania 
on some points and had held against the road on others. 

“Opposing counsel evidently referred to the lower court’s 
opinion as to the constitutionality of the law,” said Mr. Sco- 
field. “As a matter of fact, our only contention of unconstitu- 
tionality was that a law that said what the Department of 
Justice has been contending this law says would be unconstitu- 
tional. Since Judge Page upheld our interpretation, his holding 
of the constitutionality is as much in our favor as any other 
part of the opinion.” 

Blackburne Hsterline, in closing, compared the present liti- 
gation to a suit to enjoin the President from delivering a mes- 
sage to Congress. 

“Congress and the government are on trial here,” he said. 
“The Supreme Court has held, on many occasions, that officers 
of the government must be assumed to be acting in accordance 
with right and duty. 

“We detect what we consider an inconsistency in the opin- 
ion of the lower court,’ he continued. “The court held that 
the board’s decisions were merely advisory. Enjoining advice 
is extraordinary legal procedure. If the board’s decisions are 
merely advisory, there is nothing to restrain.” 


BOARD TAKES OVER CONTRACT CASES 


In compliance with the request made by the executive coun- 
cil of the railway employes’ department of the A. F. of L., ata 
conference with members of the Labor Board last week, the 
board, June 7, assumed jurisdiction of disputes regarding the 
contracting of car and locomotive repair work on the following 
railroads: Bangor & Aroostook, Boston & Albany, C. C. C. & St. 
L.; Pere Marquette; Southern Pacific Lines in Texas and Louisi- 
ana; Western Maryland. These disputes, and those already be- 
fore the board, involving the Erie, Chicago Great Western, 
Michigan Central and New York Central, will be heard by the 
board June 26. The dispute, involving particularly the contract- 
pe — New York Central’s shop at Elkhart, will be heard 

une 9. 

With regard to the disputes on the 21 roads already heard, 
the board said consideration would be begun, in executive ses- 
sion, June 8. It declined the request of the union heads, that 
the carriers be directed to restore the status quo, prior to the 
hearing of the dispute. 

“In the decision of the contract case on the Indiana Harbor 
Belt,” the board said, “we declared that each contract case must 
rest upon its own facts and circumstances, and we do not de- 
sire now to take action inconsistent with that declaration, by 
appearing to condemn in advance of hearing any of the contracts 
involved. The early date set for the remaining cases, coupled 
with the fact that the decision in the Indiana Harbor Belt case 
at least established the main principles involved in the contract 
system, would seem practically and substantially to subserve the 
interests and rights of the employes.” 


BRIBERY BILL PASSED 


The Trafic World Washington Bureau 


Without a word of debate, the House has passed H. R. 10159 
for the protection of interstate and foreign commerce from 
bribery. The measure, which has been sent to the Senate, is 
intended to cover, among other things, the taking or giving of 
bribes in connection with preferential freight car service. The 
bill, however, does not specifically refer to bribery of railway 
employes. A detailed discussion of the bill and its purpose was 
containetd in The Traffic World of February 11, p. 330, under 
the heading, “Protection From Bribery, Etc.” 


HOCH AND SWEET BILLS 


The Trafic World Washington Bureau 


Bruce Scott, counsel for the Burlington, this week continued 
his statement before the House committee on interstate and 
foreign commerce on the Hoch and Sweet bills providing for 
repeal of section 15a and modification of section 13 of the in- 
terstate commerce act. Mr. Scott went into great detail in his 
discussion of the Shreveport doctrine and of the effect of enact- 
ment of the proposed legislation as viewed by the railroads. 


PREVENTION OF POLLUTION 

The House this week passed a joint resolution (297) request- 
ing the President of the United States to call a conference of 
maritime nations with a view to the adoption of effective means 
for the prevention of pollution of navigable waters by oil-burn- 
ing and oil-carrying steamers by dumping into such waters of 
oil waste, fuel oil, oil sludge, oil slop, tar residue, and water 
ballast. 


Regular subscribers for The Traffic World, when in 
Washington, D. C., may obtain copies of the magazine 
at our Washington office in the Colorado Building. 
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June 10, 1922 


COMMISSION TO ISSUE NO ORDER 


The Trafic World Washington Bureau 


The Commission, according to Chairman McChord, is not 
contemplating issuing an order in the 1922 reduced rate case, 
because the carriers, with one or two exceptions that mean 
nothing, have said they would put into operation rates in com- 
pliance with the views of the Commission. The chairman said 
he knew of nothing on which the western carriers, or Mr. Felton, 
of the Chicago Great Western, could base an impression that 
the Commission had any thought of putting out an order even 
if the carriers acquiesced in the suggestions of the Commission. 

Officials of the Commission having to do with the practical 
operation of the machinery of rate-making would regret, just 
as much as would the railroads in the western district, the issu- 
ance of an order directing the railroads to put into operation 
rates averaging 10 per cent lower than those authorized in Ex 
Parte 74. They agree with Mr. Felton that an order would 
freeze the rates and make it difficult, if not impossible, to deal 
with situations that might arise in connection with the efforts 
of the carriers to comply with the views expressed in the de- 
cision. 

The Denver & Salt Lake is the only carrier that has defi- 
nitely announced that it will not reduce its rates. Its receiver 
has said that he would deem such an order directed to him 
to be the taking of property without due process of law. That 
road has been losing money every month since its construction 
and only in one year did it meet its operating expenses. It has 
so little connection with other railroads that its failure to com- 
ply, it is believed, could have no material effect. Owing to that 
fact and the fact that it is making less than its operating ex- 
penses, it is considered a moral certainty that the declaration 
of its receiver will not cause the issuance of an order. The 
Commission, so far as can be known now, cares nothing about 
the implied flouting of its views by the receiver—certainly not 
to the extent of being willing to go into court about the matter. 

A complete scheme for making operative the 10 per cent 
reduction advised by the Commission in its report on the re- 
duced rate case, has been worked out by a committee of the tariff 
publishing agents and the traffic division of the Commission. On 
account of the vast amount of physical labor involved, the Com- 
mission has given the carriers sixth section permission No. 
59060, authorizing them to publish the reduced rates on three 
days’ notice instead of ten, as stated in the report. 


Reductions are to be accomplished by means of master 
tariffs such as were used in making the 10 per cent reduction 
on agricultural products January 1. Each road, or its tariff 
publishing agent, will file a master tariff showing the present 
rates and what they will be after the operative date. That is 
to say, in one column the master tariff will show, for instance, 
that the present rate is $1.00 but that the rate after the effective 


date will be 90 cents. The filing of the master tariff is the first 
step. 


Attaching a special supplement to each live tariff or sched- 
ule will be the second. That special supplement will refer to 
the master tariff and the rates therein contained as substitutes 
for those shown in the tariff or schedule to which the special 
supplement may be attached. 


A third class of publications will be filed. They will be 
supplements to cover rates which have been cut since August 
26, 1920, but not so much as 10 per cent. They will specifically 
show the reduced rates. Not all rates reduced since August 26, 
1920, by amounts less than 10 per cent will be so supplemented. 
The tariff men who conferred with the officials of the traffic sec- 
tion said that where the reduction made by a 10 per cent cut 
would be small, the 10 per cent cut will be made regardless of 
the fact that the reduction since August 26, 1920, will be more 
than 10 per cent, but that when the rates so cut are reissued 
they will be raised to the basis of 10 per cent under the rates 
of August 26, 1920. 


A large number of questions as to the application of rates 
has come to the Commission. A favorite question is as to 
whether the cut will apply to the rates established under au- 
thority of I. and S. No. 1303. The answer is yes. Another ques- 
tion that has been asked frequently is as to whether the reduc- 
tion will apply to class rates between trunk line and New Eng- 
land, increased, after August 26, 1920, under authority given 
when the Anderson scale was made operative in New England. 
The answer to that is also yes. The authority for the affirma- 
tive answer, made by officials of the traffic division when the 
questions were asked, is paragraph (c), page 736 of the decision 
in which the Commission said the “present rates” were to be 
deemed as having been made pursuant to Ex Parte 74, “where, 
pursuant to decisions by us, rates or charges shall have been 
changed since August 26, 1920,” except as to the changes made 
in the Western Grain, National Livestock and Southern Hard- 
wood Lumber Traffic Association cases. The three cases men- 
tioned as exceptions called for reductions in rates and the Com- 
Mission did not intend to have the 10 per cent reduction or- 
dered in this case to apply to them. 
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General fourth section relief in connection with the 10 per 
cent reduction the carriers are to make under special permis- 
sion No. 59060 was granted in fourth section order No. 8200, 
based on application No. 12229. In their application the carriers 
said they could not make the reductions in the time and manner 
prescribed in the special permission without creating or agegra- 
vating contraventions of the two clauses of the fourth section. 
The relief given is as follows: 


It is ordered, That all carriers operating in official, southern 
and western classification territories be, and they are hereby, 
authorized to establish reduced rates as prescribed in Reduced 
Rates, 1922, 68 I, C. C., 676 (Docket 13293) in the manner provided 
in Special Permission No. 59060 without observing the provisions 
of the fourth section, provided that such fourth section depar- 
tures as may be created or increased in publishing the said re- 
duced rates shall be corrected when the schedules containing the 
said reduced rates are reissued as provided in Special Permission 
No. 59060, except that where the said carriers may be required 
by specific orders of the Commission to revise any of the said 
rates or charges in particular situations before the schedules 
containing any of the said reduced rates or charges would ordi- 
narily be reissued under the terms of Special Permission No. 
59060, the fourth section relief contained herein shall auto- 


matically expire upon the effective date of such specific orders 
of the Commission. 


Simplification of tariffs is a subject near the hearts of the 
commissioners, not only those directly involved, but all mem- 
bers of the Commission. That fact has been impressed on the tariff 
publishing agents. Railroad traffic men are also much interested. 
Many of them have indicated to the officials of the tariff section 
of the Commission’s division of traffic they are in full sympathy 
with the movement, even if some tariff publishing agents appear 
to be indifferent. Traffic executives do not relish having it pub- 
lished that hardly two of them will interpret some of the compli- 
cated tariffs in the same way. They are not in sympathy with 
the tariff men who insist that tariffs, in their present form, are 
easily read by those who really need to know how to read them, 
and that simplification would not mean anything to such persons. 
It is admitted that the man who continually uses a Leland tariff, 
for instance, has a reasonable ground for believing he knows 
what it means. But it is contended that men who know how to 
read Speiden’s tariffs, because they work with them all the time, 
when put up against a Leland tariff, cannot be certain they know 
they have obtained the proper rate unless or until they have con- 
sulted those who continually use the publication of the South- 
western lines. 


It is, therefore, likely that simplification will come up in 
connection with the reissue much more prominently than here- 
tofore. George H. Ingalls, traffic vice-president of the New York 
Central, has advised the Commission that the carriers intend ap- 
pointing a committee to confer with the tariff men of the Com- 
mission on that subject. He desired to know what men had 
been designated by the Commission to work on that subject. None 
had been appointed but Mr. Ingalls was told to have the railroad 
men appointed to confer with the tariff section of the division 
of traffic without waiting for any designation of men by the 
Commission. 


WESTERN TRAFFIC MEN MEET 


Western carriers, working independently of those in the 
East, arrived at practically the same conclusions as their eastern 
brethren, as to the best way of going about issuing tariffs in 
conformity with the Commission’s decision in the reduced rate 
case. The meeting of western traffic officers lasted nearly two 
days and resulted in a tentative set of plans, the working out 
of which depends on the attitude the Commission takes toward 
the proposals. 


As the tariff officers of the western roads see it, they will 
be compelled to work their forces to the utmost even to issue 
such a master tariff as is proposed by the eastern carriers, and 
the necessary supplements covering specific live tariffs and 
special supplements to take care of rates in which there have 
been reductions not exceeding 10 per cent since August 26, 1920. 
Anything more than that before July 1 is out of the question, 
it was said, because many of the tariff departments have been 
working nights on regular work. The permission granted by 
the Commission to file tariffs on three days’ instead of the 
usual ten days’ notice, it was said, would help some, but not 
to an extent sufficient to allow of more detailed tariffs than 
those proposed being issued before the effective date prescribed 
in the order. 


Meanwhile, tariff compiling and issuing forces are holding 
themselves in readiness immediately to begin work on the 


blanket supplements if and when the Commission accepts the 
ideas of the carriers. 


Cc. E. Spens, vice-president in charge of traffic, C. B. & Q., 
was selected to present the plans of the western carriers, with 
regard to tariff publication to accomplish what the Commission 
ordered in the reduced rates case, to the Commission. He is 
chairman of a committee which numbers among its members 
representatives of practically every large line in the West. 













































































VALUATION BILL PASSED 
The Trafic World Washington Bureau 


Congress, by passing the act amending section 19a of the 
interstate commerce act, the House having passed the Senate 
bill late June 2, has placed its stamp of approval on the conten- 
tion of the Commission that the valuation act, with respect to 
land values, commanded a consideration of matters beyond the 
possibility of “rational determination.” 


Just what the effect of the passage of the act will have on 
the valuation work is regarded as somewhat problematical in 
view of the attitude taken by the Commission. John E. Benton, 
general solicitor of the N. A. R. U. C., which association battled 
with the Commission for amendment of the valuation section 
as to ascertaining and reporting the so-called reproduction cost 
of carrier lands, in a bulletin to members, declared “billions of 
fictitious value’ might have been created if the statute had re- 
mained unchanged. 


However, the Commission is believed to have given little, if 
any, weight to the element of value involved, in the tentative 
valuation reports it has served since it was mandated by the Su- 
preme Court of the United States in the Kansas City Southern 
case to carry the law into effect. The railroads have recognized 
that fact but took the positi#n that even if the Commission made 
the required estimate and then disregarded it in fixing the final 
value in a given case, the question of whether or not the Com- 
mission had given proper weight to the element of value could 
be taken to the courts. 


Counsel for the carriers in the hearings on the bill asserted 
that, if the bill should pass, the result would be that the carriers 
would go to the courts and that if their position were sustained, 
the Commission would have to reopen every valuation case. The 
state commissioners, however, believe the railroads are going to 
contest every inch of ground in the valuation proceedings any- 
way, and that the question as to excess cost of carrier lands is 
only one of many questions that the courts will be called on to 
settle before the valuation work is completed. 


Representative Newton, of Minnesota, had charge of the bill. 
He said the measure sought to amend in two vital particulars the 
valuation act of 1913. 


“There is no more opportune time for considering such legis- 
lation than the present,” said he. “Everyone is complaining of 
the present high freight rates and their detrimental effect upon 
business and industry. In approaching this question of rates 
it must be remembered that the courts have held from time im- 
memorial that rates must be just and reasonable to both the 
carrier and the shipper. In an endeavor to arrive at what is a 
just and reasonable rate and what will bring a fair return the 
question of the value of the property used for carrier purposes is 
most important.” 


Enactment of the transportation act with its rule of rate 
making, Mr. Newton added, furnished an additional reason for 
obtaining the true worth and value of railroad property. Ex- 
plaining the purpose of the bill, he said: 


The first section of the valuation act requires the Commission to 
define in detail as to the property used for carrier purposes the fol- 
lowing: 

A. Original cost. 

B. Cost of reproduction new. 

Cc. Cost of reproduction less depreciation. 

The present bill seeks to so word this paragraph as to make it 
not to apply to land. This is done by inserting after the word ‘“‘prop- 
erty’’ the words ‘other than land.” 

The second paragraph requires the Commission in its report to 
state in detail and separately from improvements the following: 

A. Original cost of all land, etc., used for carrier purposes as of 
time of dedication to public use. 

B. Present value thereof. 

C. Separately, original and present cost of condemnation and 
damages or purchase in excess of such original cost or present value. 

This bill seeks to amend this paragraph by doing away with the 
necessity of ascertaining anything but the original cost and present 
value of the land. This is done by inserting a period after ‘“‘present 
value of the same’”’ and striking out the remainder of the paragraph 
and its reference to ‘‘excess of cost of acquisition.” 

The passage of the valuation act was followed by the decision of 
the Supreme Court in the Minnesota Rate case, which will be found 
in Two hundred and thirtieth United States, page 352. In this opinion 
the court condemned this principle of the excess of the cost of acquisi- 
tion of real property as a basis of value for rate-making purposes. 
I quote from the decision of the court herewith: 

“The company would certainly have no ground for complaint if it 
were allowed a value for these lands equal to the fair average market 
value of similar land in the vicinity, without addition by the use of 
multipliers or otherwise, to cover hypothetical outlays. The allow- 
ances made below for a conjectural cost of acquisition and conse- 
quential damages must be disapproved.” 

As a result of this decision the Interstate Commerce Commission 
never ascertained this excess cost of the acquisition of new land. The 
Commission proceeded to ascertain the value of the various railroad 
lands without regard to this provision. They so valued the Kansas 
City Southern Railway system and served a tentative valuation with- 
out these figures upon that road. The railroad company brought man- 
damus proceedings against the Commission to compel the Commission 
to find and report this excess cost of acquiring land. The case finally 
reached the Supreme Court. It will be found in Two hundred and 
fifty-second United States, page 178. In this case the court in nowise 
qualified its opinion in the Minnesota rate case as to the unrealiability 
and lack of worth of such information for rate purposes. But the 
court said that ‘‘Congress undisputably had the authority to impose 
upon the Commission the duty in question’; and that the Commission 
was not at liberty to disobey the express mandate of Congress, even 
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if in its judgment the information was valueless or deficient or im- 
possible to acquire. 

_ The Commission has been asking Congress to change the law ever 
since that time. The question before this House is whether we feel 
that this excess of cost over original cost of acquiring real property 
is a proper element upon which to find value for rate making or other 
purposes. It must be remembered that this amendment applies only 
to land valuation. 'There is no attempt to amend the law as to per- 
sonal property or as to improvements upon the land. The cost of 
reproduction theory should not apply to land. You cannot reproduce 
land; neither does land depreciate with use. 

The courts have held that without regard to the originai cost the 
carrier is entitled to have the present value of his property considered, 
Again I quote from the Minnesota rate cases (p. 454): 

“Tt is clear that in ascertaining the present value we are not lim- 
ited to the consideration of the amount of the actual investment. If 
that has been reckless or improvident, losses may be sustained which 
the community does not underwrite. As the company may not be prol 
tected in its actual investment, in the value of its property being 
plainly less, so the making of a just return for the use of the property 
involves the recognition of its fair value if it be more than its cost. 
Properties held in private ownership, and it is that property, not the 
original cost of it, of which the owner may not be deprived without 
due process of law.’’ 

This gives the railroad company, therefore, the benefit of what is 
known as the unearned increment, which, added to the original cost 
of the property, equals the present value thereof. 

This is the way the Commission arrives at the present value of 
railroad land. I quote from their decision in the Texas Midland case: 

“The present value is arrived at by ascertaining the number of 
acres of land owned or used by the carrier for its purposes as a com- 
mon carrier, and multiplying this acreage by market value determined 
from the present market value of similar adjacent and adjoining land. 
Due allowance is made for any particular value which may attach by 
reason of peculiar adaptability of the land to railroad use, Nothing 
is included for the expense of acquisition, nor for severance damages, 
nor for interest during construction.” 


The railroads, however, are not content with present value as a 
rate basis. They want the Commission to take into consideration 
a certain fictitious value which is in excess of the present value. Let 
me illustrate. Here is a railroad right of way of 100 acres. The 
original cost of acquisition was $10 per acre, or $1,000 for the tract. 
The original cost, therefore, would be $1,000. To-day the market 
value of adjoining farm land is $20 per acre. If there are 100 acres 
in the right of way, the present market value of the right of way 
is $2,000. This is the method of valuation that the Supreme Court ap- 
proved in the Minnesota rate case. This is the valuation method that 
the Commission used until the decision in the Kansas City Southern 
case. The railroad, however, is not content with this method of valua- 
tion. It wants to add to this what it would cost now to condemn 100 
acres from this farming country, now worth double its original value. 
This present value would not be there if there had not been a rail- 
road. There could not have been a railroad without the railroads 
originally acquiring the land upon which the road was built, and the 
cost of acquisition of this land, of course, is already figured in the 
value not only as to the original cost, but in the present value, for 
the present value is made up in part by the original cost of acquisi- 
tion. Of course, there is no question but what to-day if the railroad 
wanted an additional acre it might possibly cost much more than $20 
per acre to acquire this particular tract. This would depend alto- 
gether upon the circumstances. There is no way of telling who would 
sell fairly or unfairly. One man might force the railroad to the ex- 
pense of condemnation proceedings and another might not. It is all 
speculative and mere guesswork. To arrive at it you must assume 
that where there is a railroad there is none. One thing is certain: The 
present value of farm land is, in part, due to the railroad, which 
originally acquired its land from the adjoining farm land. If there 
were no farms, there would be no railroads. One is dependent upon 
the other. The cost of acquisition, as I have said, is already figured 
in in arriving at the present value of the land. 


Mr. Newton submitted figures on the Kansas City Southern 
system showing original cost of the land at $2,701,711; present 
value, $4,496,283; excess above present value, $4,362,566; and 
present value plus excess, $8,858,851. If the law were not changed, 
he contended, the railroad would be able to have considered a 
valuation of at least $8,858,000. He said that system, however, 
was not satisfied with that figure, but wanted the excess above 
present value figured at $9,000,000. Pointing out that the pres- 
ent value of railroad land is $2,000,000,000, he said that if a 
mulitiplier of 2 were used by the Commission in fixing the ex- 
cess cost, the value would be $4,000,000,000, and if 3 were used, 
$6,000,000,000. Arguing from that premise, he said that on the 
fair return of 53% per cent just fixed by the Commission, addi- 
tional revenue of $115,000,000 would be required if a multiple 
of 2 were used, and $230,000,000 if a multiple of 3 were used. 

“This Congress should not countenance in any way the 
gathering and consideration of this guesswork information un- 
der a doctrine which is unsound in every way and which, if 
applied, will mean multiplied and unjustifiable burdens upon 
our people,” Mr. Newton concluded. 


Representative Merritt of Connecticut spoke against the bill. 
He said he hoped the House would note that the language pro- 
posed to be eliminated did not provide that the Commission 
should find the present cost of condemnation and damages as 
the value of the property, but that it simply required that that 
element of value should be stated separately, and such consid- 
eration given it in determining final value as it was entitled to. 
He said if it turned out that the railways were correct in their 
contention that a proper interpretation of the Minnesota rate 
cases and the Kansas City Southern case is that the information 
called for by section 2 is a proper element to be considered in 
fixing final value, the Commission would have its work to do 
ver again. Representative Denison of Illinois spoke against the 
bill. Speeches in favor of it were made by Representatives 
Mapes of Michigan, Graham of Illinois, and Hoch of Kansas. 

In his bulletin to members Mr. Benton reviewed the efforts 
of the association to have the act amended as provided in the 
bill. Mr. Benton also wrote a letter to President Harding ex 
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June 10, 1922 


plaining briefly the purpose of the bill and offering further 
information if desired. In concluding his bulletin he said: 


This bill has been finally passed because of the persistent and 
earnest support of this Association. The activity of the Legislative 
and Valuation Committees of this Association, and of the representa- 
tives of the organized group of middle western states that are active 
in valuation matters, has been of the greatest aid, particularly the 
personal work of Chairman Webster and Chairman Woodruff and their 
associate members of the respective committees mentioned, with rep- 
resentatives and senators here. They are entitled to the greatest 
credit. And it all shows that it pays to keep on. 


TRAFFIC LEAGUE BEHIND BILL 


The Trafic World Washington Bureau 


The bill (H. R. 11822) to amend the interstate commerce ‘act 
and the transportation act, introduced by Representative New- 
ton of Minnesota (see Traffic World, June 3, p. 1210), was pre 
pared by Mr. Fulbright, chairman of the legislative committee of 
the National Industrial Traffic League, and counsel for the 
League, in pursuance to the action of the League at its meeting 
held in Washington, January 27, 1922, according to Circular No. 
439 sent to members by J. H. Beek, executive secretary. 

When questioned regarding the bill last week, Mr. Newton 
said it reflected his impressions as to what changes should be 
made in the interstate commerce act but he made no mention 
of the fact that the National Industrial Traffic League was back 
of the measure. When asked further about the bill, June 6, Mr. 
Newton said the bill was the result of conferences he had held 
with the League’s representative and that it also represented 
his views at this time. 


ACTION ON CAPPER BILL 


The Trafic World Washington Bureau 


At an executive meeting of the Senate interstate commerce 
committee, June 3, Senator LaFollette served notice that if the 
committee did not act on the Capper bill amending the trans- 
portation act he would move in the Senate that the committee 
be discharged from further consideration of the measure. Ap- 
proval of such action by the Senate would mean that the Senate 
would take up the bill directly. 

Senator LaFollette wanted a favorable report made on the 
Capper bill. Senator Cummins wanted some kind of report. 
While it is understood that he does not favor the Capper bill as 
drawn, it is believed he would like to see some slight modifica- 
tion of section 13 of the interstate commerce act. 

The other members of the committee present favored tabling 
the bil] indefinitely. They argued that nothing could be done 
at the present session, anyway, so why waste the time of pre- 
paring a report? 

However, the LaFollette threat may result in the committee 
deciding to adopt a report on the bill. Otherwise, a close watch 
will have to be kept on Mr. LaFcllette—he might make his mo- 
tion and get it through by default when only a few senators 
were on the floor. That is practically what happened when 
Senator Robinson made a motion, which was adopted, discharg- 
ing the committee from further consideration of the mileage book 
bill. Senator Cummins then was placed in the position of hav- 
ing to accept the mileage book bill in some form because he 
feared that to fight it outright would not be successful. The 
same situation might be developed with regard to the proposed 
repeal of section 15-a and modification of section 13—if Mr. La- 
Follette’s proposed motion prevailed. 


SAYS REDUCTION WAS TOO SMALL 


The Trafic World Washington Bureau 


An attack on the i0 per cent reduction in freight rates 
prescribed by the Commission and also on the transportation 
act was made by Representative Johnson, of Mississippi, mem- 
ber of the interstate and foreign commerce committee, in a 
speech in which he predicted that unless the Republicans made 
a change in the transportation act the people would make a 
“change in the Congress and in the Presidency.” 

“March 4, 1919, the Republican party had full control of the 
House and Senate,” said he. “That Congress passed the trans- 
portation act, and you Republicans have been in control of Con- 
gress ever since. With all the waste and extravagance, graft 
and stealing, fraud and rascality practiced by the railroads, and 
Special privilege generally, no voice has been raised to any 
effect by you.” 

After declaring that he had voted against the “Cummins- 
Esch bill” and had urged reduction of freight rates so that busi- 
ness could return to a normal condition, he said the House com- 
mittee had been holding hearings since February 23 on proposed 
changes in the transportation act. 

“All these hearings will amount to nothing more than to 
deceive the people, who are hoping and praying that this in- 
quitous law will be repealed, but it will not be repealed under 
Republican rule, because special privilege is entrenched as it 
never was before in the history of the country, and the people 
of the country have to bear the burden.” 

Mr. Johnson asserted “the small reduction of 10 per cent 
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ordered by the Interstate Commerce Commission will not satisfy 
the public.” 

“The Interstate Commerce Commission,” said he, “did not 
intend a few weeks ago to make any reduction, but the protests 
of the people were so great that something had to be done in 
order that the public condemnation of the Interstate Commerce 
Commission and of the railroad companies would subside; but 
the people are not going to continue to stand this oppression. 
It must be changed; and unless you Republicans, who have 304 
members in the House of Representatives to the Democrats’ 
130, and who have control of the United States Senate and the 
Presidency, make a change in this transportation law, the people 


of the country will make a change in the Congress and in the 
Presidency.” 


CAPPER AND SWEET BILLS 


The Trafic World Washington Bureau 


An exchange of views on the Capper and Sweet bills amend- 
ing the transportation act, now being considered by the House 
committee on interstate and foreign commerce, is contained in 
correspondence between the Traffic and Industrial Committee 
of the Atchison (Kan.) Chamber of Commerce and Representa- 
tive Hoch of Kansas. 

The Atchison committee, of which F. E. Harwi is chairman, 
and of which R. T. Willette, traffic and industrial commissioner 
of the Chamber, is a member, sent a letter to the Kansas dele- 
gation in Congress protesting against the passage of the Capper 
or Sweet bills. The committee asserted the transportation act 
should have a fair trial before it was changed; that the trans- 
portation system of the United States was essentially a national 
institution; that as a concrete proposition the shipper in the 
state was more dependent on interstate than intrastate trans- 
portation, and that, therefore, his prime concern was in the 
highest efficiency of interstate transportation. 

In reply Representative Hoch said so far as proposing to 
take away from the Commission all supervision over intrastate 
rates, there was no probability whatever of that being done. 

“There is, however,” said he, “a very positive and widespread 
sentiment in behalf of legislation clearly stating the conditions 
which must be found to exist before a state rate is set aside. 
I recognize that the railroads are a national proposition, and 
that under a regulatory system there must be a very strong 
central control. No state should be permitted to put into effect 
preferential rates to the substantial damage of interstate com- 
merce. At the same time, I am not in sympathy with the effort 
to take all control of purely state rates, and ultimately of local 
railway service, away from the states and lodge it in Wash- 
ington.” 

Mr. Hoch said he could not agree that no changes should 
be made in the act, adding that he did not believe section 15a 
involved a sound economic statement of policy. His view was 
that as the section stands “there is, practically speaking, con- 
sideration to be given only to the question of return on invest- 
ment.” 

In reply to Mr. Hoch’s letter Mr. Willette said the com- 
mittee agreed with reference to reasonable control over intra- 
state rates being maintained by the state subject to the juris- 
diction of the Commission, but that it was its understanding 
that “this is all that the present transportation act of 1920 does, 
and it is not our understanding that an effort has been or is 
being made to take all control of purely state rates away from 
the state regulating bodies.” 

Mr. Willette referred to the decision of the Supreme Court 
in the Wisconsin intrastate passenger fare case and of the dis- 
cussion therein of the extent of control of the I. C. C. over 
intrastate rates, adding that the court had stated the commit- 
tee’s understanding of the transportation act as it pertains to 
the authority of the I. C. C. over state rates. He said further 
the Kansas public utilities commission was today exercising con- 
trol over intrastate rates and was actively engaged in prescrib- 
ing reasonable rates for the future. 

Discussing Mr. Hoch’s stand on section 15a, Mr. Willette 
said the committee could not agree that as the law stands 
“there is, practically speaking, consideration to be given only 
to the question of return on investment.” He quoted from 
section 15a in support of the committee’s view that the public 
was amply protected because it provided that the Commission 
“in the exercise of its power to prescribe just and reasonable 
rates” should take into consideration “honest, efficient and eco- 
nomical management.” 

“Too many of the economic ills of the country are charged 
against the new transportation law and to the present freight 
rate adjustment,” said Mr. Willette. ‘We are opposed to gov- 
ernment ownership of the railroads and we believe that if too 
much adverse legislation at this time is brought against the 
carriers, the result will be government ownership.” 
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CAR THEFT LEGISLATION 


The Trafic World Washington Bureau 


The house has passed H. R. 10768, a bill to amend an act 
entitled, “An act to punish the unlawful breaking of seals of 
railroad cars containing interstate or foreign shipments,” etc., 
which was approved February 13, 1913. The measure was sent 
to the Senate for consideration. The new feature that would be 
added to the law by the bill follows: 


Sec. 3. That to establish the interstate or foreign commerce char- 
acter of any shipment in any prosecution under this act the waybill 
of such shipment shall be prima facie evidence of the place from 
which and to which such shipment was made. 


The amendment was brought forward at thefsuggestion of 
the Department of Justice and others because of the difficulties 


confronted in prosecutions under the statute in proving the inter- 
state character of a shipment. 


“Tn seeking to prosecute under this statute,” said Representa- 
tive Volstead, “it is necessary to make this technical proof, and 


the government is often at large expense in getting witnesses 
from long distances.” 


Answering objections by Representative Johnson of Missis- 
sippi, Mr. Volstead said that if a man had stolen property, that 
fact must be proved entirely outside of the waybill. 

“He is guilty, either under the state law or the United 
States law of larceny,” said he. “The evidence of the waybill 


will simply show whether he should be prosecuted in a state 
court or a federal court.” 


Declaring that he was very much in favor of the bill, Repre- 
sentative Green, of Iowa, said: 


I live in a large railroad center, where eight great trunk lines 
come in, joining that town and Omaha. A great area of that city is 
covered by the switch yards of those trunk lines, a very much larger 
area in fact than the city proper covers. The whole police force of 
the city, if all went down to those switch yards and did nothing else, 
could not properly police them. The result is that there is going on 
continuously a series of thefts from the railroad companies, and the 
railroad companies in turn, when the goods are stolen, have to make 
up the loss to the shippers. I am unable at this time to give the total 
amounts that have been lost by the railroads of this country by thefts 
of that kind, but I have seen it stated, and my recollection is that it 
runs up to more than $100,000,000 annually that the railroads have to 
pay the shippers to make up the losses incurred by reason of these 
thefts, sometimes en route but more often in the switch yards of the 
various companies. 

This loss is eventually saddled onto the shippers of the country as 
a whole. The railroad company pays it for the time being to the indi- 
vidual shipper, but in the long run it has to be added to the freight 
charge. Anyone can see that it necessarily must be added to the 
freight charge. The freight charge must be higher. A man engaged 
in a legitimate and proper business, trying to get his goods over the 
railroad, has to pay a larger amount because of the enormous amount 
of these thefts that are continually going on, and it is quite difficultl 
to make the proper proof in certain cases. 

Now I am unable, I confess—and I have had considerable expe- 
rience in these matters—to see anything in the constitutional objection 
which was urged by the gentleman who has just spoken (Mr. Johnson 
of Mississippi). Provisions of this kind are found in the criminal 
laws in nearly every state. They are found in the criminal laws of 
my own state with reference to other matters. The gentleman is in 
error when he says that the mere offering of a piece of paper, accom- 
panied by the statement of some attorney with the waybill, will be 
sufficient for the court to admit the document in evidence. Under 
the bill the waybill must be properly identified. Just exactly what 
the court would hold would be proper identification I am unable at 
this time to say, as this measure has only come to my attention at 
this moment; but the court would certainly require some kind of iden- 
tification such as would be required for any other document under 
similar circumstances. The provision under discussion does not per- 
tain to the wrong itself, which is the essence of the crime, and that 
is one reason why I am satisfied that the court will hold this pro- 
vision to be entirely constitutional. It relates only to a preliminary 
fact which in itself shows no crime. It simply shows the circumstance 
of a fact under which a crime may or may not be committed. 

I think this measure is a very important one. I think it is of 
the highest importance to the shippers of this country to be protected 


against these thefts, and I am at a loss to understand why anyone 
should be against this bill. 


Representative Graham, of Pennsylvania, speaking in favor 
of the bill, said the only question involved was one of juris- 
diction, and that the time of the court was now wasted on the im- 
material question of jurisdiction. He said enactment of the 
amendinent would involve no constitutional question. 

Representative Johnson insisted the amendment would work 
an injustice on a person accused of stealing under the act. 

“If a man is arrested charged with having broken into a 
car and stolen goods from it in the state of Ohio, and you show 
that that shipment was an interstate-commerce shipment,” said 
Mr. Graham in reply, “the question of his guilt or innocence rests 
in the proof of the material fact, did he steal from that car, and 
not whether it was a shipment in interstate commerce, for that 
is merely juridictional.” 

“The question of jurisdiction may be minor to the railroads 
but it is major to the man who is being tried,” said Mr. John- 
son. 

Representative Montague of Virginia said the precedure 
now followed was very expensive to the government. 

“Proof step by step that the shipment is interstate commerce 
must be made at the trial for larceny,” said he. “A shipment 
made, for example, in California terminating in New Jersey or on 
the eastern seaboard, may involve the expenditure for witnesses 
of several thousand dollars. As a matter of practice the proof 
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relates, except indirectly, to the jurisdiction, namely, the fact 
that the article alleged to be stolen is interstate commerce, 
Therefore the Government is put to enormous cost to establish, 
not the man’s guilt or innocence, but that the shipment in 
question is an interstate commerce shipment.” 


Representative Raker, of California, emphasized the need 
for the amendment by the following statement: 


Some three years ago the House appointed me on a committee to 
go to East St. Louis to make an investigation relating to interstate 
commerce and see whether or not the laws had _ been violated in refer. 
ence to commerce between East St. Louis, Ill., and St. Louis, Mo,, 
regarding the traffic of persons and the shipment of goods. We 
found that there was a gang or regular combination of men living in 
East St. Louis who were making their living from stealing goods from 
the cars in interstate commerce and then selling them to other people, 
The fact that the goods were in interstate commerce was a fact hard 
to prove, and nine out of ten went scott free. It was a sad state of 
affairs that the shipment of goods in interstate commerce should be 
thus handled and the criminals not prosecuted and _ convicted. Thig 
legislation will materially help to remedy the situation. 


The vote was 214 for and 2 against, Representatives John- 
son, of Mississippi, and Gilbert of Kentucky, being opposed. 


AGRICULTURAL INQUIRY REPORT 


The Trafic World Washington Bureay 


“We have now reached the point where it costs more to dis- 
tribute and serve than it costs to produce,’ Representative Syd- 
ney Anderson, chairman of the Joint Commission of Agricultural 
Inquiry, said this week in a forecast of the final section of the 
commission’s report which will be ready for Congress in the near 
future. “Commodity values are lost in a mass of service costs 
and the time has come for a consideration of the fundamental 
problem of the ecomonic distribution of the essentials of living.” 
Continuing, he said: 


The Commission is convinced that the problem of distribution 
is one of the most important economic questions before the American 
people. Only through its correct solution can there be an equitable 
adjustment of the relations of agriculture, industry, transportation, 
labor, finance and commerce as among themselves and as correlated 
with the interest of the public. ’ 

We have found no single factor in this complex price structure, 
which can be held to be solely responsible for the spread between 
producers and consumers. Neither is the commission able to point 
out a remedy, legislative or economic, which of itself will reduce 
this spread. ; 

The commission will be able, however, to make certain suggestions 
which it believes will indicate the method by which improvements 
and economies can be made in our distributive system. 

The Joint Commission does not believe that Congress can correct 
the faults of existing conditions and methods of distribution. We 
believe that the responsibility rests on the entire people to make 
such readjustment of custom and habit as will permit the develop- 
ment of a system of economic distribution which will result in a 
more equitable relationship between what the producer receives and 
what the consumer pays. 

The cost of distribution is made up of an endless number and 
variety of costs of material and service, each, of which influences the 
others and all of which combine to make the price which the final 
consumer pays. These factors vary in influence upon one another and 
upon the final price from year to year and month to month and 
even day to day. Hack of them is part of a complex and flexible 
price structure which is extremely sensitive to fundamental economic 
and psychologic forces such as taxes, interest rates, freight rates, 
custom, habit, usage and practices of producers, consumers, manu- 
facturers and distributive agencies. om 

Wasteful and uneconomic practices in distribution can be elimi- 
nated only by more accurate information about the public’s true 
consuming needs on the part of manufacturers and distributors and 
by co-operation of purchaser, manufacturer, converter, distributor 
and consumer. Trade associations and governmental agencies, pro- 
ducers and labor organizations must cooperate to find out the facts 
and then'to apply them in producing a more economic and efficient 
relationship between all elements in the cycle of production, manu- 
facture and distribution. 

The distributive situation will be better appreciated when con- 
sumers realize that out of 41,614,248 people engaged in gainful occu- 
pations, 29,570,867 are engaged in manufacture, transportation, dis- 
tribution and allied activities. There is hardly a commodity in daily 
use that does not reflect the joint services of several million people. 
All of us need to realize more clearly that not only must the producer 
receive proper compensation for the raw materials, but that out of 
the charge for service along the way to the consumer the men who 
operate railroad trains, the men who drive trucks, the men who 
operate machines, the men who nail boxes, the men who wrap 
packages and the men who make deliveries must be enabled _ to 
purchase their share of the finished commodity for their families. 


Terminal Market Facilitiés 


Lack of proper terminal market facilities is one reason for 
the wide spread between consumers’ and producers’ prices for 
fruits and vegetables, the Joint Commission will report. Chail- 
man Anderson said: 


The movement of fruits and vegetables has increased about 
fourfold in the last twenty years and most of the terminal mar- 
kets have long since outgrown their facilities. Chicago furnishes 
a conspicuous example of how things ought not to be done. Some 
twenty-seven trunk line railroads and several boat lines poul - 
the fruit and vegetable supplies for nearly 3,000,000 peopl 
These are chiefly sold in a section of five or six city blocks on 4 
narrow thoroughfare. 4 

This market is wholly inadequate in size, but the worst ~ 
ture of the situation is its location at a distance of from two ; 
four blocks from principal rail and water terminals. Most 
the fruits and vegetables must be handled by wagon or motor 
trucks over rough streets through the most congested portior 
of the city. None of this carting or rehandling adds in any pore | 
to the value of the product, but it does add materially to the co 
of distribution. on 

At this market fruits and vegetables must be unloaded 4 
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then reloaded and are frequently backhauled over the same 
routes by the dealer purchasers. No inconsiderable portion is 
actually carted back to the same railroad yard or depot from 
which it was taken to the wholesale market. Obviously mere 
relocation of Chicago’s wholesale district will not materially 
help its unfortunate situation. The city’s great need is a whole- 
sale railroad terminal for fruits and vegetables to which all car- 
riers would have access and about which a sufficiently com- 
modiaus wholesale district could be established. 

In New York, the greatest need is for a unification of docks. 
These should be as closely contiguous as possible in order to 
centralize and unify the wholesale district, and there might be 
an advantage in setting aside special docks for the handling of 
given lines of produce. : 

Pittsburgh is more fortunate with respect to terminal facil-_ 
ities for fruits and vegetables than most American cities. It 
shows the advantage of centralizing the wholesale market about 
a single terminal, with consequent elimination of cartage and 
rehandling. 


“Much can be accomplished in the direction of economic 
distribution by a more systematic utilization of warehouses to 
absorb*temporary surplus and distribute more evenly in response 
to consuming demand,” the Joint Commission of Agricultural 
Inquiry will say in its report on distribution, according to Chair- 
man Anderson. Continuing, he said: 


With the better organization and standardization of farm pro- 
duction, the organization of farmers’ co-operative associations, 
the evolution of grades more accurately reflecting the qualities 
of farm products in relation to use, the establishment of con- 
centration warehouses at points within the areas of production, 
issuing receipts or certificates which clearly indicate such grades 
and guarantee the physical protection and quality of product, it 
should be possible to develop a system of commodity exchanges 
through which these commodities may be sold and under which 
such products will move directly from areas of production to 
points of use under prior sale without the necessity of previous 
inspection and with the assurance of delivery of a product by 
grade conforming to the users’ or consumers’ requirements. 

There are certain risks which neither the producer nor the 
consumer is willing to accept, which are now assumed by whole- 
salers, jobbers, and retailers and which are reflected in the price 
received by the producer and the price paid by the consumer. In 
the primary and terminal markets, commission men, wholesalers 
and buyers maintain warehouses, refrigerators and facilities for 
the protection and conservation of commodities. The transpor- 
tation agencies provide facilities for protection of commodities in 
transit. All of these activities involve investment and operating 
expense and require the employment of men and equipment. 

In the larger centers railroad terminals are scattered to an 
extent that makes it necessary for shippers and receivers to 
transport perishable commodities through the city streets with 
much congestion, delay and expense, causing an actual deteriora- 
tion of perishable products and numerous duplications of han- 
dling. All these things add materially to costs without adding 
either value or service to the commodity. 

Markets for perishables are almost invariably congested, and 
poorly situated with reference to convenience and economy. It is 
the belief of the Commission that the lack of properly established 
joint terminal markets is responsible for extravagant costs in 
the distribution of agricultural products and that steps should 
be taken by municipalities, transportation companies and mar- 
keting agencies to create facilities for efficient handling and 
conservation of foodstuffs. 


The report will suggest that through co-operative associa- 
tions new economies can be effected through greater uniformity 
of production in centralized areas of production, uniform grades 
and standardized containers. Similarly, better methods can be 
established for handling by agencies in local, primary and ter- 
minal markets; tending to create greater certainty on the part 
of the receiver and of the producer as to the character and 
condition of products, and services involved in their distribution. 

“In this way,” said Chairman Anderson, “the many disa- 
greements which develop between producers, shippers and re- 
ceivers, which are now the cause of a lack of mutual confidence, 
can be eliminated, with the consequent development of more 
efficient and economic marketing and distribution. 

“Economies can be effected and wastes can be eliminated 
through the establishment of qualified and authorized agencies 
to arbitrate disagreements between shippers and receivers as 
to value, conditions, kind, grade and quantity of commodities. 
Such agencies may be established either through agreement be- 
tween shippers and receivers to set up disinterested boards of 
arbitration whose findings can be accepted as final, or through 
the establishment of state or federal agencies of arbitration 
authorized by legislation.” 


APRIL RAILWAY REVENUE 


The Association of Railway Executives this week issued 
the following on April earnings: 


. The railroads of the United States in April had a net operating 
Income of $50,256,800, which on an annual basis, represented a re- 
turn of 3.93 per cent on tehir tentative valuation, according to com- 
plete reports just filed by the carriers with the Interstate Commerce 
Commission. In April, last year, their net operating income amounted 
to $29,856,600, or at the annual rate of return of 2.33 per cent, while 
In March this year it was $83,511,400, or 5.83 per cent. 

The net operating income for April, however, fell short $26,487,000 
of the amount necessary to realize a return of 6 per cent, and $23,289,- 
400 below a return of 53% per cent, the figure fixed by the Interstate 

ommerce Commission in its recent rate decision. 
The tabulations are based on reports filed by 201 Class One rail- 
roads, having a total mileage of 236,167 miles. 

Operating revenues in April, according to the reports, totaled 
$416,853, 600, which was a decrease of 3.8 per cent compared with 
t € Same month last year, while their operating expenses amounted 
192901 78,400, or 10% per cent below those of the same month in 
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Despite the fact that April was the first month of the coal strike, 
reports showed an increase of 2% per cent in the number of cars 
loaded with all commodities, compared with the same month last 
year. For coal alone, a decrease compared with one year ago of 
50 per cent was reported in the number of cars loaded, while there 
was an increase of 15 per cent in the loading of all other commodities. 
On the basis of net ton miles, the number of tons of freight multi- 
plied by the distance carried, incomplete reports showed a decrease 
in April, compared with last year, of approximately 2.6 per cent. 
This would indicate that the average haul for all commodities other 
than coal is not so great as it is for coal. 

Fifty-nine roads—28 in the Eastern district, 2 in the 
and 29 in the Western—had operating deficits in April. 
there were 36. 

For the first four months this year, the net operating income of 
the railroads totaled $211,278,394, compared with $57,408,900 during 
the same period last year. This is at the annual rate of return of 
4.36 per cent, compared with 1.18 per cent during the first four months 
in 1921. The operating revenues for the four months period this year 
totaled $1,688,391,800, a decrease of 4.6 per cent under the same period 
last year, while operating expenses amounted to $1,359,100,000 or 15.2 
per cent under the first four months one year ago. Tabulations show 
that the roads during that period this year fell short $79,696,900 of 
realizing a 6 per cent return on the tentative valuation of their prop- 
erties used for transportation purposes. 

The railroads in the Eastern district had operating revenues in 
April of $206,104,100, a reduction of 2.8 per cent, compared with the 
same month the year before, while their operating expenses totaled 
$165,773,700, which was a reduction of 9.4 per cent compared with 
April, 1921. Their net operating income was $26,607,700 compared 
with $15,982,700 during the same month the year before. The net 
operating income for the month was at the annual rate of 4.42 per 
cent, but fell short of a 6 per cent return by $9,481,500. In March 
the net operating income was at the annual rate of 7.80 per cent. 

Complete reports showed that the railroads in the Southern dis- 
trict had operating revenues of $57,571,000, an increase of 1.3 per cent 
over April last year, while their operating expenses amounted to 
$43,875,900, which was a decrease of 12.3 per cent compared with 
the same month in 1921. Their net operating income totaled $9,712,- 
300, compared with $3,412,200 one year ago. This was at the annual 
rate of return of 5.62 per cent, but $651,890 below a 6 per cent return 
on their tentative valuation. Reports for March showed a return of 
4.99 per cent. 

The railroads in the Western district had operating revenues 
totaling $153,178,300, a decrease of 6.9 per cent, compared with the 
same month one year ago, while their operating expenses totaled 
$126,528,770, a decrease of 11.4 per cent below April last year. The 
net operating income for those roads amounted to $13,936,700, com- 
pared with $10,461,690 in April, 1921. This amount, which is at the 
annual rate of return of only 2.76 per cent, fell short $16,353,700 
of a 6 per cent return. The net operating income of those roads in 
March was at the annual rate of return of 4.12 per cent. 


ILLINOIS INTRASTATE RATES 


Shippers in Illinois are watching with interest the negotia- 
tions now taking place between the carriers and the state com- 
mission in order to formulate a decree, by which the district 
court injunction now holding the intrastate rates to the Ex Parte 
74 level, will be modified or dissolved. The decree is being made 
ready at the suggestion of the court and, although minor dif- 
ferences have arisen, is expected to be ready for submission 
within a short time. 

The interest manifested is due chiefly to the approach of 
July 1, the date set by the Interstate Commerce Commission on 
which the reductions recently ordered in reduced rates 1922 
are to become effective. Unless some modification of the in- 
junction is made before that date, the intrastate rates will not 
get the benefit of those reductions, the court’s order forbidding 
the Illinois Commission from interfering with rates published 
in accordance with Ex Parte 74. 

It became known, June 9, that the decree, to dissolve the 
injunction restraining the Illinois commission from revising the 
rates established by the Commission in Ex Parte 74, was being 
held up due to the inability of the Illinois commission and the 
carriers to agree as to the course to be followed in disposing of 
reparation cases, arising out of intrastate rates in the period 
between the passage of the transportation act and the date of 
the Interstate Commerce Commission’s vacation of the order in 
the Illinois intrastate case. 

One western road, it was said, took the position that so far 
as that period was concerned, any decree of dissolution the 
federal court might certify ought to contain a provision prevent- 
ing the Illinois commission from considering such cases. The 
position of the state commission, on the other hand, is that to 
restrain it from adjudicating such cases would set up the rail- 
roads as judges of them. It was pointed out that about twenty 
such cases, instituted by the carriers, were already before the 
state commission. 

An effort is to be made to persuade Federal Judge Carpen- 
ter to hear arguments on the question and to rule on the in- 
clusion or the exclusion of the disputed clause. 


Southern 
In March, 


ARIZONA RATES, FARES, AND CHARGES 

The Commission has vacated its order in No. 11971, Arizona 
rates, fares and charges, in the matter of rates, fares and 
charges applicable between points in the state of Arizona. The 
action is similar to that taken in other intrastate rate cases 
where the state commissions have vacated the orders prescrib- 
ing lower intrastate rates than those fixed by the Commission. 
By an order entered October 18, 1920, the Arizona Corporation 
Commission denied the application of the carriers to advance 
the intrastate rates in the same percentage amount as fixed for 
interstate traffic in that territory by the Commission. The state 


commission vacated and set aside that order on May 24. 
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VALUE OF A TRAFFIC DEPARTMENT 


“Look upon the carriers as the main aisle of your store, so 
far as out-of-town customers are concerned,” said Stanford Shiv- 
ers, traffic manager for Loveman, Joseph & Loeb, Birmingham, 
Ala., in a letter to Miss M. A. Eyers, secretary of the Traffic 
Group of the National Retail Dry Goods Association, in which he 
urged the necessity for every shipper, especially the retailer 


who ships in quantity, having a traffic manager and a traffic 
department. 


Mr. Shivers’ letter is comprehensive and cites many con- 
vincing arguments in favor of proper traffic supervision, and 
many instances where the failure properly to supervise traffic has 
been expensive to shippers and receivers of freight. 


“It is just as essential for every department store and every 
other extensive receiver and shipper of freight to have a classi- 
fication and rate expert in charge of traffic, as it is for the car- 
riers to have similar men in their employ,” said Mr. Shivers. 
“Many shippers depend, for the proper shipping and rating of 
goods, on bookkeepers, or other clerical help, whose only knowl- 
edge of rates consists of a memorandum furnished by the rail- 
road, or a list or rates taken from old invoices. 


“T recently observed a bookkeeper revising freight with the 
aid of a classification a year or more old, that had been given 
to him by a carrier. On calling his attention to the fact that 
cotton shade cloth, an item he had just checked in as taking a 
first class rate, carried a third class rating, be observed that 
that rating had been made applicable in a supplement issued 
seven months before, but several months after the issue of the 
classification he was using. 


“The erroneous third class rates had been passed by the 
carriers for seven months, for the sole reason that the firm would 
not go to the expense of one dollar a year to keep its classifica- 
tion up to date. 


“Look upon the carrier as the main aisle of your store, so 
far as out-of-town customers are concerned. Hire a traffic man 
who will exert every effort to tender his shipments to the car- 
riers in a way that will safeguard all concerned. If this is done 
the carriers—and you—will be able to satisfy your customers. 
The traffic manager will help you, your customer and the rail- 
road. And any help to the railroads is a help to the public. 

“In one year the carriers paid $130,000,000 for claims. It 
has been said that shippers’ negligence contributed quite a per- 
centage of this sum. In my opinion most of that percentage can 
be blamed to clerks without knowledge of classification ratings 
and packing specifications. 

“Too many of these employes do not have the welfare of the 
receiver at heart. How often has the exclamation been heard: 
‘What do we care so long as the carriers accept our shipments?’ 

“That attitude is damaging to all concerned. It should be 
the thought of every shipper: ‘How can I pack, mark, describe, 
rate, and route my shipments to save my firm, their customers, 
and the carriers money and annoyance?’ 

“The answer is in the classification and the tariffs, and the 
safest and surest way to avoid shipping troubles is to have some- 
one around who knows the first thoroughly and can at least check 
a rate in the latter. 


“It has been stated, authoritatively, that over $100,000,000 
was paid the carriers in excess freight rates during one recent 
year. Of course, that includes only such overpayments as were 
discovered by carriers’ rate clerks and by receivers of freight, 
How much more excess money was given the carriers, the er- 
rors in the payment of which were never discovered, can never 
be known. Undoubtedly such sums run into the millions and 
they are in the possession of carriers without the slightest chance 
of being returned to the consignees. What is the cause? The 
absence of men having knowledge of classifications and rates 
where such men ought to be.” 

But Mr. Shivers does not confine the usefulness of a traffic 
man to the shipping of goods. He points out that his value to 
his employers as a receiver is alone sufficient to make him in- 
dispensable in every business of any size. 

“Inbound shipments,” he said, “must be given preferred at- 
tention, because excessive transportation charges affect the profits 
and the sales. Excessive freight charges may even prevent a 
sale of goods. 

“The first duty of a traffic man with regards to inbound 
shipments is routing. The traffic department of the purchasing 
firm should have full control of routing, for it alone ought to 
know -the most advantageous routing as regards to time in 
transit, cheapest rate, possibilities for absorbing switching 
charges, etc. 

“Frequently the traffic man of the receiving company can 
make special arrangements with the carrier. For instance, a 
carload shipment is en route that does not weigh up to the 
minimum, thus precluding free switching. A traffic man who is 
wide-awake may go to the agent before the car arrives and sug: 
gest that the car be switched as a matter of convenience to the 
railroad. It may be easier for the road to switch the car than 
to move it to the freight station and unload. Thus the traffic 


man can save time and work, as well as ecartage charges for his 
employers. 
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“Pitfalls for the inexperienced receiver of freight sometimes 
lie in the difference between express and freight rates. From Chi- 
cago to Birmingham, for instance, it is cheaper to ship wool bat- 
ting by express than by freight. If the cheaper rouiing is or. 
dered and the goods are forwarded some other way, the receiver 
always has recourse for compensation to the carrier or to the 
shipper. Only a person versed in traffic, who knows rates and 
classifications can properly route goods. 

“A knowledge of traffic is also necessary in order to prevent 
loss of time at the time of delivery. I have several instances 
in mind. A shipment of corduroy, carried in the classification at 
third class, was billed as dry goods first class, and the carriers, 
ef course, assessed the rate for the latter class; another ship. 
ment, consisting of ordinary flower-pots was billed third class 
as earthenware, and charged accordingly, when the classification 
carried a fourth class rating on flower-pots.” 

Intelligent price-making cannot be done, according to the 
writer of the letter, unless a competent traffic man has charge 
of a company’s freight disbursements. The cost of transpor- 
tation is as much an item of cost in a finished product as the 
cost of manufacture and the cost of selling. The same is true 
when figuring the retail price of goods bought at wholesale. The 
traffic man should have a voice in the conferences of production 
and sales managers that set the selling price of every company’s 
goods. 

Traffic associations are also valuable as aids in intelligent 
transportation supervision, the letter said. 

“They perform valuable work,” Mr. Shivers said, “and busi- 
ness houses should be members of some traffic association in their 
city or town. This, however, applies chiefly to traffic associations 
that are owned and managed by shippers of freight and that are 
operated solely for the benefit of shippers.” 


However, the writer of the letter says, the membership in 


a traffic association does not do away with the necessity for hav- 
ing a separate traffic department and traffic manager in each 
business. The necessity for such supervisicn of traffic in addi- 
tion to membership in an association, Mr. Shivers said, was il- 
lustrated by the examples of improper classification before 
mentioned. 

“If the expense bills classifying corduroy as dry goods, and 
flower-pots as earthenware were being revised by an employe of 
a traffic bureau,” he said, “They would be passed, for the checker 
could not actually see the goods they covered.” 


COTTON REDUCTIONS SUSPENDED 


The Trafic World Washington Bureau 

Water and port competition, a desire of carriers serving rival 
ports to obtain whatt hey consider a fair share of business, and 
foreign trade competition, have created a situation respecting 
rates on cotton bale coverings and cotton ties and buckles that 
caused the Commission, June 3, in I. and S. No. 1570, to suspend, 
from June 5 to October 3, proposed heavy reductions in rates on 
coverings, ties, and buckles, from Galveston to Memphis, for 
beyond. The suspension order places on the hook supplements 
Nos. 6 and 7 to Leland’s I. C. C. No. 1506. Those supplements 
proposed to reduce the rate on imported ties and buckles, from 
Galveston to Memphis, from $1.18 to 26 cents per 100 pounds 
and on cotton bale coverings from $1.18 to 36.5 cents. 

The existing high rates are the fifth class, prescribed as a 
result of some of the hearings when the Commission denied 
fourth section relief and the carriers guessed they could meet 
that situation only by putting the rates on a dry land basis. 
The immediate cause for this proposed reduction of the rates 
on the steel articles was the fact that there is a commodity 
rate of 26 cents on all articles mentioned, from New Orleans to 
Memphis, when for beyond. Galveston lines desired to partici- 
pate in the transportation of the imported ties and buckles on 
terms of equality and on cotton bale coverings at a rate 10 cents 
over New Orleans. 

Protests were made by the Carnegie Steel Company, a 
domestic producer of cotton ties and buckles, and Warren, Jones 
& Gratz of St. Louis, a dealer in the domestic commodities. 

While the correspondence about the reduced rate did not 
say the 26-cent commodity rate from Orleans was forced by the 
fact that ocean and river ships could put the foreign ties into 
Memphis at a rate which the 26-cent rail rate would no more 
than meet, that was understood to be the reason for the low 
import rate, which is less than one-fourth of the domestic fifth 
class rate applicable thereto. ‘ 

There are cotton tie distributing houses in the south with 
which the foreign ties compete. The low rates on foreign ties, 
from the ports, have raised the old question whether a railroad 
should be allowed to make rates on imported stuff sufficiently 
low to allow it to meet competition through some other port, or 
the transportation by a carrier by water. Memphis is above the 
point where ocean going vessels dock, but foreign traffic can 
be taken up the Mississippi in ocean ships as far north as Baton 
Rouge without any trouble at all) hence if the rail lines serving 
New Orleans and Galveston desire to participate in the import 
traffic, it may be necessary for them to make commodity rates 
away below the domestic class rates, such as the lines serving 
Galveston proposed. 
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| Loss and Damage Decisions 
\ Cases Recently Decided by State and Federal Courts 
| (Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


“Express Company” Is Defined as a Common Carrier of Parcels: 

(Supreme Court of Mississippi.) An “express company” is 
a firm or corporation engaged in the business of transporting 
parcels or other movable property in the capacity of a common 
carrier—American Ry. Exp. Co. vs. Wright, 91 Sou. Rep. 342. 
Express Company Is Not Warehouseman or Bailee for Hire: 

An express company is not engaged in the business of a 
warehouseman or of a bailee for hire.—Ibid. 

Master Not Liable for Servant’s Acts Outside of Authority: 

A master is not responsible for the acts of his servant 
committed outside of the real or apparent scope of the servant’s 
authority. Or, as sometimes expressed, a master is not respon- 
sible for the acts of his servant which are outside of the line 
of duty of the servant.—Ibid. 

Insulting Language in Express Office Held Not Used in Carrier’s 

Business: 

Where a person went to the office of an express company 
for the purpose of shipping two express packages, and was 
requested by the servant of the express company to wait until 
the agent in charge of the office came back to see whether or 
not the packages were properly wrapped, whereupon the person 
requested the employe to be allowed to leave a fur and umbrella 
in the office until her return, which permission was granted, and 
upon her return perfected the shipping of the two packages by 
express and asked the employe for her fur and umbrella, and was 
given the umbrella and told that she had not left the fur there, 
when she left the office and later returned and asked again 
for the fur, and was then insulted and abused by the servant 
of the express company, in a suit for actual damages for the 
value of the fur and for punitory damages, held, that the leav- 
ing of the fur in the office was not a part of the master’s busi- 
ness, that it was not within the real or apparent scope of 
the authority of the employe to allow it to be left there, and 
that the alleged and abusive and insulting language was not 
used when the person was in the office transacting her business 
with the express company; under this state of facts a per- 
emptory instruction in favor of the express company should 
have been given.—lIbid. 

Express Company Held Not Liable for Insulting Language by 

Employe: 

When the plaintiff had completed the sending of the ex- 
press packages, and left the office and returned at a later period 
and demanded the return of her fur from the employe of the 
express company, whereupon the employe abused and insulted 
her, at this time her business with the master had been com- 
pleted, and her return to the office was upon her private busi- 
ness, disconnected from her business with the company, and 
the altercation did not arise during the transaction of the 
master’s business, for which the master is not responsible.— 
Ibid. 

Federal Statutes Control Interstate Shipments: 

(Supreme Court of North Carolina.) Federal statutes afford 

exclusive rule of liability in case of loss or damage to interstate 


shipments.—St. Sing et al. vs. American Ry, Express Co., 111 
S. E. Rep. 710. 


Rule Requiring Written Claim for Damages Within Four Months, 
Reasonable: 

In view of Act. Cong. March 4, 1915 (U. S. Comp. St., sec. 
8604a), a rule requiring written notice of claim for damages 
against a carrier from time of delivery, or, in case of loss, within 
four months after a reasonable time for delivery has elapsed, is 
reasonable and valid.—Ibid. 

Evidence Held to Show No Written Statement of Claim Filed 
Until More than Six Months from Time of Shipment and 
from Time When Goods Should Have Been Delivered: 
Evidence held to show no written statement of a claim for 

loss of goods was filed and nothing that could be considered 

as a filing until more than six months had elapsed from the 
time of shipment and from the time when they should have been 
delivered at destination.—Ibid. 

Claim for Goods Lost Not Within Exception of Statute as to 
Notice: 

Where a claim against a carrier was for absolute loss of 
goods in breach of the contract of carriage, and no notice of the 
claim was filed within four months, it was not within the pro- 
viso of Act Cong. March 4, 1915 (U. S. Comp. St., sec. 8604a), 
providing that if the damage complained of was due to delay 
or damage while being loaded or unloaded, or damaged in transit 
by carelessness or negligence, then no notice or claim, or filing 
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claim shall be required as a condition precedent to recovery.— 
Ibid. 
Liable for Not Diverting Shipment as Agreed, Though Shipper 

Had Not Shown Right to Divert: 

(Kansas City Court of Appeals, Missouri.) A shipper hav- 
ing the right to divert a car because of the consignee’s telegram 
refusing the car, the carrier, which had agreed with the shipper 
to divert it, cannot deny liability for not doing so, because no 
proof of the shipper’s right to divert had been made to the 
carrier before it so agreed, it not having exacted any such proof, 
to which it was entitled if it had seen fit to require it—Amber 
vs. Payne, Agent, 239 S. W. Rep. 588. 

Whether Motion for New Trial Granted Was Sufficiently Spe- 
cific Not Determined: 

Plaintiff’s motion for a new trial having been acted on and 
granted, appellate court need not determine whether, as con- 
tended by defendant, it was not sufficiently specific.—Ibid. 
Delivering Carrier Held Liable for Shortage in Interstate Ship- 

ment on Failure to Show Lawful Excuse: 

(Court of Civil Appeals of Texas, Beaumont.) Under U. S. 
Comp. St., sec. 8604dd, providing that, if a carrier fails or re- 
fuses to deliver goods on demand by the consignee when pay- 
ment of charges and the bill of lading is offered, the burden 
is on the carrier to establish a lawful excuse, the last carrier 
in a series of carriers, on surrender of a bill of lading and 
payment of the charges by the consignee, was liable for loss 
of goods shipped, on failure to show a lawful excuse, though 
the consignee did not show on which line of the several carriers 
the loss occurred, regardless of section 8604a, making the initial 


carrier liable-—Davis, Agent, vs. Brooks Supply Co., 239 S. W. 
Rep. 628. 


— Given Shipper by Truckman Held Not to Limit Lia- 
bility: 

(Supreme Court, Appellate Term, First Dept.) Where 
there was nothing said between shipper and truckman as to 
the valuation of the goods, or as to terms or conditions of ship- 
ment, except as to the consideration, which was based on the 
size of the package, and not on its value, the expression “val. 
$200,” in receipt given shipper by truckman, but prepared by 
shipper, did not limit truckman’s liability to $200.—Bolton Wor- 
sted Mills Co., Inc., vs. United British Ins. Co., Ltd., 193 N. Y. 
Supp. 688. 


DELAY IN TRANSPORTATION OR DELIVERY 


Reasonable Time for Delivery, as Affecting Time for Notice of 
Claim, Is Question for Jury: Matters to Be Considered in 
Determining Reasonable Time Stated: 

(Court of Appeals of Georgia, Division No. 2.) Where, in 
an interstate shipment by express, the receipt contains a stipu- 
lation that claims “must be made in writing to the originating 
or delivering carriers within four months after delivery of the 
property, or, in case of failure to make delivery, then within 
four months after a reasonable time for delivery has elapsed,” 
and where, in an action for damages for failure to make de- 
livery of goods, the carrier sets up a defense that the written 
notice as actually filed was not given within the time prescribed, 
it is for the jury to say what was a reasonable time for the 
transportation, in determining whether the, notice given was 
within four months thereafter, except where the undisputed 
facts show so clear and manifest a delay that the court may 
as a matter of law hold it unreasonable. Western & Atlantic 
R. Co. vs. Summerour, 139 Ga. 545 (2), 77 S. E. 802; American 
Ry. Express Co. vs. Bothwell Grocery Co., 25 Ga. App. 728, 104 
S. E. 644; American Realty Co. vs. Bramlett, 25 Ga. App. 159 
(2), 102 S. E. 873; 10 Corpus Juris, 305. In the determination 
of such a question the facts of each particular case are to be 
considered, including the distance to be traveled, the transporta- 
tion facilities, the time ordinarily required for a like carriage, 
the character of the freight, the season and weather conditions 
and any unusual circumstances affecting the traffic. Columbus 
Ry. Co. vs. Flournoy, 75 Ga. 745 (2), 746; Moore vs. American 
Ry. Express Co., 181 N. C. 300, 107 S. E. 6; 10 Corpus Juris, 286. 
Under the evidence the court did not err, in submitting to the 
jury the question as to reasonable time.—American Ry. Express 
Co. vs. Roberts, 111 S. E. Rep. 744. 


Consignee’s Testimony as to Congestion of Traffic Admissible 
on Question of Reasonable Time for Delivery; Instruction 
to Determine Reasonable Time Under Conditions Existing 
Not Erroneous, Where There Is Evidence of Conditions: 
Under the rule stated, the objection to the consignee’s testi- 

mony to the effect that during the time in question traffic con- 

ditions were congested between the points of shipment and 
destination, and that he had much delay and trouble in receiving 
his goods, upon the ground urged that it illustrated no issue 
in the case, because under the receipt a delivery was required 

regardless of congested conditions, was without merit. Nor did 

the court err in instructing the jury that they should determine 

“what was a reasonable time under the conditions existing at 

the time of this shipment of goods,” there being some evidence 

as to such conditions, and it was a question for the jury to de- 
termine whether or not, under such circumstances, the written 
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notice as in fact given was within four months after a reason- 

able time for delivery had elapsed.—lIbid. 

Federal Statutes and Decisions Supresede State Statutes and 
Decisions as to Interstate Shipments; Parties to Interstate 
Receipt or Bill of Lading Cannot Waive or Ignore Terms; 
Promise to Trace Missing Shipment and Acknowledgment 
of Notice of Claim Filed After Time Prescribed Did Not 
Excuse Delay: 

The act of Congress of June 29, 1906, commonly called the 
“Carmack amendment,’ and the act amendatory thereof of 
March 4, 1915, known as the “Cummins act,” both amending 
the original interstate commerce act (U. S. Comp. St., sec. 8592, 
8604a), and the interpretation of these acts by the United States 
Supreme Court, supersede state statutes and rules of decision 
relating to the interstate shipments covered by those acts, in 
so far as they are conflicting—Central of Ga. Ry. Co. vs. Yesbik, 
146 Ga. 769, 92 S. E. 527; Southern Ry. Co. vs. Morris, 147 Ga. 
729, 95 S. E. 284. 

(a) Under decisions of the United States Supreme Court, 
the parties to an interstate receipt or bill of lading “cannot 
waive its terms, nor can the carrier by its conduct give the 
shipper a right to ignore them.” Ga., Fla. & Ala. Ry. Co. vs. 
Blish Co., 241 U. S. 190, 191, 197, 36 Sup. Ct. 541, 544 (60 L. Ed. 
948); Tex. & Pac. Ry. Co. vs. Leatherwood, 250 U. S. 478, 481, 
39 Sup. Ct. 517, 63 L. Ed. 1096. The Georgia decisions, recogniz- 
ing waivers of such terms in intrastate shipments, are inap- 
plicable to interstate shipments, where valid express conditions 
are contained in the receipt or bill of lading. Heath vs. San- 
dersville R. Co., 28 Ga. App. 255 (3), 98 S. E. 92. In view of 
the above federal authorities, the motion of the plaintiff in error 
to review and overrule that portion of the decision by this 
court in American Railway Express Co. vs. Bothwell, 25 Ga. 
App. 728, 729, 104 S. E. 644, recognizing such a waiver in an 
interstate shipment, is granted, and to this extent only that 
decision is modified. The instant case is distinguishable in its 
facts from those in Pope vs. American Railway Express Co., 28 
Ga. App.—, 110 S. E. 514. There it appears that the shipper, 
acting within the undisputed time limit, made a bona fide at- 
tempt to give the prescribed written notice, but was prevented 
from so doing by the acts and conduct of the carrier in refusing 
to permit him to do so. That case was decided, on the theory, 
not that the carrier had waived the giving of the notice, but 
that it had refused to permit and had prevented filing a written 
claim by the shipper when he had actually sought to file a 
claim within the undisputed time limit prescribed by the bill 
of lading. In that case the carrier, by its own conduct, having 
prevented the shipper from complying with the terms of the 
contract when he sought so to do, was estopped from setting 
up as a defense the failure of the shipper to do that which he 
had attempted, but which it had refused to permit. In the in- 
stant case, as set forth in the second division of the syllabus, 
while it was a question of fact as to whether the written notice 
as actually given was filed within the four months after a rea- 
sonable time for delivery had elapsed, there is no sort of evi- 
dence tending to show that the shipper had attempted to file 
any previous written notice within the undisputed time limit, 
or that he was prevented from so doing by the acts and conduct 
of the carrier in refusing to permit its being done. The most 
that the oral promise of the agent in promising to trace the 
freight, and in acknowledging the filing of the written notice 
at the time it was actually received, could under any contention 
amount to, would be an implied waiver of a previous filing of 
the written claim; but, in view of the indicated modification 
of the rule previously announced by this court in the Bothwell 
case, it must be held to have been error for the trial judge to 
submit to the jury the issue as to whether or not the parties 
had impliedly waived the stipulation requiring the filing of the 
written claim within four months after a reasonable time for 
delivery had elapsed, and for this reason only the order refus: 
ing a new trial must be reversed. See, generally, 1 A. L. R. 
900; Ann. Cas. 1914A, 235; case notes.—Ibid. 


BILL OF LADING 


Bank Holding Draft with Bill of Lading Held Not to Have Rati- 

fied Carrier’s Authorized Delivery of Goods so as to Preclude 

Its Suit Therefor: 

(Supreme Court of Alabama.) The fact. that a bank had 
a draft indorsed and delivered to it, with bill of lading attached, 
presented for payment before or after the carrier’s unauthorized 
delivery of the shipment, or whether with or without notice 
of said delivery, did not operate as a ratification thereof so as 
to preclude the bank from maintaining action against the carrier 
for failure to deliver or in delivering without surrender of the 
bill of lading.—Central of Georgia Ry. Co. vs. Dothan Nat. Bank, 
91 Sou. Rep. 351. 

CARRIAGE OF LIVE STOCK 

Evidence Held Not to Show Claim for Damages by Exposing 

Sheep to Infection: 

(Supreme Court of Wyoming.) In an action against a car- 
rier for damages to sheep during shipment, evidence as to a 
conversation between the shipper and the carrier’s agent rela- 
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tive to dipping the sheep held not to show a claim for injuries 

to the sheep caused by previous exposure of them to infection, 

which made the dipping necessary.—Union Pac. R. Co. vs. Pa- 

cific Market Co., 206 P. Rep. 148. 

Whether Carrier Made Investigation Has No Bearing on Suffi- 
ciency of Notice of Claim: 

Whether the carrier made any investigation as to injury 
to a shipment has no bearing on the question of the sufficiency 
of the claim of injury made by the shipper.—Ibid. 

Supreme Court May Direct Entry of Judgment for Defendant 

Entitled at Trial to Directed Verdict: 

Under Comp. St. 1920, sec. 5897, the Supreme Court may 
properly remand a case after reversing a judgment for plaintiff, 
with directions to render a judgment for defendant, where de- 
fendant at the trial made a motion for a directed verdict in its 
favor, to which it was entitled at the time.—Ibid. 

Specific Allegation of Negligence Following a General Allega- 
tion Controls: 

(Kansas City Court of Appeals, Missouri.) In an action by 
shipper against a railroad company for injuries received by cattle 
in shipment, a specific allegation of negligence in switching and 
transporting following a general allegation of neglience con 
trols, and is considered as the specific statement of the neg- 
ligence generally alleged.—Carpenter vs. Hines, Director-General 
of Railroads, 239 S. W. Rep. 593. 


CARRIAGE OF LIVE STOCK 


Specific Acts Alleged Must Be Submitted: 

Where specific acts of negligence are alleged, plaintiff must 
not only prove his specific charge, but he must submit his case 
on that issue.—Ibid. 

Instruction Failing to Require Verdict for Plaintiff to Be Based 
on Specific Negligence Alleged Held Error, and Not Cured 
by Another Instruction: 

In action for damages to cattle in shipment, in which plain- 
tiff alleged specific negligence in roughly handling cars, an 
instruction directing a verdict, and failing to require the jury 
to find the specific acts of negligence alleged, was erroneous, 
and was not cured by a reference to the specific issue in a 
subsequent instruction on the measure of damages, in which 
the reference to the specific negligence was practically an 
assumption of it.—Ibid. 

Measure of Damages for Injury to Cattle in an Interstate Ship- 
ment Stated: 

The measure of damages to cattle injured in an interstate 
shipment, as to which U. S. Comp. St., sec. 8604a, makes the 
carrier liable for the “full and actual loss” sustained, is the 
difference in their market value in the condition in which they 
arrived at their destination and their value had they arrived 
in good condition.—Ibid. 

Evidence that Injured Cattle in an Interstate Shipment Did Not 
Gain as Did Unjured Cattle Held Admissible: 

In a suit against an interstate carrier made liable by U. S. 
Comp. St., sec. 8604a, for the “full and actual’ loss sustained 
in case of injury to cattle, and wherein the measure of damages 
is the difference between their market value in the condition in 
which they arrived at their destination and their value had 
they arrived in good condition, evidence that the injured cattle 
did not fatten or respond to feed as well as did uninjured cattle 
in the same shipment, so that, though treated the same, they 
lacked 200 pounds of making the gain they should have made, 
was admissible to support or justify the estimated depreciation 
in value.—lIbid. 

Evidence of Difference in Weight of Cattle Based on Opinion 
of Experts Held Competent: 


Testimony of expert cattlemen, if shown to be qualified ta 
judge weights of cattle before testifying, that in their opinion 
certain cattle weighed 200 pounds less than others, was com- 
petent.—Ibid. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn, 
Copyright by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 

Carrier Suing for Demurrage While Cars Were Held in Transit 

at Storage Yards Required to Plead and Prove Rule Au- 

thorizing Charge and Consignee’s Unpreparedness to Receive 

Freight at Destination: 

(Supreme Court of Pennsylvania.) Where a carrier under 
a rule of the Interstate Commerce Commission entitling it to 
demurrage on cars of coal held at a certain harbor at the ter- 
minus of its line “or intermediate storage yards for transship- 
ment,” sues for demurrage on cars consigned to such place, bul 
held in transit at storage yards 14 miles therefrom, it must 
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plead and prove such rule, and that consignee did not have 

facilities at the dock to receive the freight during the time for 

which demurrage was claimed, demurrage ordinarily not begin- 
ning to accrue until after freights reached destination.—Besse- 

mer & L. E. R. Co. vs. Ford Collieries Co., 116 A. Rep. 802. 

Undenied Allegations to Constitute Proof of Facts Alleged Must 
Be Offered in Evidence: 

Plaintiff having submitted case to court without a jury un- 
der act of April 22, 1874 (P. L., p. 109; Pa. St. 1920, sec. 17294- 
17298), did not prove fact pleaded by undenied allegations by 
offering the pleadings in evidence, but was required to offer 
the particular allegations in evidence.—lIbid. 

Storage Business Unauthorized: 

A railroad had no right to carry on a storage business, but 
could only store cars and merchandise as incidental to its duty 
to transport.—Ibid. 

Judgment Not Presumed to Be Correct Where It Is Apparent 
that During the Trial Much Was Assumed to Be True Which 
Was Not Proved: 

The Supreme Court will not- presume the judgment to be 
correct, though neither the evidence nor the opinion of the court 
below throw light upon the matters referred to in the appeal, 
where the whole course of the trial and argument leads the 
court to believe that much was assumed to be true which was 
not proved.—Ibid. 

Commission May Correct Reasonable but Discrimination Rates: 
(Supreme Court of Oklahoma.) In fixing a rate to be 

charged by a railway company, the corporation commission is 

not confined to the sole question of the reasonableness of the 
rate. It may be reasonable, yet if it discriminates in favor of 
one locality as against another it should be corrected.—Atchison, 

T. & S. F. Ry. Co. et al. vs. State et al., £06 P. Rep. 236. 

Commission May Change Discriminatory Rate Though Thereby 
Impairing General Rate Scheme: 

The corporation commission is not prevented from changing 
a rate which is manifestly discriminatory because such order 
impairs the general rate scheme. If a fixed rate is so discrimi- 
natory as to be abusive, the abuse should be corrected.—Ibid. 
When Interstate Freight Rates Are Materially Lower for the 

Same Length of Haul on Interstate Traffic, It Constitutes 

a Discrimination Which Should Be Removed by Readjusting 

Rate: 

When the interstate freight rates put into effect by the 
Interstate Commerce Commission are materially lower for the 
same length of haul on the same class of commodities than the 
intrastate rates made under the orders of the corporation com- 
mission, this constitutes such a discrimination that it is the 
duty of the corporation commission to remove it by readjusting 
the rates.—Ibid. 


Evidence Held to Support Corporation Commission’s Order 
Adjusting Freight Rates: 

On an examination of the record, held, that it fully sup- 
ports the order of the corporation commission.—Ibid. 

Statutory Provision for Adjustment of Freight Rates Quoted: 
The corporation commission is hereby vested with the 

power of a court of record to determine: First, the amount of 
refund due in all cases where any public service corporation, 
person, or firm, as defined by the Constitution, charges an 
amount for any service rendered by such public service corpo- 
ration, person, or firm, in excess of the lawful rate in force 
at the time such charge was made, or may thereafter be de- 
clared to be the legal rate which should have been applied to 
the service rendered; and, second, to whom the ovrcharge should 
be paid. Section 1, ec. 10, Laws 1913.—Ibid. 

After Fixing Rate, Commission May Compel Refund of Excess 
in Arbitrary Rate Charged Before Rate Established: 
Where no authorized rate has been established to be 

charged by a public service corporation for a specific service, 

and such public service corporation makes an arbitrary charge 

therefor, and thereafter the corporation commission fixes a 

rate to be charged for such service, and by such rate so fixed 

it appears the arbitrary rate charged and collected by said 
public service corporation is excessive, the corporation com- 
mission, by section 1, c. 10, supra, is vested with power to com- 
pel a refund of the excess rate so charged and collected.—Ibid. 

Corporation Commission Should Determine Amount of Shipper’s 
Refund: 

Where a shipper makes application to the corporation com- 
mission to fix a rate to be charged by a public service corpo- 
ration for a specific service, and in such application such ship- 
per sets out a state of facts that would entitle him to repara- 
tion under section 1, c. 10, supra, it is the duty of the cor- 
poration commission to take cognizance of such facts and de- 
termine what amount of refund, if any, such shipper is entitled 
to.—Ibid. 

Act Authorizing Commission to Find Amount of Excess Trans- 
portation Charges Held Not Violation of the Constitution: 
Section 23, art. 9, of the Constitution, is not an inhibition 

on the legislatutre denying it authority to pass section 1, c. 10, 

Session Laws of 1913, authorizing the corporation commission 

to find the amount of illegal, unwarranted, and discriminatory 
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charges made by transportation and transmission companies for 

the hauling of commodities and ordering a refund thereof, since 

section 35, art. 9, of the Constitution, gave the legislature power 
after the second Monday in January, 1909, to alter, amend, 

revise, or repeal sections from 18 to 34, inclusive, of article 9 

of the Constitution.—Ibid. 

Commission Empowered to Fix Rates and Regulate Services of 
Railroad in Movement. of Cars, Equipment and Employes 
of Circuses and Carnival Companies: 

(Supreme Court of Oklahoma.) Article 9 of the Constitu- 
tion of this state confers power upon the corporation commis- 
sion where railway companies enter into contracts with the 
owners of circuses, shows and carnival companies, to move 
their cars and equipment, including persons in their employ, 
from one point to another, wholly within this state, to fix the 
rates to be charged by said railway companies in order to pre- 
vent extortion and unfair discrimination, and to promulgate 
rules regulating such services.—Atchison, T. & S. F. Ry. Co. 
et al. vs. State, 206 P. Rep 252. 

Orders Fixing Rates for Movement of Cars, Equipment, and 
Employes of Circuses and Carnival Companies Held Rea- 
sonable Under Evidence: 

Record examined and held, that the orders of the corpora- 


tion commission complained of in the instant case are reason- 
able.—Ibid. 





* a 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
* * 





Statement by Owner Held Not Representation, by Expression of 
Opinion As to Rules Subject to Which Charter Was Made: 
(Circuit Court of Appeals, Second Circuit). Where the 

chartered owner of a vessel, in executing a charter, inserted 

clauses requiring the charterers to sign and abide by the Bri- 
tish bunker rules, its statement in a letter and circular, in 
response to a question concerning rules, that the principal point 
in connection with the carrying of oil cargoes was that they 
should not be consigned to order, but only to concerns who 
were not enemies of Great Britain, was not a representation, 
but a mere expression of opinion as to what it regarded as the 

principal point. (A. O. Anderson & Co., Inc., v. Texas Co., 279 

Fed. Rep. 76). 

Whether Paper is Contract or Agreement to Contract Depends 
on Whether Everything Agreed on Is Embodied: 

The test for determining whether a paper is a contract or 
only an agreement to make a contract is whether there is em- 
bodied in the paper everything which the parties have agreed 
to do, assuming that the other necessary elements of the con- 
tract exist.—Ibid. 

Not Preliminary Agreement, Rather Than Contract, Because 
Partly Executory: 

That a contract is executory in some of its requirements and 
details does not render it a preliminary agreement, rather than 
a complete contract.—Ibid. 


May be Partly Executed and Partly Executory: 
A contract may be partly executed and partly executory, or 
executory as to one party and executed as to the other.—Ibid. 


Proposed Charter, Requiring Approval by British Authorities 
and Signing of Bunker Rules by Charterers, Held a Com- 
plete Charter, and Broken by Failure to Sign: 

A proposed charter, on which was stamped provisions mak- 
ing it subject to approval by the British authorities, and not 
binding on owners until notice of such approval, and providing 
that the charterers must sign and abide by the British bunker 
rules before it would become effective, was a charter party, 
and not an agreement to make one, and bound the charterers 
to sign such rules, and was broken by their failure to do so. 
—Ibid. 

Tender to Charterers, Who Did Not Sign British Bunker Rules 
As Agreed, Held Not Necessary: 

Where a charter required the charterer to sign and abide 
by the British bunker rules, and the facts surrounding a delay 
while the owner was urging the charterer to sign, and the 
owner's effort to induce it to sign the rules, showed that the 
vessel would have been at the charterer’s disposal, if it had 
carried out its obligation to sign the rules, a useless tender 
was not required.—Ibid. 

In Action for Breach of Agreement for a Charter, Plaintiff Held 
Required to Prove Ability and Readiness to Perform: 
(Circuit Court of Appeals, Ninth Circuit.) Under a con- 

tract for the charter by defendant to plaintiff of a steamship, 

requiring plaintiff to give a satisfactory guaranty for the amount 
of the hire money, defendant presented to plaintiff for signature 
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a charter party containing a guaranty not in accord with the 
contract, for which reason plaintiff refused to sign it, and on 
the ‘next day defendant canceled the contract. Held, in an 
action for breach of the contract, that to entitle plaintiff to 
recover it was incumbent on him to prove that he was ready, 
able, and willing to perform the contract on his part, including 
the giving of guaranty provided for therein. (Herm v. American 
Hawaiian S. S. Co., 279 Fed. Rep. 72.) 


Tug Held Negligent in Attempting Voyage Under Weather 
Conditions Existing Without Even Inquiry as to Storm 
Signals: 

(Circuit Court of Appeals, Fourth Circuit.) A tug held 
negligent in attempting a voyage from Baltimore to Norfolk 
with three heavily laden seagoing barges early in the month of 
March, when the weather was cloudy and the barometer falling, 
and had been low for several days, without so much as an 
inquiry as to the existence of storm signals, which were up. 
(Maryland Transp. Co. v. Dempsey et al. 279 Fed. Rep. 94.) 
Tug Bound to Exercise Reasonable and Ordinary Care, Caution, 

and Maritime Skill: 

While a tug is not the insurer of its tow, and the duties of 
a common carrier are not imposed on it, it is charged with the 
exercise of reasonable and ordinary care, caution, and maritime 
skill in and about the service undertaken, and is liable for 
omissions in this respect.—Ibid. 


Duty of Tug to Stand by or Return at Earliest Moment When 

Tow Cast Off, Etc: 

Tugs owe a high degree of diligence to look after lives and 
property committed to their care, when from force of circum- 
stances the tow is set adrift, cast off, or temporarily abandoned, 
and the obligation to stand by should be strictly observed, so 
long as it is reasonably safe and proper to do so, and it is the 
duty of the tug to return at the earliest moment and vigorously 
attempt to care for those in danger and distress.—Ibid. 

Tug Held Negligent in Not Caring for Tows Which Had Been 

Cast Off During Storm: 

Where a tug, during a gale on Friday afternoon, cast off its 
tows near the mouth of the Severn river, and did not return 
until late Saturday evening, and then left, though one of the 
tows was flying distress signals, and on the following day re- 
turned to Baltimore, under orders from its home office, for the 
alleged reason that it did not have sufficient coal to make the 
trip, though it had ample coal to bring in the barges, and 
another tug was not sent to aid the tows until Monday morning, 
after one of the tows had sunk, the tug held guilty of inexcusable 
negligence.—Ibid. 

Tug ‘Owner to Have Participated ‘in Negligence, and Not 

Entitled to Limitation of Liability: 

Where the owner of a tug, through its vice president and 
executive officer, knew of a contract of towage from Baltimore 
to Norfolk, the capacity of the tug, and that the voyage was 
started under adverse weather conditions, and was advised by 
*phone that the tows had been cast off, and its vice president 
subsequently directed the tug to return to Baltimore, the owner 
was not entitled to a limitation of liability, under Rev. St. Sec. 
4283 (Comp. St. Sec. 8021), as it had full knowledge of, and 
participated in, the acts of negligence bringing about the loss. 
—Ibid. 

Schooner Held to Have Proceeded on Voyage With Reasonable 

Dispatch After Delivery of Goods: 

(Circuit Court of Appeals, Second Circuit.) A schooner to 
which the libelant delivered soda for shipment in January held 
to have sailed with reasonable dispatch, though it did not sail 
until March, and other steamers had been able to secure cargo 
and proceed on the same voyage during that period, where it is 
an auxiliary schooner, which was less desirable as a carrier than 
similar vessels, and it would have taken her from two or three 
weeks to load, if all her cargo had been loaded at one time, 
and sailing was also delayed by a strike. (Cavalliotis v. Seven- 
ty-Five Drums of Caustic Soda et al. Mehaffy v. Same. 279 F. 
Rep. 109). 





Personal Notes 


@-. 8 





V. P. Summerfield has been appointed assistant general 
freight agent for the Pennsylvania System, at Philadelphia. J. 
T. Carbine has been appointed coal freight agent for the same 
road at Philadelphia. F 

The official title of J. M. Mallory, of the Central of Georgia, 
has been changed from industrial agent to general industrial 
agent, and that of J. F. Jackson, from agricultural agent to gen- 
eral agricultural agent. Their headquarters will remain in 
Savannah, Ga., as at present. 

J. R. Chisman has been appointed general agent for the 
Nashville, Chattanooga & St. Louis, at Memphis, succeeding J. 
C. Ryan, who resigned. 
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The Norfolk & Western has announced the following ap- 
pointments: B. W. Herrman, assistant freight traffic manager, 
Roanoke, Va.; G. F. Butler, general freight agent, Roanoke; O. 
W. Cox, coal freight agent, Roanoke; S. F. Thacker, commercial 
agent, Bristol, Va.-Tenn.; W. A. Huse, assistant general freight 
agent, Roanoke; J. H. Wilson, assistant general freight agent, 
Roanoke; G. C. Van Zandt, assistant general freight agent, Colum- 
bus, Ohio; F. W. Jones, general agent, Cincinnati; F. H. Pitman, 
division freight agent, Roanoke. 

The International & Great Northern has announced the fol- 
lowing appointments: M. L. Morris, city passenger and ticket 
agent, at Austin, succeeding P. J. Lawless, general passenger 
agent, who retired; Ashley Poynor, district freight and passen- 
ger agent, St. Louis; J. P. Roquemore, superintendent of motive 
power, Palestine, Texas. 

The Texas & Pacific has announced the following appoint- 
ments: R. R. Hollinger, assistant general freight agent, Dallas, 
Tex.; G. C. Whitney, general eastern agent, New York; W. J. 
Mitchell, general agent, Pittsburgh; V. B. Gilman, general agent, 
Kansas City; J. F. Green, general agent, Fort Worth; J. D. Webb, 
foreign freight agent, New Orleans. 

Aldon J. Anderson has been appointed general freight and 
passenger agent for the Salt Lake & Utah, at Salt Lake City. 

The Lehigh Valley has announced the following appoint- 
ments: W. L. Donaldson, general freight traffic agent, New York; 
Ira F. Auch, assistant general freight agent, Buffalo, N. Y.; C. 
W. Murphy, general agent, Philadelphia; C. C. Dailey, general 
agent, Philadelphia. 

James W. Mee has been appointed general agent for the Los 
Angeles harbor district, Pacific Electric Railway Co., at San 
Pedro, Cal. 

Joseph W. Powell, who recently resigned the position of presi- 
dent of the U. S. Shipping Board Emergency Fleet Corporation, 
was elected a member of the board of governors of the Maritime 
Association of the Boston Chamber of Commerce. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Louisville is planning to hold 
its annual outing at West Baden Springs, Ind., June 24 and 25. 
Special trains will leave Louisville shortly after noon on the 
24th and will return at eight o’clock on the following day. The 
club held a barbecue at the Fair Grounds, June 10. 





The members of the Traffic Club of Baltimore were enter- 
tained by their fellow members, in amateur theatricals, June 6. 
B. F. Woelper, Jr., postmaster of Baltimore, addressed the meet- 
ing on “The Postal Service.” The club will hold its annual out- 
ing and dinner at Buedel’s Park, Middle River, June 24. 





A. D. Page, sales manager, Edison Lamp Works, General 
Electric Company, spoke at the meeting of the Traffic Club of 
Newark, at Stetter’s Hotel, June 5, on “What Will Effectively Re- 
store Business.” 





The Traffic Club of New York, through its public affairs 
committee, June 2, adopted the following resolution: 


Whereas, the recent action of the Interstate Commerce Commis- 
sion in reducing freight rates, meets the general demand for such re- 
ductions, and also in order to stabilize business conditions; be it 

Resolved, that the Traffic Club of New York hereby expresses its 
approval of the action of the Railroad Labor Board in its award 
reducing wages, and expresses the hope that said board will, at a 
very early date, follow with favorable action on other applications now 
pending. 





The third annual shippers’ and carriers’ convention and out- 
ing of the Traffic Club of Minneapolis will be held at Alexan- 
dria, Minn., June 13 to 18. Headquarters will be at the Hotel 
Maryland, on Lake Mary. About 150 railroad officials and com- 
mercial traffic representatives from outside of Minneapolis are 


expected to attend. A® program of sports and amusements is 
being arranged. 


ILLINOIS CENTRAL STOCK 


The Illinois Central has been authorized by the Commission 
to issue $10,929,600 of common stock, consisting of 109,296 
shares of the par value of $100, in conversion of a like amount 
of preferred stock. The Commission authorized the issuance 
of the preferred stock by order of May 23, 1922. This stock 
will contain a provision entitling the holder thereof to convert 
the same at his option into common stock after September 1, 
1922, on the basis of share for share of equal par value. 


T. A. & G. STOCK 
The Tennessee, Alabama & Georgia Railway Company, re- 
cently organized to take over the property of the Tennessee, 
Alabama & Georgia Railroad Company, operating between Chat- 
tanooga, Tenn., and Gadsden, Ga., has appplied to the Commis- 


sion for authority to issue $400,000 of common stock as fully | 


paid-up and non-assessable stock in payment of the property 
purchased and for the further privilege of issuing a like amount 
of preferred stock. 
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Traffic Lesson No. 12 


Local Tariffs—Twelfth Lesson in the Course Prepared for the Traffic World by Grover G. Huebner, 


Ph. D., Professor of Commerce and Transportation, University of Pennsylvania* 


Traffic passing between points on one railroad is known as 
local traffic, the rates applicable to such shipments are called lo- 
cal rates, and the tariffs in which such rates are published are 
local tariffs. As stated in the preceding lesson, local tariffs may 
contain class or commodity rates, or both, and they may quote 
proportional rates to be used for interline traffic in conjunction 
with other rates in order to find the combination rate to 
destination. 

Local rates may be stated in various ways. Sometimes, es- 
pecially when rate scales are prescribed by the Commission or 
the various state commissions, local tariffs are distance tariffs. 
Such forms of tariffs show the distance between each two sta- 
tions on the railroad and also contain tables of rates to be used 
in ascertaining the rates for the various distances. A usual 
method of arranging the rate table is to show the rates for five 
miles and each succeeding five-mile unit up to a certain distance 
—say 100 miles. From here on, the rates change for each ten- 
mile block up to a certain distance, from which higher multiples 
of five are used as units for quoting rates, and so on. This prac- 
tice bears out the principle that the longer the haul, the lower 
relatively the rate should be. 

A second way in which local rates may be published is by 
showing rates “from” named stations “to” named stations. The 
rates from all stations on a railroad to all stations on the same 
line may be shown in one tariff, particularly if the number of 
stations is not too large. If the railroad is a large one, several 
tariffs may be issued to cover local traffic or some other device, 
such as showing the rates from a single station or group of sta- 
tions to all other points on the line, may be used. 

The actual rates may be shown in several ways. ‘Thus, the 
stations from which rates apply may be arranged vertically at 
the left of the page in the order of their index numbers, and 
the points to which rates apply arranged horizontally at the top 
of the page in similar order. Alphabetical arrangement of sta- 
tions may also be resorted to. In the square formed by the in- 
tersection of the horizontal line drawn from the name of the 
station from which the rate is desired and the vertical line from 
ihe station at the top of the page to which the rate is wanted, 
there is placed a “rate reference” or “rate group” number. By 
looking up this number in a table of rates given at the back 
of the tariff, the rate for each class of traffic for the particular 
shipment involved may be obtained. Figure 1 shows part of a 
tariff of this kind containing the points from and to which rates 
apply and Figure 2 shows a section of the “table of rates” from 
which the actual rate desired may be secured. 

Suppose the fourth class rate from Fort Hill to Fern Gien 
were desired. By looking up the page on which this particular 
shipment is provided for, it will be seen that rate reference num- 
ber 1519 should be used to obtain the rate. Then, turning to the 
table of rates contained in the back of the tariff, rate reference 
or group number 1519 will indicate a fourth class rate of 35% 
cents per 100 pounds. 

Figure 1 
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Num- 
bers. Names. Apply Rates Indicated by Rate Group No. 
1175 White Marsh Junc- 
Le ae 1583 1583 1583 1519 1462 1403 1403 
1177 Plymouth Meeting, Pa. 1583 1583 1583 1519 1462 1403 1403 
1181 White Marsh, Pa...... 1583 1583 1583 1519 1580 1462 1462 
1183 Port HN, Pa. ...<cs0 1583 1583 1583 1519 1580 1462 1462 
1185 Hoopeston, Pa. .....0- 1583 1583 1583 1519 1580 1462 1462 
1187 DO ee See 1583 1583 1583 1519 1580 1462 1462 
1205 Langhorne, Pa. ...... 1583 1583 1583 1583 1583 1462 1519 
Figure 2 
TABLE OF RATES. 
Rate Rates in cents per 100 pounds. 
Group ——_——— Classes 
Number. 1 2 3 4 5 6 
BSD) alge ace esate gversiendtona?-onecarmueresdanrs “ienevorn 72 591% 46 35% 30 25 


Whenever the number of stations for which rates are to be 





_ _*This lesson was prepared by Roland L. Kramer, M. A., Instructor 
in Transportation and Commerce, University of Pennsylvania. 


published is too large, a tariff of this type becomes bulky and 
cumbersome. 


Rates “From” Stations “To” Stations 


; To overcome this disadvantage, the tariff may indicate sta- 
tions by number only and refer either to an index of stations 
contained in the tariff or to an additional publication in order to 
ascertain the numbers of the stations between which a shipment 
is to be made. One tariff of this type gives the rates to stations 
indicated by number and name and from stations indicated by 
number only. Suppose the second class rate from Millersburg, 
Pa., to Glenndale, Md., were desired. In the illustration shown in 
Figure 3, it would be necessary to look up both stations in the 
index to the tariff and note the index number of each. This 
would show Millersburg to be No. 8532 and Glenndale No. 7360. 
The second class rate indicated in the tariff for shipments from 
No. 8532 to No. 7360 is 66 cents per 100 pounds. 


Figure 3 
From Rates in cents per 100 pounds. 
Station —————_Classes 
Nos. Names. Numbers. 1 2 3 4 5 6 
7360 Glenndale, Ma.. - 8504 72 59% 46 35% 30 25 


8511 74- 63 49 35% 30 25 
8525 to 8532 76% 66 521% 38° 31% 25 
8546 fe 77% 66 52% 38 31% 25 
8566 to 8574 76% 66 524% 38 31% 25 
8592 to 8695 84 71 55 41% 36% 30 
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; _Another variation of this method of publishing rates is by 
indicating the stations from which rates are to apply by name 
and those to which rates apply by number only. The number of 
points for which rates are to be published is one of the deciding 
factors as to the form the tariff will take. 

_ Instead of indicating rates “from” stations “to” stations, a 
tariff may show rates “between” stations, in which case the rate 
is the same in both directions between any two stations on the 
railroad. Such a tariff contains an alphabetical list of stations 
between which rates apply, together with the index number of 
each station. In the body of the tariff, appear in the order of 
their index numbers, all the stations on the line and the rates 
between these points and all other points having a higher index 
number are indicated by means of a rate reference number. It 
is, thus, necessary, in order to find any particular rates, to look 
up the index numbers of the particular stations between which 
the shipment is to be made and then turn to the table with the 
lowest index number. The fellowing illustration will serve to 
show how such a tariff is to be used. 





Figure 4 
LIST OF STATIONS. 
Index Index 
Numbers. Stations. Numbers. Stations. 
95 Anselma 319 Byberry 
54 Auburn 675 Cedar Brook 
106 Barto 480 Clement 
401 Best 57 Connor 
137 Bowers 189 Delong 
Figure 5 
RATES BETWEEN INDEX NUMBER 189—DE LONG, PA., 
AND 
STATIONS TAKING INDEX NUMBER SHOWN BELOW. 
Rate Rate 
Index Reference Index Reference 
Numbers Numbers. Numbers. Numbers. 
oS |. re See Note A Oe WN MENG ions iu scare dawns 1757 
RO. Ns cae sverwrateicw'elaseelwalene 1068 eo | ese 1818 
DO NEE oir ew aiiaiseraawaees 1175 a are .o ee 1758 
SA ee ene 1725 ROE” FOR) SIR ac ia pos cS Scicdeshave aoa 1849 
Oe OPE wn.ceewwrwccincccosn 1792 Ee 1725 
BIS 10> 216 2. oso ssccccvcce 1695 ee en en ea gine 1695 
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Figure 6 
TABLE OF RATES. 
A "aan ie Sou ee 
t ates in cents per 1 
Numbers. 1 3 4 . 5 ” = R. 26 
BO) Sics ww soa oeenames 44 391%4 33 30 244%, 221%, 33% 30 
EOS ae a 44 35 27 20 18 15% 29% 21% 
BUA ‘scoinieieineiqneievateleisiarsieicrers 45 35 27 20 18 15% 29% 21% 
CS ee 45 35 27 20 18 15 29% 21% 
MEE acndoels nice Saleen 45 36% 29 214% 18 15% 31 23 
errr ae ae ee 45 35 27 20 18 154% 29% 21% 
eer Senne pny unmet 45 35 27 20 18 15 29% 21% 


; Suppose the third class rate from Best to Delong were de- 
sired. Inasmuch as rates apply between stations, it is necessary 
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only to look up the index number of each station without refer- 
ence to the direction of the shipment. This shows that Best is 
Index No. 401 and Delong is assigned Index No. 189 (Fig. 4). 
The latter being the lower number, the table for Index No. 189, 
Delong, must be consulted (see Fig. 5). The rate between sta- 
tion numbers 189 and 401 (Best), is indicated by rate reference 
number 1695. Turning to the table of rates (Fig. 6), the third 
class rate applicable to reference number 1695 is 27 cents per 
100 pounds. 

Note A on Figure 5, to which reference is made for ship- 
ments between station number 189 and all other stations taking 
lower numbers merely explains that the table for the station 
bearing the lower number must be consulted. Thus, if a ship- 
ment were to be made between Delong (Index No. 189) and Con- 
nor (Index No. 57) (see Fig. 4) the table for No. 57 would be 
used. 

Local Tariffs and Classifications 


In accordance with the requirements of the Commission, the 
classification or classification exceptions zoverning every tariff 
must be stated on the title-page of ihat tariff. One of the three 
great classifications, as contained in the Consolidated Classifica- 
tion, may govern the tariff; if the shipments for which rates are 
named in the tariff are all located in one state, a state classifica- 
tion may govern; frequently the tariff is subject to one of the 
many classification exception sheets which are issued by the 
railroads or it may be governed by a special classification for cer- 
tain designated commodities. Whenever the tariff is subject to 
a classification exception, it is necessary first to see if the goods 
to be shipped are classified there, because such exceptions take 
precedence over the regular classification. If not listed in the 
exception sheets, the latter governs the shipment. 

Sometimes a local tariff may dispense entirely with a classi- 
fication. In such cases, the rates may be the same on all kinds 
of freight traffic, or they may be divided into “merchandise” and 
“commodity” rates. For particular articles designated, the latter 
are applicable, while the “merchandise” rates apply to all other 
traffic. 

Commodity rates, when quoted, take the shipment out of the 
classification and make it subject to such commodity rates. 
Whenever such rates are provided, therefore, class rates do not 
apply, even though lower, unless an alternative use of class and 
commodity rates is authorized by the tariff. Frequently, one 
tariff combines both types of rates, the commodity rates, of 
course, applying only on the articles specified. 


Notes and Reference Marks 


In reading freight tariffs or classifications, too much care 
cannot be exercised in giving attention to all of the regulations 
contained in the notes and reference marks found in the publi- 
cations. Whenever a notation of any kind is made in connection 
with a rate, such notation should be looked up, as it frequently 
has an important bearing on the shipment. The failure to take 
cognizance of such references may lead to costly errors. 


Application of Local Rates 


Local rates are used for making shipments between points 
located on one railroad, but frequently local rates may be used 
in order to find the combination rate on joint or interline ship- 
ments. Although joint tariffs are usually published for such 
hauls, there are thousands of points for which joint rates are not 
provided. In such cases, a local rate or sometimes a proportional 
rate, as published in local tariffs, must be used to obtain the 
rate for that part of the shipment to which the local tariff ap- 
plies and for the balance of the charge to destination, joint rates, 
proportional rates, or additional local rates must be used. By 
adding together the various local rates available, the combination 
rate to destination is obtained. The ability to pick combination 
rates which give the lowest charge or the best service or both, 
is one of the ear-marks of a good traffic manager. In order to 
do t@is, it is necessary to be familiar with tariffs and routes. 


How to Find the Location of Stations 


In order to find the rate between any two points, it is neces- 
sary to know the railroads on which such points are located. 
Each railroad usually publishes a list of tariffs in which rates 
to, from or via points on its lines are quoted. 

When the railway location of any station is not known, there 
are two important publications which may be used to find such 
data. These are Bullinger’s Postal and Shipper’s Guide and the 
Official Guide of the Railways and Steam Navigation Lines of the 
United States. Each of these volumes contains an alphabetical 
list of all railroad stations in the United States, together with 
the name of the railroad or railroads by which each is served. 
The Official Guide is more particularly for use in connection with 
the passenger service, while Bullinger’s Guide is probably of 
greater value to the traffic manager. 

Another important shipping publication is the Official Rail- 
way Equipment Register. This volume contains a full descrip- 
tion of the car equipment of the leading railroads in the coun- 
try. It also contains a list of all junction points where physical 
connection between the various railroads is made and thus is 
frequently of use for the routing of freight. 
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PIPE LINE TRANSPORTATION 


The Trafic World Washington Bureau 


What is transportation by pipe line was discussed between 
Carl A. Mapes, solicitor for the commissioner of internal revenue, 
and representatives of the oil industry, at Mr. Mapes’ office 
June 7. The question was raised a few months ago when the 
internal revenue collectors in the oil regions of the country 
swooped down upon the owners of everything that looked like 
a pipe line and demanded the payment of the transportation tax 
imposed by the revenue law of 1917, together with penalties for 
failure to pay in the year when due. 

Knowing little about transportation the collectors demanded 
the now-repealed transportation tax on every barrel of oil put 
through a pipe even, in one case, through the pipes leading from 
loading rack tanks into tank cars. The-company asked to pay 
the tax on the oil that flowed through those pipes had to resort 
to transportation by railroad because, when a new field was 
opened, the production exceeded the capacity of its pipe lines 
to carry. It has been asked to pay the tax in addition to the 
tax it paid for having its oil transported by rail because the col- 
lector, to be on the safe side, held that the pipe laid on the 
ground from the loading rack tank to the nozzle through which 
the oil flowed into the tank car was transportation by pipe line. 

Wayne Johnson, the predecessor of Mr. Mapes in office, 
suggested the establishment of a rule of presumption as an aid 
to the internal revenue officers in the collection of the tax to 
the effect that if the oil passed through a pipe of six inches 
diameter or greater the presumption shall be that transportation 
within the meaning of the law took place; also that any trans- 
portation for hire, no matter what the diameter of the pipe, is 
transportation within the meaning of the law and subject to the 
tax. 

The commissioner of internal revenue ruled, before the col- 
lectors descended upon the oil companies and demanded the 
tax, that transportation through pipe lines incidental to refining 
should not be deemed taxable transportation. The collectors, 
therefore, assessed the tax against transportation through small 
gathering lines that carried the oil from the wells to the settling 
and flow tanks, from which the common carrier pipe lines take 
the oil. The oil men claimed that transportation was akin to 
the transportation that takes place when a farmer hauls his 
crops to the barn or to the railroad station and not transporta- 
tion within the meaning of the law. Dozens of suits to abate 
the taxes so assessed have been begun in the courts. 

The views of the protesting oil companies were prepared 
for presentation to Mr. Mapes by a committee composed of 
Wayne Johnson, the former solicitor; R. L. Welsh, secretary 
and general counsel for the American Petroleum Institute; M. 
W. Madison and Fayette B. Dow. They contended the law 
meant to tax only that transportation by pipe lines which was 
a substitute for transportation by a common carrier railroad, in 
getting the oil from the well to the consumer. 


FOUR MONTHS’ CLAIM NOTICE 


The Trafic World Washington Bureau 


Failure of the petitioner to give the notice required by ‘the 
express receipt resulted in the Supreme Court of the United 
States this week denying a petition for a writ of certiorari in 
No. 979, Gillette Safety Razor Co. vs. James C. Davis, Director- 
General of Railroads. 

The petitioner said the action was based on the failure of 
the defendant, as he was in control of the American Railway 
Express Company, to deliver safety razors and razor blades 
of a value of $14,323.01, which, however, were shipped at an 
agreed valuation of $5,860.56. The shipment was sent from 
Boston to New York and was never delivered to the consignee. 
The defendant defended solely on the ground that no notice in 
writing, as required by the terms of the bill of lading, was 
given to it within four months. The petitioner contended that 
non-delivery by a common carrier was negligence and, there- 
fore, the petitioner was not required to give notice. This con- 
tention was overruled by the Circuit Court of Appeals for the 
First Circuit, which is sustained by the denial of a writ. 

OKLAHOMA SERVICE LETTER LAW 

The constitutionality of the service letter law of Oklahoma, 
requiring public service corporations to give dismissed employes 
letters stating why they have been dismissed, was sustained by 
the Supreme Court of the United States this week in No. 19, Chi- 
cago, Rock Island & Pacific vs. David J. Perry. Perry was a 
switchman who sued the carrier for damages because of a mis- 
statement in his service letter. The state courts gave him judg- 
ment. The constitutionality of the service letter law was at- 


tacked by the carrier. ‘The Supreme Court sustained the lower 
courts. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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A TRANSPORTATION INSTITUTE 
Editor The Traffic World: 

I am attaching hereto a press release (published elsewhere) 
covering the imperative need for the organization of an insti- 
tute to be supported by the users and owners of transportation, 
but whose policy is to be directed by a thoroughly disinterested 
board. The object of this institute would be to study the funda- 
mental problems of transportation, the relationship of the dif- 
ferent transportation agencies, the relation of transportation to 
agriculture, industry, trade and commerce, to establish basic 
facts and principles of transportation, and to impart the knowl- 
edge of transportation by various means, to those engaged in 
transportation activities as well as to the general public. 

During the investigation of the transportation problem cov- 
ered by part 3 of the report of this commission, which will be 
available for distribution very shortly, a finding is made by the 
commission covering the need for such an organization. During 
my year of study of this problem, the lack of any central agency 
for the study of transportation and its relationships, and for 
educating not only those who must in the future be responsible 
for the performance of transportation, but also of the thousands 
of users of transportation, has been very forcibly impressed upon 
me. 

I have noted with a very great deal of interest the editorials 
appearing in The Traffic World on this subject. I heartily en- 
dorse the proposal. I can see no reason why a national transpor- 
tation institute should not be erected and made one of the fore- 
most organizations of its kind in the country. Such an institu- 
tion I think, preferably, should be maintained by private insti- 
tutions rather than under governmental authority, and its sup- 
port should come from the largest possible number of people, so 
that its conclusions could, under no circumstances, be subject 
to financial control by any industry or group of people. 

The importance of such an institute will become more and 
more apparent, as will the need of greater knowledge and better 
understanding of transportation by those responsible for it, as 
well as by its users. 

I desire to state that I am in entire accord with Mr. Conn’s 
expressions before The Traffic Club of Minneapolis, with respect 
to the need and organization of this institute. 

Sydney Anderson, Chairman, 
Joint Commission of Agricultural Inquiry, 
Washington, D. C., June 1, 1922. U. S. Congress. 





THE ST. LAWRENCE CANAL 
Editor The Traffic World: 

I have before me a copy of The Traffic World of May 6, in 
which you review my address before the Boston Chamber of 
Commerce on the Great Lakes-St. Lawrence tidewater proposi- 
tion. I thank you for the very fair and intelligent review of said 
article, which is only in line with what we all have come to ex- 
pect from The Traffic World, edited as it is by as able and fair 
aman as yourself. 

I am writing at this time to sét you right in your criticism 
of my statement that “the proponents of the plan must realize 
that the benefits of the waterway, if completed and used as 
projected, must of necessity work injury to the seaboard states 
and cities of our great nation.” This might be justly open to 
your criticism that it savored of sectionalism, but nothing was 
further from my mind when I delivered the address. 

I would like to call your attention to the fact as shown in a 
copy of the complete address. I opened my paper with the state 
ment that the result of the carrying through of the project would 
be either one of two things, a success or a failure, and that I felt 
confident, as a result of my study, that the latter would be the 
case. Then I tried to prove my case by showing the reasons why 
I considered it would be a failure. Realizing, however, that 
many people would not accept my views as to the impractibility 
of the project, I then went on to state as follows: 


... L am thoroughly convinced that the plan is not practical or feas- 
ible, either physically or economically, and that the spending of the 
millions of dollars necessary to entirely complete this project would 
© a waste and an endless burden on the people of this country, but, 
sranting, for the sake of argument, that this was not so, but that the 
Great Lakes-St. Lawrence waterway proposition would accomplish all 
that its proponents have conceived, namely, ‘‘The establishing of a 
direct water route from the lake cities to all parts of the world, mak- 
ing every lake port an ocean port,’’ what would be the effect upon 
the other states of this nation and especially those berdering the 
Atlantic ocean and the gulf? 





I am calling your attention to this fact simply to explain 
my point of view and to correct the impression that you may 
have obtained that I was arguing against my own proposition. 
I might say that my views in this matter are not hasty, and in 
no sense of the word selfish or narrow. I have been located on 
the water front of the city of Portland for forty years, as a 
wholesale and retail coal merchant, and, because of my personal 
inclinations and my business interests, have made a very careful 
study of port and harbor developments, waterways, both inland 
and ocean, and maritime matters in general. I have come into 
close contact with the captains of ocean steamships using this 
port (of which there were 368 leaving here in 1917), and know, 
their views as practical navigators; I am also personally ac- 
quainted with the managers and owners of the large steamship 
lines sailing from Portland, such as the Cunard, The White Star- 
Dominion, the Leyland, Thompson, and other lines, and am in 
close touch with their views as practical steamship men at all 
times. I have visited most of the large ports of this country and 
Europe and realize fully that a steamship company does busi- 
ness along the lines of least resistance and that the saving of 
time is the one matter of prime importance to them. If it were 
not for the fact that I have had, perhaps, a rather unusual op- 
portunity to become fully informed on the matter contemplated, I 
should not have the temerity to intrude my views upon the pub- 
lic. I am a business man and have nothing to gain or lose ex- 
cept as a citizen of the United States and am intensely interested 
that the public should know the whole story before entering 
into a project of such great importance as the proposed Great 
Lakes-St. Lawrence tidewater proposition. 

Again I thank you for the fairness with which you have 
treated my article and trust that the above will correct your 
former impression as to my attitude on the subject referred to. 

Henry F. Merrill, 
President, Directors of the Port of Portland. 
Portland, Me., June 2, 1922. - 


MISQUOTATION OF RATES 
Editor The Traffic World: 
I have read with interest the articles appearing in issues of 
May 13 and May 27 written by Mr. Byars and Mr. Schrivner, re- 
spectively, with reference to this subject. Why couldn’t Section 


6, Par. 11, of the interstate commerce act, be amended to read as 
follows?: 


If any common carrier subject to the provisions of this act, after 
written request made upon the agent of such carrier hereinafter in 
this section referred to, by any person or company for a written 
statement of the rate or charge applicable to a described shipment 
between stated places under the schedules or tariffs to which such 
earrier is a party, shall refuse or omit to give such written statement 
within a reasonable time, or shall misstate in writing the applicable 
rate, and if the person or company making such request suffers 
damage in consequence of such refusal or omission or in consequence 
of the misstatement of the rate, either through making the shipment 
over a line or route for which the proper rate is higher than the rate 
over another available line or route, or through entering into any sale 
or contract whereunder such person or company obligates himself or 
itself to make such shipment of freight at his or its cost, then the 
carrier shall be liable to the person or company for his or its loss upon 
proof. Providing, That the tariff naming the rate is not on file and 
open to public inspection at the city or town wherefrom the request 
originated. Provided further, That if the tariff naming the rate is on 
file and open to public inspection, then the carrier shall be liable to a 
penality of two hundred and fifty dollars, which shall accure to the 
U. S. and may be recovered in a civil action brought by the U. S. 


Such an amendment, in my opinion, would tend to produce 
efficiency in the rate departments of the carriers. 

I am a graduate of an extension university and never have 
had actual industrial experience as a traffic manager; therefor, 
I would appreciate hearing from those so engaged as to why 
such a provision would not be fair and reasonable to both carrier 
and shipper, without breaking down sections 2 and 8 of the act. 

Herman J. Miller, Supervisor, 


American Ry. Exp. Co. 
Boston, Mass., June 4, 1922. 


M. & ST. L. BONDS 


The Minneapolis & St. Louis Railroad Company has been 
authorized by the Commission to issue $89,000 of refunding and 
extension mortgage 5 per cent bonds which under the order 
may be pledged from time to time as collateral security for 
short term notes. 
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IRON ORE REDUCTIONS 


The Trafic World Washington Bureau 


The Commission, June 6, issued its sixth section permission 
No. 59051 authorizing eastern carriers to reduce their ex-lake 
and local ore rates 10 per cent on five days’ notice to the Com- 
mission and to the public. The request was for permission to 
publish them on one day’s notice. The carriers will try to have 
the tariffs reach the files in time for the rates to become op- 
erative June 15. They may not be able to do so, but the effec- 
tive date will not be much after that date. 

No explanation as to why five days’ notice was required 
was given by the Commission. Its practice, however, recently 
has been to require not less than five days’ notice, especially 
in cases in which there has been any opposition. Five days 
enables those who have objections to bring in additional facts, 
if any have come into their possession, and gives the Com- 
mission time to suspend the tariffs if it finds it has made any 
serious error. 

Special permission would have been required even if the 
carriers decided not to reduce the rates on iron ore before the 
operative date of the rates the carriers have said they would 
make in compliance with the views expressed by the Com- 
mission in the 1922 reduced rate case. The ex-lake rates, gen- 
erally speaking, are being held in force by reason of the order 
in I. and S. 1514, in which the Commission suspended the tariffs 
by which the railroads sought, at the beginning of the year, to 
continue in effect the ore rates put into operation by them in 
- October, 1921, when they removed the whole of the Ex Parte 74 
increase. A suspension order holds in place the rates which 
would have been displaced by the suspended schedules. 

This permission applies only to the rates established in 
compliance with Ex Parte 74. Rates in New Jersey and Penn- 
sylvania have been changed since August 26, 1920, by taking 
off, in some instances, more than 10 per cent, so the special 
permission will not apply to them. 

Application for sixth section permission to reduce their local 
rates on iron ore was made by eastern trunk lines June 5. They 
asked for permission to make the 10 per cent reduction on ore of 
that kind on one day’s notice for the reason that, if they were 
not reduced at the same time that ex-lake rates were reduced, 
there would be discrimination. 

At about the same time the lake front furnace interests, 
through E. E. Williamson, made a qualified protest against the 
lowering of ex-lake rates on less than the ten-day notice provided 
in the reduced rate case. He said his clients would not object 
if and when it was shown that an emergency existed. He sug- 
gested a conference for the following day but that request was 
not granted. The Commission then, as it had for several days, 
had under consideration the representations made to it by the 
official classification carriers, including the eastern trunk lines, 
for permission to make the cut on ex-lake ore on short notice. 


ORE TARIFF SUSPENSION CASE 


The Trafic World Washington Bureau 


Challenge of the Commission’s assumed power, when it 
suspends a reduced rate, to lay on the carrier the burden of 
showing that the proposed rate would not be unduly prejudicial 
or unjustly discriminatory, has been made by Alexander H. Elder, 
attorney for the Trunk Line carriers, in I. and S. No. 1514, in 
which are suspended the reduced rates proposed by his clients 
from mines in trunk line territory to blast furnace destinations 
in that territory. Elder in his brief contends there is no sanc- 
tion in the law for the position the Commission has taken. That 
is, he flatly denies that the law places any burden of proof on 
the carriers other than that of showing that rates increased since 
1910 are not unreasonable. 


The brief at some length traces the broad power the Com- 
mission has in connection with the suspension of tariffs and 
considers the nature of the power and the policy and procedure 
that may be followed in its exercise. In ordering cancellation of 
proposed reduced rates on sublimed lead from Central territory 
to Trunk Line points, after a finding that the proposed rates 
had not been justified, it is stated that the Commission, in reach- 
ing this result, stated a new rule of evidence to the effect that, 
when carriers propose rate reductions, the burden of proof rests 
on them to show that such reductions will not cause undue 
prejudice. 

“In the present case,” it is pointed out, “I. and S. 1514, ex- 
lake and Trunk Line ore rates, the Commission has suspended 
a large number of proposed reductions in local trunk line rates, 
although the protestants at Buffalo have no direct interest in 
such rates, while a large number of shippers scattered through- 
out Trunk Line territory as well as the Trunk Line carriers, 
prior to the suspension, filed with the Commission information 
tending to show (1) that the protestants had no legitimate in- 
terest in the Trunk Line rates in question, and (2) that the 
public interest required that said reduced rates be permitted to 
go into effect on April 1, 1920.” 


Vol. XXIX, No, 23 


In the sublimed lead case, it is stated, the Commission, by 
placing the burden of proof on carriers in reduced rate cases, 
lays down a rule of evidence which, it is believed, finds no sanc- 
tion in the law—on the contrary, departing from the fundamental 
theory on which the injunction power rests—that the» power 
should never be exercised unless the complainant first proves 
that he will be irreparably damaged. “This new rule seems to 
be based upon the view that all rate changes should be finally 
prohibited, unless the carrier proposing them proves affirmatively 
that they will not be unreasonable or prejudicial to anyone. The 
only burden of proof which the law places upon carriers de 
fendant before the Commission is that stated in the last sentence 
of paragraph 7 of Section 15, i. e., the burden of proof justifying 
rate increases made after January 1, 1910.” 

It is submitted, the brief adds, that no burden whatever 
rests on the carriers to justify proposed rate reductions. More- 
over, the brief points out, in the interest of brevity and fair 
play, the Commission should require protestants, in cases in- 
volving only the suspension of reduced rates, to present their 
evidences, first, so that the carriers will know precisely what 
attack on their proposed rates they are expected to meet. As 
a rule of evidence, the Commission should hold, Mr. Elder con- 
tends, that the burden of proof in suspension cases involving 
reduced rates rests on the protestants to show the proposed rates 
will be prejudicial or otherwise unlawful. 

This attack on the lawfulness of the rule observed by the 
Commission was part of the material put into the record by 
those interested in the suspension case. The Elder brief asked 
for the immediate vacation of the suspension order. Counsel 
for the mine operatives in Trunk Line territory filed a’ motion 
for immediate vacation of the suspension order. That motion 
was also made with the approval of blast furnace interests not 
using imported iron ore on the representation that the ores from 
mines in the eastern part of the country now and for a long 
time have been bearing a much greater transportation charge 
than the ex-lake ores in which the lake front furnaces which 


procured the suspension of the trunk line local ore rates are 
primarily interested. 


The trunk line brief takes the position that. the proposed 
reductions were put forward, not because any of them admit 
the rates are high per se or unjustly discriminatory, but were 
proposed solely for the purpose of correcting situations that 
have arisen because of cuts that heretofore had been made by 
other Trunk Line carriers. 


The brief also attacks the Commission’s press notice in con- 
nection with its suspension of reduced ex-lake rates. It says 
the notice seemed to give support to the theory of the Buffalo 
interests that the Commission should not permit the reduction 
of ore rates applying in one direction unless there was a contem- 
poraneous reduction of coal and coke rates applying in the op- 
posite direction. No legal basis for such a doctrine is found 
by the Trunk Line carriers, it is stated; but, it is added, if, in 
addition to the proposed reductions on ore, the rates applicable 
on coal and coke to Buffalo and to the eastern Pennsylvania 
furnaces were correspondingly reduced, the eastern Pennsyl- 
vania furnaces would be more benefited by such coal and coke 
reductions than would the Buffalo furnaces. It is declared that 
“the fact appears to be that the protest against Trunk Line ore 
rates was prompted by no iegitimate interest which the Buffalo 
furnaces have in such rates, but solely by a ‘dog in the manger’ 
attitude toward their competitors.” 


Briefs were also filed in behalf of the Youngstown Sheet & 
Tube Co.; Carnegie Steel Co.; American Steel & Wire Co.; Na- 
tional Tube Co.; Eastern Pig Iron Manufacturers; Midvale Steel 
& Ordnance Co.; Cambria Steel Co.; American Rolling Mill Co.; 
Hamilton Furnace Co.; Whitaker-Glessnes Co.; Witherbee, Sher- 
man & Co.; and Port Henry Iron Ore Co. 


Cc. & N. W. EQUIPMENT CERTIFICATES 

The Chicago & Northwestern Railway Company has applied 
to the Commission for authority to assume obligation or liability 
in respect of $5,250,000 of equipment trust certificates, bearing 
514 per cent interest, and to sell them at not less than 97% 
per cent of par, in connection with the proposed acquisition of 
rolling stock at a total cost of $7,025,637.50. The company says 
that its traffic requirements are such that the purchase and 
lease of additional equipment are necessary to enable it to ren- 
der reasonable service to the public and that its board of direc- 
tors has authorized, through the medium of the equipment trust, 
the purchase of the following equipment: 1,250 box cars, 500 
single-deck stock cars, 500 flat cars, 250 refrigerator cars, 250 
gondola cars, 300 Hart convertible cars, 20 freight locomotives, 
10 passenger locomotives, and 20 switch engines. 


M. & O. NOTES 


The Mobile & Ohio Railroad Co. has been authorized by the 
Commission to issue $366,000 of 6 per cent equipment notes in 
connection with the purchase of 10 Mikado locomotives from the 
American Locomotive Co., at a total cost of $366,724.10, of which 
$724.10 will be paid in cash. 
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Questions and Answers | 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist } 
on interstate commerce law, whois a member Of our legal department, } 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic | 
on ng m We do not desire to take the place of the traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Treffic Service Corporation. Colorado Building, Washington, D. C. ) 
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Incidental Damages 


Oklahoma.—Question: In the adjustment of claims filed 
with the carrier covering loss which is the result of delay and 
it is necessary to recondition from the car, the carrier persists 
in charging us proportionately with time required to recondition 
commodity. For instance, a car of apples or oranges or such 
commodity that has been delayed several days, say, five days, 
and is repacked from the car and requires three days to repack, 
carrier insists that we accept three-eighths of the delay and 
themselves five-eighths. We take the position that where com- 
modity is reconditionally sold that this charge will be fair, but 
where it is reconditioned as quickly as it can be reconditioned 
even if it requires seven or eight days, it should not be charged 
to the claimant, especially when it is shown where commodity 
reached there in good condition there would have been no loss 
sustained account of market being able to take commodity in 
good condition when it could not in decayed condition. Kindly 
give us your opinion. 

Answer: While it is not clearly established by any great 
number of cases (except as to live stock shipments, as to which 
shipments it is the duty of the consignee to care for the injured 
stock so as to render the injury as light as possible) that the 
shipper has the right to repair goods that have been damaged 
in transit and charge the carrier with the cost thereof, it seems 
to be fair and reasonable that a carrier should compensate a 
shipper for the expense of reconditioning or repairing goods 
which have been damaged through the negligence of the carrier, 
if the result of the shipper’s efforts is to restore the goods to 
their original value or to enhance the value of the goods to a 
figure in excess of their value in the damaged condition in 
which received, after deducting the cost of the reconditioning. 

If the delay which results in injury to the contents of the 
car is unreasonble, the carrier is, liable for all of the expense 
of reconditioning and may not legally demand that the shipper 
participate in the expense of reconditioning. If, however, the 
delay on the part of the carrier is not unreasonable and the 
reconditioning is necessary by reason of the inherent nature of 
the goods which results in their deterioration while in transit, 
the carrier is not liable for any part of the cost of recondition- 
ing, as a carrier is not an insurer of the arrival of goods in 
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‘sound condition which, owing to their inherent nature, are sub- 


ject to deterioration. 

Reconsigning Instruction—Proof of Receipt by Carrier 

Virginia—Question: Several months ago we shipped a car 
of coal to ourselves at Portsmouth, Va., on the A Railway, and 
mailed an order to the agent several days prior to arrival of 
the car to deliver to our customers there. The agent claims 
he did not receive the order and assessed a reconsigning charge 
of $3 on the car. We have made affidavit that this order was 
mailed in an envelope with return address on corner and claim 
that we have done all the law requires us in this matter and 
that we are entitled to refund. We would like to hear from 
you as to whether or not we are right in our contention. 

Answer: In N. A. Webster vs. N. O. & N. E.R. R., 45 1. C. 
C. 566, the Commission held that in the absence of proof that 
defendants received instructions to reconsign a shipment they 
cannot be held responsible for failure to deliver the shipment 
prior to receipt of disposition orders. Whether or not the affi- 
davit which you made is sufficient proof of the mailing of the 
reconsigning order, is a matter for determination by the Inter- 
state Commerce Commission, when taking into consideration 
all of the circumstances surrounding the making of the ship- 
ment. 

Classification Rules—Follow Lot Shipments 


Vermont.—Question: We ship a commodity in carloads in 
55-gallon steel drums weighing about 700 pounds each gross 
when full. Quite frequently we have more than a minimum 
Carload (36,000 pounds) and it is necessary to forward the excess 
Mm another car. We contend that under rule 24 of the classifica- 
tion we are entitled to carload rating on the overflow, but car- 
rier claims that under rule 24 we must load the first car to 
the marked capacity. However, we claim that this is not prac- 
ticable on account of the extreme heavy weight of each drum, 
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as much of this commodity is loaded at small outlying stations 
where the facilities for handling are very poor, many times 
having to load from teams on a siding, and that it is impossible 
to pile the drums in tiers, and for that reason we simply fill 
the car floors one high. We doubt very much if three men 
could handle one of these drums, as it would be extremely 
dificult for them to get a secure hold on same to pile them 
in tiers. Another point is that if piled in tiers it would be 
necessary to brace the top tier with timbers so that the load 
would not shift and that, with the rough handling which the 
carriers give the cars, there would be frequent claims for loss 
and damage, and we maintain that in many localities it would 
not be possible to secure the proper material to brace the load. 

Any information you can give us in regard to this matter 
will be appreciated, as we expect that the carrier will soon render 
underchrge hills covering several cars govered by this point. 

Answer: Rule 24 of Consolidated Classification No. 2 pro- 
vides that when carload freight, the minimum of which is 30,000 
pounds or more, is received in excess of the quantity that can 
be loaded in or on one car, two cars may be used, and that the 
first car must be loaded “as heavily as loading conditions will 
permit” to the marked capacity of car, “if practicable.” There- 
fore, it is a question of fact and judgment in each case as to 
whether the loading conditions will permit and whether it is 
practicable to load the first car to capacity. Before there is any 
duty on the shipper under this rule to load a car to marked 
capacity as a condition precedent to receiving the benefit of 
the “follow lot” rule, it must appear that loading conditions will 
permit of such loading and further that it must be practicable 
to load the car to capacity. The paramount requisites of this 
rule are “loading conditions” and “practicability” and not “load- 
ing capacity.” 

We are of the view that the conditions cited by you are 
sufficient to establish the fact that it is not practicable to load 
the first car to capacity; further, that your loading conditions 
will not permit of such loading. The rule must be read and 
applied according to the rule of reason and common sense. 

In Swastika Fuel Company vs. A. T. & S. F. Ry., 49 I. C. C. 
589, covering shipments of coke in stock cars, the Commission 
in dealing with a tariff provision making minimum weight on 
coke “marked capacity of car” and discussing shipments under 
controversy said: * * * and, while there was a small vacant 
space below the tops, the stock cars were loaded to capacity.” 


Liability of Carrier for Theft of Goods by Party Unloading Goods 
for Account cf Consignee 

New York.—Question: Payment of a claim for loss has been 
declined by railroad carrier on the ground that they are not 
responsible, inasmuch as loss was due to theft on the part of 
the driver engaged by consignee to haul the goods from the 
railroad station. Carrier admits that the theft occurred while 
the goods were being unloaded from the car, that their yard- 
man was aware of the theft. This information, however, was 
not known to the consignee until after claim for loss had been 
filed with the carrier. Inasmuch as the yardman was aware of 
the theft, we contend that it was the duty of the carrier to 
take steps to protect our merchandise, either by arresting the 


man, or to inform consignee of the facts, and not to wait until 
after claim had been filed. 


It is our understanding that carrier is liable for goods in 
their possession during the period of free time until the goods 
have been removed from the car, even though the goods have 
been accepted and partly unloaded by the consignee. We should 
like to know if, under this provision, the carrier is not respon- 
sible for the loss which occurred through manner as mentioned 
above. 


Answer: If, as we understand, delivery was made on a 
team track, the carrier is liable, under the decision of the Su- 
preme Court in the Mark Owens case, 41 Sup. Court, Rep. 554, 
for the loss of the goods at any time during free time, even 
though the car has been accepted and unloading commenced. 

Whether or not the carrier is liable to the consignee for 
the loss depends upon whether the driver of the dray stole the 
goods from the carrier or whether they were stolen after they 
had come into the possession, actual or constructive, of the con- 
signee through its agent, the driver, and this in turn depends 
upon the circumstances surrounding the theft of the goods. If 
a portion of the gods which were being unloaded by the driver 
were appropriated to his own use and were later found in his 
possession, or otherwise accounted for, and there was no witness 
to the transaction it would be difficult, if not impossible, to 
prove that they had not come into the constructive possession 
of the consignee before being appropriated by the driver, in 
which event the carrier would not be liable to the consignee, 
in the absence of proof that the goods had come into the pos- 
session of the consignee. If, on the other hand, there was a 
witness to the theft of the goods by the driver, as in the instant 
case, whether or not they were appropriated by the driver to 
his own use before coming into the constructive possession of 
the consignee must necessarily be determined by the actions 
of the driver, that is, actions which were such as to lead to the 
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conclusion that at the time of the removal of a package from 
the car he was appropriating the package to his own use. As, 
for instance,.if, upon removing a package from the car, instead 
of placing it in the dray he hid it in a convenient place for 
subsequent removal for his own use, this would be evidence 
of the fact that the package had not come into the constructive 
possession of the consignee and that the appropriation of the 
goods was made from the possession of the carrier and not the 
consignee, thereby making the carrier liable in damages to the 
consignee for the loss of the package. 


Cars Placed on Orders for Loading, Not Used in Transportation 
Service, Not Subject to Average Agreement 

Virginia.—Question: While your answer to our inquiry pub- 
lished in your issue of the 13th inst. is clear to us in so far as 
it goes, we would respectfully again call your attention to the 
third paragraph of our letter. 

You will note these cars were ordered for loading move- 
ment via road “B.” However, we were unable to load in con- 
nection with road “B,” but could have loaded the cars for move- 
ment via road “C,” but were restrained from doing so by road 
“A” (switching line). Now, our contention is that, inasmuch 
as road “A” would not allow us to load these cars to road “C” 
and removed them from our plant, that the demurrage charge 
is a matter for road “A,” and not ourselves. 

In other words, our contention is that there is no rule or 
law that would forbid our loading cars for movement via road 
“C” even if, by such loading, the cars would not travel to or 
via home road and, if our contention is correct, manifestly road 
“A” is responsible. If there are any provisions that would 
make it obligatory to load cars via the home roads, will you 
be kind enough to cite same to us? 

Answer: Section B, rule 6, of the Uniform Demurrage 
Rules, provides that empty cars placed on orders not used in 
transportation service will be charged for full time with no al- 
lowance for free time. Obviously, if a car has no free time 
allowance, it can earn no credits, and as “debits” within the 
meaning of the average agreement rule cannot accrue until full 
free time has expired, it is not possible for this kind of car to 
accrue a “debit.” For the purpose of applying the average 
agreement rule there is a definite’ distinction between a “debit” 
and a “charge,” the former contemplating something which can 
be offset by a “credit,” the latter a thing which cannot be so 
offset. Manifestly, a car which can draw no free time can draw 
no “debits” under this distinction. Since this kind of car can 
accrue neither “credits” or “debits,” within the meaning of the 
rule, and can accrue only a “charge” because of no free time 
allowance, that car is an outlaw so far as average agreement 
is concerned. 

When a car is ordered, usually the shipper must specify 
where it is to be sent and the carrier has the right to fit its 
equipment to such order. If the shipper then wishes to apply 
that car after placement on the first order, to a different ship- 
ment altogether, which may cause a total misfit of car with 
order and which the carrier has the right to prevent, the shipper 
must re-order the car in order to acquire the right to load to 
the different destination or via a different route if the carrier 
elects to require this of him. If the carrier permits him to use 
the car placed on the original order the carrier is assuming 
the inconvenience or any loss occasioned by so doing. We do 
not understand the carrier is obliged to do this, however. When 
the shipper announced his intention of loading differently from 
that contemplated in the original order, the carrier had the 
right to consider the original order ended and the cars available 
for other business, and this is the equivalent of “returning them 
without their being used in transportation service.” The carrier 
is not obliged to permit misappropriation of equipment in order 
to enable the shipper to save demurrage charges. 


Damages—Measure of 


Illinois.—Question: We read with great interest your reply 
to “Florida” in The Traffic World of April 22, bearing on meas- 
ure of damages under Supreme Court ruling in the McCaull- 
Dinsmore case. There seems to be a joker in the Supreme 
Court ruling when it speaks of market value and there is no 
doubt that many shippers are entirely at sea as to the real in- 
tent of the ruling. 

Taking the decision as it stands, would it not be lawful for 
wholesale mail order houses, in the case of loss, to claim as a 
measure of damage the catalogue price on the material lost as 
shown in the catalogue which was in effect at the time shipment 
should have been delivered? 

It is noted that no distinction is made as to the wholesale 
or retail market, and this brings up another point. Would it 
not be lawful for a retailer, a customer of a wholesale mail order 
house, in the case of loss, to claim as a measure of damage 
original invoice price plus his usual profit that he would have 
made had the material been delivered? 

Answer: The general rule, supported by decisions of the 
courts of a majority of the states, is that the value at destina- 
tion at time of arrival of the goods, in case of injury, or in case 
of loss, at the time the goods should have arrived in the usual 
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course of transportation, is the basis for the determination of 
the amount of damages for which a carrier is liable. This value, 
in the event of there being one, is the established market value. 
In the absence of an estaklished market value some other factor 
must be used to determine this destination value. 

So far as the wholesale price is concerned, the catalogue 
price, if it represents in a measure the actual invoice price, and 
not a price from which certain deductions are to be made, may 
properly represent the fair and reasonable value or, as the courts 
term it, the actual or intrinsic value of the goods at destination, 
which is the basis of recovery in the absence of an established 
market value. 

With respect to the retailer, while it is true that the re. 
placement value, that is, the invoice price, plus freight charges, 
will not, in all cases, fully compensate him for the loss of or 
injury to goods shipped to him, it does represent his out-of- 
pocket loss and when taking into consideration the expense and 
risk of marketing the goods it does represent compensation to 
him to a more or less extent. 

While a retailer may present claims based upon the retail 
selling price of the commodity lost or damaged by the carrier, 
it is doubtful whether in many instances he will succeed in 
securing a settlement on that basis. In case of suit, evidence 
of the retail price would no doubt be received for the purpose 
of determining the actual or intrinsic value of the goods at 
destination, but, so far as we can determine, the courts have 
not held that the retail selling price is the measure of recovery. 


Reparation—Limitation for Filing Complaint with Commission 


Virginia.—Question: Referring to two-year statute limit as 
regards reparation complaints before the Commission, has ruling 
been made recently whereby cause of action should be computed 
from date of collection of charges or from date of delivery of 
shipment? From a standpoint of fairness, should not time be 
computed from date of payment of the charges instead of de- 
livery of the shipment? I ask this because in many instances 
undercharge bills are rendered by carriers which are in accord- 
ance with the published rates, but which are wholly unjust and 
unreasonable, but no redress is to be had, due to the fact that 
the shipments were delivered, say, two and a half years before 
the undercharge bills were presented; hence, if we are to be 
governed by former decisions of the Commission, nothing is left 
for the party standing the charges but to lose them. 

For instance, certain commodity rates were withdrawn in 
error, number of shipments moved and the commodity rates, 
even canceled, applied by carriers, and later they discovered 
error in applying the canceled rates, and rendered undercharge 
bills based on class rates which were much higher than the 
commodity rates. Many of the shipments are barred before the 
Commission account of having been delivered over two years 
ago. Carriers know the commodity rates were wrongfully and 
erroneously withdrawn, but are helpless in that they’ claim they 
have not the right to make an appeal to the Commission for 
authority to waive charges based on the class rates, owing to 
the regular two-year limit. 

Answer: In the Louisville Cement Company case, 246 U.S 
638, the Supreme Court held that the time for filing a claim 
with the Interstate Commerce Commission should run from the 
date of the payment of the unreasonable freight charges and not 
from the date of the delivery of the shipment, overruling the 
Commission’s order in the Blinn Lumber Case, 18 I. C. C. 430. 
Congress, however, in its last amendment of the interstate com- 
merce act, has by statute in paragraph three of section 16 
thereof, provided that the two-year period shall date from the 
delivery of the shipment. 


Reparation—Subsequently Established Rate 


Pennsylvania.—Question: Will the establishment of 4 
through rate, to take the place of a rate formerly based on a 
combination of locals be sufficient authority to demand a refund 
of freight on the shipments prior to the effective date of the 
through rate? If so, what is the procedure? Would it be neces- 
sary to demand a reparation order from the Commission, on each 
shipment? 

Answer: The Commission has held in numerous cases that 
the voluntary reduction of a rate does not, in itself, furnish 4 
sufficient reason for awarding reparation. If, however, it can 
be proved, by proper evidence, that the rate assessed on the 
shipment was unreasonable to the extent that it exceeded the 
through rate subsequently esablished, the Commission will award 
reparation for the difference between the rate charged and the 
rate subsequently established. 

No part of the legally established rate, however, can be 
refunded by a carrier without an order from the Commission. 
Reconsignment—Under Instructions to Protect Through Rate 

Texas.—Question: During November of 1921, we shipped 
a car of lumber from point “A,” La., to ourselves at point es 
Tex., and upon arrival of car we gave notice to “X” carrier to 
reconsign to point “C,” Tex., said point being served by carriers 
“X” and “Y” and qualified our notice, “protecting a through 
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rate of 291% cents,” which rate is applicable through reconsign- 
jng point “B.” 

Carrier ‘“X” delivered to carrier “Y” at reconsigning point, 
resulting in applying combination of locals, whereas our con- 
tention is that carrier “X” should have hauled shipment to 
destination “C” for “Y” delivery, but their contention is that 
shipment was misrouted by us and refused to settle our claim. 
We might mention in closing “that the tariff covering diversion 
and reconsigning of shipments specifies that the through rate 
to be applied under these rwes is the rate from point of origin 
via diversion, reconsigning or reforwarding point to final des- 
tination in effect on date of shipment from point of origin.” 

Answer: Your statement of facts does not include informa- 
tion as to what routing instruction (if any) you gave line “X” 
covering the movement from “B” to “‘C.” If you gave instruc- 
tions to forward via a route over which the 291%4-cent rate could 
not be protected, under the principle stated in Conference Rul- 
ing 474-(c) (governing conflicting provisions in shipping instruc- 
tions), the agent of “X” should have refused to move the ship- 
ment without having either the routing instructions or the rate 
removed or changed in your reconsigning order. Failing to do 
this, it is liable for misroute. Of course, if you specified no 
routing beyond “B,” it was the duty of line “X” to transport 
to “C” at the 291%4-cent through rate, under Conference Ruling 
914-(c), governing a carrier’s duty in the absence of routing 
instructions, and as modified by its right and duty to forward 
via the route over which the designated rate is available. 


Rates Dependent on Released Valuation—Shipment Accepted 
by Carrier Without Declaration of Value 

New Jersey.—Question: Under date of May 28, 1921, a car 
of household goods was shipped from a point in Pennsylvania 
to this city, care of our company, by a foreigner who was en- 
tering our employ. In accepting the shipment, the agent said 
nothing whatever about the value of the goods being mentioned 
in the bill of lading. Naturally, the shippers themselves were 
not aware of any ruling that had been made regarding the 
valuation appearing on the billing. The railroad company billed 
same aS a carload shipment at first class and, on our presenting 
a claim for overcharge in rate, they declined same and besides 
sent through a due bill bringing the rate up to 114 times first 
class, claiming that the material traveled under the highest 
released valuation. 


It is our contention that it is as much the duty of the agent 
as of the shipper to see that valuation is placed on the bill of 
lading, because of his presupposed knowledge of traffic regu- 
lations. While “Note One” under item 19, page 224, of Con- 
solidated Classification, does not specifically state that it is the 
agent’s duty, to call attention to this feature, neither does it 
place the burden upon the shipper, and we, therefore, do not 
see how the railroad company can arbitrarily place the highest 
assessed value. In our opinion, the failure of the shipper to 
say anything about the value could be considered on the same 
basis as a refusal on his part to declare a value, under which 
conditions the agent is compelled to refuse the shipment. 

Please advise whether, in your opinion, we could be com- 
pelled to pay freight upon the basis of 1% times first class. 

Answer: The ratings provided on household goods in item 
19, page 224, Consolidated Classification No. 2, are conditioned 
upon the value as declared by the shipper and not as declared 
by the carrier. There is no authority by which, if the shipper 
fails to declare the value (by which action he determines the 
rate applicabl@) the carrier may declare it for him. In Southern 
Cotton Oil Co. vs. Southern Railway, 19 I. C. C. 79, there were 
different rates dependent on released valuation. The shipper 
did not know this and car went forward without the declaration 
as to value and the carrier, as in your case, assessed the higher 
rate. The Commission held: “It is the duty of the initial car- 
rier to advise the shipper of the lower rates applying in case 
of release of valuation * * * and to obtain his signature in 
accordance with the tariffs.” In F. S. Harmon & Co. vs. N. P. 
Ry., 33 I. C. C. 370, the classification provided first class rate 
on rugs when value not exceeding $50 each and so receipted for, 
and a rating of four times first class where value of rugs was 
not disclosed. No rug in the shipment was worth as much as 
$50, and, through oversight, shipper failed to declare the value. 
He was charged the higher rate. The Commission held: ‘“When- 
ever a shipment is tendered a carrier upon which its tariffs 
Provide for the application of alternative rates dependent upon 
the value thereof, the duty rests upon the agent of the carrier 
to call the attention of the shipper to the different rates and 
secure his signature to a proper bill of lading.” Freight charges 
were settled on basis of the reasonable value of the goods. 
Shipper Bound by Routing Instructions Inserted in Bill of Lading 

or Live Stock Contract by Carrier’s Agent, if He Signs and 

Accepts Same 

Rhode Island.—Question: Will you kindly analyze the fol- 
lowing and give me a ruling regarding same? 

A shipment of live stock was made from “A,” Pa., on Octo- 
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ber 3, 1917, from “X” Farms to myself at “B,” R. I., and was 
routed via Albany, B. & A. to Worcester, P. & W. Ry., and I 
paid freight charges amounting to $39.10, which was covered 
by through rate. However, later I am billed a balance due of 
$20.47, which assessment was made on November 15, 1918, to 
cover a combination of local rates to “B,’ R. I. The D. & H. 
company insists that I pay the undercharge, but, as I hold a 
letter in which the shipper states that the agent at “A” made 
no mention to him of the routing, I contend that I should not 
have to pay the*combination of local rates, but the through rate 
should apply. 

I am inclosing a copy of the letter from the shipper, and 
you will note that the routing, namely, Albany, B. & A. to 
Worchester, P. & W. Ry. is misrouted by the agent, as there is 
no such railroad existing at the present time as the P. & W. Ry. 
This railroad turned over all material, along with tariffs, to the 
N. Y., N. H. & H. R. R. Co. in the year 1888. The carrier con- 
tends that, as the shipper signed this bill of lading, he is liable 
for the combination of local rates. It is my understanding that 
the shipper signs for live stock contract and conditions thereon: 
and not for routing. Allow me to quote the following D. C. 1911: 


Freight charges are not governed by the bill of lading or way- 
bill, but are governed by regular published tariff rate and are in 
ordinary cases to be computed upon the actual weight of shipment. 
Irrespective of any contract between the parties, the delivering car- 
rier is authorized to accept no more than correct charges.—Brown 
vs. Philadelphia, B. & W. R. R. Co., App. D. C. 221 


I have been informed that there is a ruling which would 
have bearing on this particular case to the effect that, when 
a shipment is routed to carry a combination of local rates, there 
shall be a notation to that effect on the bill of lading signed by 
the shipper showing his acceptance of such combination. 

Answer: If the routing was written in the shipping con- 
tract by either the shipper or the D. & H. agent, and signed 
for by the shipper, the carrier is obliged, under the law, to 
charge the rate applicable via the designated route. The pre- 
sumption is that the shipper will read the contract before sign- 
ing and if it does not conform to his wishes as to routing he 
may refuse to sign and direct otherwise. He presumably has 
agreed to that which he signs. In Unreported Opinion No. 2224, 
American Column & Lumber Co. vs. C. & O. Ry., the carrier’s 
agent inserted a route in a bill of lading which took a higher 
rate than that applicable over a different available route. The 
Interstate Commerce Commission held that the acceptance and 
signing of the bill by the shipper was tantamount to specific 
routing instructions given by the shipper, and that the carrier 
had not misrouted the shipment. 

In the absence of routing instructions in the bill of lading 
it is the carrier’s duty, under I. C. C. Conference Ruling 214-c, 
to forward the shipment via the cheapest available reasonable 
route. When, from all of the above facts, it is determined via 
which route the shipper is entitled to have the rate applied, the 
carrier must apply the joint through rate via such route, if there 
is a joint through rate available. In the absence of a joint 
through rate via the proper route the lowest combination of 
locals must apply. (Rule 55, Tariff Circular 18-A.) It should 
be definitely determined from the carrier’s tariff, however, 
whether the rate applicable via that route was a joint or com- 
bination rate. There is a chance of error either way. 


Reduced Rates 1922. Application of Reduction Plan to Rates 
Which Have Been Reduced Since August 26, 1920 


Pennsylvania.—Question: I am in receipt of copy of The 
Traffic World for May 27, printing on page 1137 the decision 
of the Commission in the reduced rate case, and would ask that 
you kindly advise just what interpretation can be placed on 


the statement contained in the third paragraph of your article, 
reading: 


The general 10 per cent cut will apply in case where reductions 
have been made since August 26, 1920, for the purpose of equalizing 
rates with those carried on some other commodities. 


This reduction amounts to more than the one authorized 
in the Commission’s order, and we are uncertain, after reading 
the decision, as printed by you, whether we are entitled to a 10 
per cent cut in these rates, as at present carried, or just what 
this statement is intended to cover. 

Answer: What is meant by the statement referred to by 
you is this: In numerous instances the carriers have since 
August 26, 1920, readjusted the increased rates so as to reflect 
the pre-existing relationship one point with another, or in ac- 
cordance with a well-recognized and long-established plan. For 
example, the well-known basis for class rates between St. Louis, 
Mo., and New York is 117 per cent of the Chicago-New York 
rates. This percentage was disturbed by the increase of June 
25, 1918, under General Order 28, and again on August 26, 1920. 
Carriers have since August 26, 1920, readjusted these rates so 
as to restore the 117 per cent basis at St. Louis. If, in restoring 
this basis a reduction was made, it will not interfere with the 
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Use the Frisco Thru F riscoland! 





HE thoroughness with which the Frisco Lines cover 
Friscoland—that vast territory consisting of the rapidly- 
developing parts of eight great states—makes it the logical 
route to use wthzn Friscoland. 


















Frisco Lines terminals at Saint Louis, Kansas City, 
Memphis, Birmingham, Dallas and Fort Worth make it 
the convenient route to use through Friscoland to or from 
points in the north, south, east or west. 





CV Through trains are made up of all-steel cars. They are 
electric lighted, fan cooled, and otherwise equipped with 
a modern travel comforts. Automatic block signals protect 
the movement of these trains over a roadbed laid with heavy 
N. steel and maintained to a high standard of efficiency. A 


safe, comfortable journey is assured over the Frisco Lines. 





Fred Harvey 
Serves the Meals on the Frisco 





J. N. Cornatzar 
Passenger Traffic Manager 
Saint Louis 
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St. Louis-New York rates being again reduced so as to comply 
with the percentage plan prescribed in the late decision. 
Where the current rate is the successor of a rate which 
was increased on August 26, 1920, and subsequently reduced, 
and it is lower today than it would be if we take the August 
25, 1920, rate and apply the prescribed percentage of the new 
decision thereto, no further reduction in such current rate is 
contemplated by the Commission’s decision, for the reductions 
run only to rates which today are in excess of what they 


would be on August 25, 1920, with the new percentages added. 
Duty of Carrier to Establish Reasonable Rates 

New York.—Question: We are receiving shipments of a 
certain commodity taking a commodity rate which is delivered 
over a route of 250 miles. These shipments can come into our 
plant with a combination of three railroads over a route of 125 
miles. There is no rate in effect over the short route and we 
beg to inquire if there is any ruling by the Interstate Commerce 
Commission which would make it obligatory upon the railroad 
to put a rate in over the short route. 

Answer: In view of the fact that interstate carriers cannot 
lawfully transport shipments in interstate commerce without 
publishing and filing with the Commission their rate schedules, 
we believe you will find that the three carriers whose lines 
form the shorter route to your plant have rates which could 
be applied to any traffic which might have been forwarded over 
such route. If they have no joint through rate, they no doubt 
have a combination of locals which would form the basis for 
through freight charges. Under the interstate commerce act 
you have the right to direct the routing of your shipments and 
if these lines have track connections with each other constitut- 
ing a through workable route, there is nothing to prevent your 
using such route, unless the available rates are prohibitory. 

If we are to infer from your inquiry that the question is not 
one of total absence of available rates, but rather of rates which 
are prohibitory, then it is a matter for handling first with the 
carriers for the establishment of a reasonable rate, and, in the 
event of their failure so to do, then with the Interstate Com- 
merce Commission. The Interstate Commerce Commission will 
hear your complaint and, if from the evidence presented, it 
finds the rates unreasonable, it will direct the carriers to estab- 
lish reasonable rates. What is a reasonable rate is a question 
of fact which can be determined only in a proper proceeding 
before the Commission. It matters not where the rate be a 
combination of intermediates, or a joint through rate, or whether 
such rate is a class or a commodity rate, it must be reasonable 
for the service performed and must not be unjustly discrimi- 
natory nor unduly prejudicial to its users. 


Demurrage—Charge Assessable on Double Load 
ilinois.—Question: Kindly advise if you know of any rul- 
ing or decision on demurrage on shipments of double loads, re- 
quiring two flat cars to carry same. This shipment consisted 
of a crane over fifty feet in length and, as it was impossible 
to load same on a single car, demurrage accrued on shipment 
and carriers assessed demurrage on two cars. 

Our contention is that inasmuch as shipment was tendered 
on one bill of lading in accordance with rule 29 of Consolidated 
Classification, demurrage should only be assessed for one car. 

Answer: While we cannot locate an opinion of the Commis- 
sion covering the question, it is our view that demurrage may 
be assessed on both cars. This for the reason that the demur- 
rage rules and charges relate to “cars” and not consignments. 
See the Commission’s opinion in Woolson Spice Co. vs. Penna. 
Coa., 87 I. C. C. 683. 

Demurrage—Private Car on Track Leased by Owner of Car 

Louisiana.—Question: We have rented a portion of our yard, 
including a portion of our private railroad switch track, to one 
of our customers, for the purpose of unloading and _ storing 
pipe. This customer is the owner of a flat car, and the informa- 
tion we require is.as to whether the railroads are within their 
rights in assessing demurrage on said car while on our private 
track, which is rented to the owner of the car. 

If you can cite any previous decision covering this, same 
will be greatly appreciated. 

Answer: We have been unable to locate an opinion of the 
Commission which determines whether or no demurrage should 
be assessed on a car such as that referred to by you. 

There is no provision in the National Car Demurrage Rules 
which specifically exempts such a car from demurrage, but it 
is our opinion that such a car should not be subject to demur- 
rage any more than if it were your car standing on your track, 
for to all intents and purposes the track leased from you by 
the owner of the car is for the period of the lease the track 
of the owner of the car. 

Delivery—Duty of Carrier to Make Delivery if Possible 

Oklahoma.—Question: We have a claim with the carriers 
that remains unpaid and we would like for you to give us a de- 
cision of any court or the Commission or your opinion for a 
shipment tendered the carriers under the following conditions: 
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A shipment was made by “A” to consignee “B.” The correct 
name appeared on the bill of lading, but an error of one initial 
on the goods. After it had arrived at destination, consignee 
called on the carriers for delivery several times, but carrier 
would not deliver the shipment to him. Although he produced 
no particular evidence to show the shipment was his, he was 
fairly well known in the community and had received other 
shipments from the carrier’s agent, but they refused to deliver 
the shipment because of the slight difference between the mark- 
ing on the bill of lading and on the goods. The carrier claims 
to have notified both the consignee and the consignor, but the 
consignor never received the notice and no disposition was 
furnished. Claim was placed for the shipment, the value of 
which was practically $14, and disposition was asked by the 
carriers, but has never been furnished. 

The shipment was prepaid, but storage charges. have ac- 
crued in the amount of over $7 and, the shipment being semi- 
perishable, it would be of no value, after having been stored 
around the freight house for several months. 

It would seem that inasmuch as the carriers undertook de- 


‘livery of the shipment which they signed for on bill of lading 


and that shipment had not been delivered, that the carriers are 
undertaking to avoid payment of a claim, stating that they 
checked over another shipment which was not delivered, al- 
though consignee named on the bill of lading called for the 
shipment and it was refused him, and we shall stand firm on 
our bill of lading, having no interest in any other shipment 
which the carriers may have alleged to have in their possession, 
inasmuch as the receipt issued was correct, and it is our opinion 
that the carriers should pay for the shipment. 

Answer: As there are well-known methods by which a car- 
rier’s agent can determine whether a package belongs to the 
party holding a bill of lading which agrees in general, with the 
marks on the package, even though a slight difference exists 
between the two, and, as it is the duty of the carrier to make 
delivery, if possible, it is our opinion that, unless the carrier 
can prove that it took the necessary steps to make delivery, 
recovery may be had of the value of the shipment. 


Suit for Loss or Damage—Time Within Which to File 


New York.—Question: Reference is made to interstate 
commerce act, as amended February 28, 1920, specifically to that 
portion related to the statute of limitations pertaining to two 
years and one day for the filing of suit for recovery on loss 
and damage claims. The act states: ‘Two years and one day 
runs from the time the claim was formally declined in writing.” 
We would appreciate your interpretation, with citation of cases, 
as to the exact meaning of the act as amended; for instance, 
bill of lading made February 3, 1920, shipment delivered March 
5, 1920, thereafter, the shipment being the subject of clains 
would such an instance be governed by the act? Or, is the 
general interpretation of the act to cover only bills of lading 
made subsequent to February 28, 1920? 

Answer: In the case of Leigh Ellis & Co. vs. Davis, Agent, 
274 Fed. 443, affirmed in 276 Fed. 400, and now before the Su- 
preme Court of the: United States on writ of error, it was held 
that a claim was barred upon which suit was not filed within 
the period of time specified in the bill of lading, regardless of 
the order of the Commission in the Decker case, 55 I. C. C. 453, 
holding that the bill of lading provision as it then read was 
unreasonable, unjustly discriminatory, and unduly prejudicial, 
the court holding that the bill of lading provision under which 
the shipment moved governed the rights of the parties. 

The decision of the Supreme Court in the case now before it 
should determine your rights in the instant case, as the prin- 
ciple is the same in substance. 


Delay—Carrier Liable Unless Shipper Is Advised as to Probable 
Delay 


Oklahoma.—Question: To what extent is initial line respon- 
sible for loss occurring because of delivering line embargo? 
As explanation, we shipped a car of volatile gasoline during 
1920 and received a clear bill of lading covering. However, an 
embargo existed, unbeknown to us, on delivering line, when ship- 
ment was made; in fact, this embargo was effective two weeks 
prior to billing date. As a result the car was delayed twenty 
days, being held this length of time because of the embargo, 
but we were not notified or given an opportunity to dispose of 
the shipment elsewhere. Consequently there was considerable 
loss because of evaporation. Are we not entitled to compensa- 
tion for this loss from carriers? 

Answer: Where goods are tendered to a carrier for trans- 
portation, it is bound to advise. the shipper as to any cause 
likely to delay transportation, which cause is within its knowl- 
edge, or within its fair and reasonable means of knowledge, and 
not within the knowledge of the shipper, and, if it fails in its 
duty in this respect, a delay in the transportation of the goods 
will not be excused, and that, too, irrespective of the nature 
of the cause. The acceptance of goods for shipment without 
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notifying the shipper of the fact that they cannot be promptly 
delivered is tantamount to an assurance that they will be de- 
livered within a reasonable time, except for the intervening 
causes of subsequent occurrence. This duty is in no way de- 
pendent on special agreement, but is a part of the duty imposed 
by law on carriers; and the reason why the law has imposed 
it on the carrier is to give the shipper an opportunity to exer- 
cise his own discretion as to the propriety of making the ship- 
ment—to choose between ‘the different courses open to him. 
(See Chesapeake, etc., R. Co. vs. O’Gara, 139 S. W. 803.) 


Through Interstate Rates vs. Interstate Rate to Original Des- 
tination and Intrastate Rate Beyond 


Ohio.—Question: Referring to your replies on “Wisconsin,” 
page 926, Weekly Traffic World of November 13, 1920, and 
“Tllinois,” page 821, Weekly Traffic World of October 30, 1920, 
regarding “Through Rate vs. Lowest Combination.” 

Certain shippers and consumers are insisting that shipments 
can be billed to an intermediate point, and rebilled therefrom, 
at the local rate, regardless of the fact that a through rate is 
in effect from original point of origin to final destination at the 
time shipment moved. 

Will you kindly advise whether or not there have been any 
recent court decisions or rulings by the Interstate Commerce 
Commission that have the effect of reversing their decision in 
Kanotex Refining Company vs. A. T. & S. F. Railway, 34 I. C. C. 
271? 

Answer: We do not know of any decision in which the 
Commission has departed from the principle emphasized by it 
in the Kanotex Refining Company case. Neither do we find 
where either the courts or the Commission have laid down a 
rule that the shipping to one destination on an interstate rate 
and reshipping on a state rate is of itself an unlawful transaction. 
No definite rule governing such transactions is possible of state- 
ment because each case stands on its own merits, and the con- 
ditions and circumstances under which the reshipment is made 
must all be considered in determining whether the interstate 
commerce law is violated. No better rule seems to have been 
formulated for getting at the situation than that stated by the 
United States Supreme Court in holding that the intention of 
the shipper is controlling, that is, whether he had in mind a 
shipment to the final destination .at the time he delivered the 
shipment to the carrier at point of origin. The fact that under 
certain conditions (see C. M. & St. P. vs. Iowa, 233 U. S. 334, 
and the G. C. & S. F. case, 204 U. S. 403, mentioned on page 
926, Traffic World, November 13, 1920), it is not unlawful to 
ship on an interstate rate to the first destination and then to 
reship on a state rate, does not lay down any hard and fast 
rule that all such billing is lawful. By the same sign the fact 
that, in the Kanotex case the rebilling was unlawful (in ‘that it 
contemplated defeating the through interstate charge), does not 
necessarily imply that billing to a certain destination and re- 
billing on a state rate, where other conditions control (such as 
change of ownership at the reforwarding point), is unlawful. 

The best test of which we are aware from a study of these 
decisions is to ask oneself “Is my purpose, in rebilling, to de- 
feat the interstate rate?” If it is, your attempt to carry out 
that purpose is unlawful and you cannot lawfully receive the 
benefit of the lower combination. If that is not your purpose 
and if the rebilling is caused by other conditions, then, gen- 
erally speaking, the shipper is not to be deprived of the bene- 


fits which happen to result in his favor because it was necessary 
to rebill. 


Notice of Claim 


IHlinois—Question: A shipment was billed via express un- 
der date of June 10, 1920, consignee failed to advise of shortage 
until December 22, 1920, which was within six months after a 
reasonable time for delivery. The express company declines 
payment account claim not filed within four months’ period. 
The shipment moved from Illinois to Michigan, and the carrier 
had full knowledge of shortage. 


Answer: Prior to September 10, 1921, the uniform express 
receipt provided that a claim for shortage must be made within 
four months after delivery of the shipment. On the above date 
an additional two months was added to the period of time 
within which a claim might be presented. The courts have, 
in the past, uniformly held that stipulation carried in bills of 
lading and express receipts covering the time within which a 
claim must be presented are valid and binding and bar a re- 
covery when not complied with. There is, however, a tendency 
at present, on the part of the courts to depart from this holding 
as to loss and damage resulting from certain causes, under 
the proviso carried in section 20 of the act to the effect that 
where the loss, damage or injury is due to delay or damage 
while being loaded or unloaded, or damaged in transit, by care- 
lessness or negligence, a claim is not a condition precedent to the 
bringing of a suit. See Conover vs. R. Co., 212 Ill. App. 29; 
Gillette Safety Razor Co. vs. Davis, 278 Fed. 864; Mann vs. 
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Transportation Co., 96 S. E. 731. These decisions are not, how- 
ever, numerous enough nor comprehensive enough, to make it 
possible to say just what claims come within the proviso. Fur- 
thermore, one or two of the cases seem to hold that in the 
event a claim is not filed and the proviso is pleaded, that neg- 
ligence on the part of the carrier must be proved. 


IRON AND STEEL TO TEXAS 


The Trafic World Washington Bureau 


Iron and stel producers and consumers in Pitsburgh and the 
Mahoning and Shenango valleys, other than those of the United 
States Steel Corporation group, have protested against the rates 
on iron and steel articles to points in Texas shown in Supplement 
12 to Leland’s I. C. C. 1501, issued to become effective June 15, 
and asked for the suspension of seven items therein on the 
ground that the differentials from Pittsburgh territory and other 
defined territories are not reduced, by that supplement, by the 
same percentage as the base rate from St. Louis or the through 
rates from Chicago and Birmingham. It is claimed by the 
protestants that the supplement, if allowed to become operative 
will unduly favor shippers at St. Louis, Chicago and Birmingham 
and points taking the same rates or rates made in relation 
thereto. 

H. D. Rhodehouse, traffic manager for the Youngstown Cham- 
ber of Commerce, who drew the protest for the Pittsburgh and 
Valleys interests, contended that the through rate from the ‘dis- 
tricts of origin to Texas should be on the basis of one-fourth of 
the rate applying from Pittsburgh and the valleys, and three- 
fourths from St. Louis to the final destinations. He claimed the 
rates proposed in the supplement would not be on the basis they 
have been on since Ex Parte 74 in that the differentials from the 
designated territories of origin would not bear the same per- 
centage relation to the through rates as the present differentials 
or the differentials in effect prior to August 26, 1920, bore to the 
through rates from Pittsburgh, Youngstown and Chicago. 


Another claim made by him was that the rates on the items 
in question were formulated on suggestions from the shippers 
in the St. Louis, Chicago and Birmingham territories. He pointed 
to the Southwestern Lines Freight Committee docket No. 3316 
for confirmation of his allegation as to the source of the rates 
against which he was making the protest. Rhodehouse protested 
the proposal then and he desired to again go on record in the 
same way. 


The items to which the protest attached were 3724A, 3904A, 
3880A, 3922A, 3958A, 3886A and 3928A. To illustrate his point, 
Mr. Rhodehouse took bars, angles, etc., as an example. Rates on 
them are carried in item 3880A. Prior to Ex Parte 74, he said, 
the rate was made up of a differential of 25 cents, plus a rate of 
75 cents from St. Louis, making a through rate of $1.00, with the 
percentage of 25 per cent east of St. Louis and 75 per cent west. 
The through rate since Ex Parte 74 has been $1.33%, divided 
3314 cents east of and 100 cents west of St. Louis, or still on a 
percentage relationship of 25 and 75. 


Under the proposed rates, Rhodehouse said the factor east of 
St. Louis would be 32 cents and west 84% cents, a total of 
$1.16%%, giving a percentage relationship of 27.4 and 72.6 per cent. 

His suggestion was that the rate should be divided 28 cents 
east of St. Louis and 84% cents west thereof, or a through rate 
of $1.12144. We said that if the through rate could not be brought 
down to $1.12%, the $1.16% rate should be divided 29 cents east 
and 87% cents west of St. Louis. Such rates, he pointed out, 
would preserve the old percentage relationship of 25 per cent 
east and 75 per cent west of St. Louis. 


LEHIGH DISTRICT CEMENT RATES 


The Trafic World Washington Bureau 
The Commission has refused to suspend tariffs of the rail- 
roads serving the Lehigh district, establishing a transshipment 
rate of 11 cents on cement to Jersey Shore destinations, and 
rates to Manhattan Island and other points in the Metropolitan 
District of 14 cents, with lighterage allowances to those who 
do their own transferring. Protest was made by the Atlas Port- 
land Cement Company on the ground that such allowances as 
were offered would be paid to carriers not subject to the inter- 
state commerce act and were, therefore, not lawful. 


GULF PORTS TERMINAL EXTENSION 


On further hearing, the Commission has dismissed the ap- 
plication of the Gulf Ports Terminal Railway Company for au- 
thority to extend its line in Baldwin and Mobile counties, Ala- 
bama, holding that the application did not come within the 
provisions of paragraph (18) of section 1 of the interstate com- 
merce act. The further hearing developed that the extension 
was begun several years ago and the Commission therefore 
held that its permission was not required. In the original de- 
cision the Commission held that the record did not contain an 


assurance of a reasonably successful enterprise, and the appli- 
cation was denied. 
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SOUTHEASTERN CLASS RATE INQUIRY 


(Special correspondence from Atlanta, Ga.) 


Commissioner Eastman announced June 2, in the southeast- 
ern class rate inqury, that shippers will be heard in Atlanta 
September 14 to 23; in Asheville, beginning October 2; in New 
Orleans, beginning October 23; in Chicago, November 6; and 
in New York, November 20. 

A press wire from Raleigh says their corporation commis- 
sioner, A. J. Maxwell, of North Carolina, a member of the com- 
mittee of five southeastern state railroad commissioners who 
have been sitting with Commissioner Eastman in the southeast- 
ern class rate inquiry, has written to Mr. Eastman resigning his 
seat at the hearing and charging “that the Carolina rates pro- 
posed by the carriers are the most brutal ever submitted.” He 
says he is retiring because he is “unequal to the task of main- 
taining a pretense of judicial poise.” 

Mr. Maxwell left Atlanta soon after Brooks G. Brown, Wed- 
nesday of last week, announced the proposals to which he ob- 
jects. 

All five of the committee are at their respective homes this 
week watching elections. 

Brooks G. Brown, continuing his testimony, discussed the 
rates to the Carolina territory from Memphis, from Evansville 
and Cairo, from Nashville, from St. Louis, from New Orleans 
and Vicksburg, and from Mobile, in turn, using in many cases 
parallel comparisons, but taking up each set of rates in detail. 

He announced present and proposed first class rates from 
Memphis to representative Carolina cities as follows: 


From Memphis to Plymouth, Edenton, Elizabeth City, Greenville, 
Farmville, and Kinston, N. C.: present rate, 200; proposed rate, 210. 
To Goldsboro, Wilson, and Henderson, 1 OE, oe present, 196; proposed, 
205. To Winston-Salem and Greensboro, N. C.: present, 188; proposed, 
200. To Durham, N. C.: present, 194; proposed, 200. To Raleigh and 
Fayetteville, N. C.: present, 194; proposed, 205. To Statesville, N. 
C.: present, 188; proposed, 195. To Salisbury: present, 188; pro- 
posed, 200. To Charlotte, N. C.: present, 188; proposed, 195. To 
Monroe, N. C.: present, 188; proposed, 200. To Asheville, N. C.: 
present, 178; proposed, 175. To Chester and York, S. C.: present, 
177; proposed, 195. To Spartanburg and Greenville, Ss. C.: present, 
177; proposed, 185. To Columbia, S. C.: present, 177; proposed, 197. 
To Denmark, S. C.: present, 165%; proposed, 197. To Bamberg and 
Branchville, S. C.: present, 165%; proposed, 198. To Sumter, 8. C.: 
present, 180; proposed, 197. To Florence, 8S. C.: present, 180; pro- 
posed, 202. 


He announced present and proposed first class rates from 
Cairo and Evansville to representative Carolina territory cities 
as follows: 


From Cairo and Evansville to Plymouth, Edenton, Elizabeth City, 
Greenville, Farmville, and Kinston, N. C.: present rate, 149%; pro- 
posed rate, 210. To Goldsboro, Wilson and ‘Henderson, N. C.: present, 
149%; proposed, 205. To Winston-Salem, Greensboro and Durham, 
N. C.: present, 149%; proposed, 200. ‘To Raleigh, N. C.: present, 
149%; proposed, 205. To Fayetteville, N. C.: present, 155; proposed, 
205. To Statesville, N. C.: present, 155; proposed, 195. To Salisbury, 
N. C.: present, 155; proposed, 200. To Charlotte, N. C.: present, 
180; proposed, 195. To Monroe, N. C.: present, 155; proposed, 200. 
To Asheville, N. C.: present, 162%; proposed, 175. To Chester and 
York, S. C.: present, 180; proposed, 195. To Spartanburg and Green- 
ville, S. C.: present, 180; proposed, 190. To Columbia, 8S. C.:  pres- 
ent, 180; proposed, 202. To Denmark, Bamberg and Branchville, S. C.: 
present, 172; proposed, 202. To Sumter and Florence, S. C.: present 
183; proposed, 202. 


Mr. Brown then compared the rates to the Carolina cities 
from Memphis and from Cairo and Evansville to the rates, 
present and proposed, from Indianapolis and Chicago to Mis- 
sissippi Valley points, over routes of the same or greater mile- 
age, in an effort to show that, although the rates proposed show 
increases, they are not unfair or unreasonable. He made also 
a number of other comparisons of rates to bear out his con- 
tention. 

The witness then took up the present and proposed first 
class rates from St. Louis into Carolina territory. He announced 
the proposed first class differential, St. Louis over Evansville, 
of 30 cents, and proceeded to give a comparison of the rates, 
present and proposed. 

The present and proposed first class rates from St. Louis 
to representative Carolina cities were announced as follows: 


From St. Louis to Plymouth, Edenton and Elizabeth City, N. C.: 
present, 184; proposed, 235. To Greenville, Farmville, -Kinston, Golds- 
boro, Wilson, Henderson: present, 192; proposed, 235. To Winston- 
Salem, Greensboro and Durham, N, C.: present, 192; proposed, 230. 
To Raleigh, N. C.: present, 192; proposed, 235. To Fayetteville: pres- 
ent, 204; proposed, 235. To Statesville: present, 204; proposed, 225. 
To Salisbury: present, 204; proposed, 230. To Charlotte: present, 
231; proposed, 225. To Monroe, N. C.: present, 204; proposed, 230. 
To Asheville, N. C.: present, 212; proposed, 205. 


Mr. Brown supported the above rate schedule with another 
exhaustive series of comparisons. His next topic embraced rates 
from Nashville into Carolina territory, and was dealt with in 
practically the same way. 

“In the proposed rates from Nashville to North Carolina 
territory,’ said Mr. Brown, “we are observing the same group- 
ing of destination territory in North Carolina, and the same 
differential from each of the specified groups, North Carolina 
under Norfolk and Richmond, as has been proposed in the re- 
vised rates from Memphis. Rightly speaking, this means that 
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to the extreme eastern portions of North Carolina, of which 
Washington, Greenville, Kinston and Newbern are representa- 
tive, the proposed rates from Nashville will be the same as the 
proposed rates to the Virginia cities. 


“To the next zone, of which Raleigh, Henderson, Wilson, 
Goldboro and Fayetteville are representative, rates from Nash- 
ville are on a basis of 5 cents less than the rates to Norfolk 
and Richmond; to Durham, Greensboro and Winston-Salem, they 
are 10 cents less; to Charlotte and Statesville, 15 cents less; 
to Asheville and Marion it is proposed to make the rates from 
Nashville the same differential under the Charlotte group as 
was observed from the Ohio River crossings and from Memphis. 

“In South Carolina, the proposed rates from Nashville to 
York, Rock Hill and Chester, all immediately south of Charlotte 
and adjacent to the North Carolina-South Carolina line, are the 
same as those to Charlotte. 


“To Spartanburg, Greenville and Anderson and to Sumter, 
Camden, Columbia, Denmark and Orangeburg, the proposed 


rates from Nashville are on a basis aa 10 cents less than from 
Louisville on first class. 


“To points in South Carolina, on the Augusta-Charleston 
line, as well as to points in South Carolina south of this line, 
the rates from Nashville are the same as to Charleston, S. C. 

“To points in eastern South Carolina, of which Florence, 
Darlington, Bennettsville and Dillon are representative, the 
proposed rates from Nashville are the same as to points in 
North Carolina immediately across the state line, i. e., 5 cents 
less than to Norfolk and Richmond, on first class.” 


The present and proposed rates from Nashville to repre- 


sentative Carolina points were announced as follows by the 
witness: 


From Nashville to Plymouth, Edenton, Elizabeth City, Greenville, 
Farmville, Kinston: present rate, 14544; proposed rate, 188. To Golds- 
boro, Wilson and Henderson: present, 145%; proposed, 183. To Win- 
ston-Salem, Greensboro and Durham: present, 145%: proposed, 178. 
To Raleigh: present, 14544; proposed, 183. To Fayetteville: present, 
147; proposed, 183. To Statesville: present, 147; proposed, 173. To 
Salisbury: present, 147; proposed, 178. To Charlotte: present, 163; 
proposed, 173. To Monroe: present, 147; proposed, 178. To Ashe- 
ville: present, 145%; proposed, 153. To Chester, S. C.: present, 147; 
proposed, 173. To York, S. C.: present, 172; proposed, 173. To Spar- 
tanburg and Greenville, S. C.: present, 163; proposed, 165. To Colum- 
bia, S. C.: present, 158; proposed, 177. To Denmark, S. C.: present, 
150; proposed 177. To ‘Bamberg, S. C.: present, 152; proposed, 178. 
To Branchville, S. C.: present, 153; proposed, 178. To Sumter and 
Florence, S. C.: present, 163; proposed, 183. 


Mr. Brown then went into the subject of rates from Gulf 
ports into Carolina territory. He brought out that in dockets 
10500 and 10515 the Commission, in prescribing the differential 
relation between Norfolk and Richmond on one hand and North 
Carolina points on the other, to and from southern territory, 
did not specifically cover the territory in Louisiana lying east 
of the Mississippi River which included New Orleans. However, 
he said, the same basis of differentials, North Carolina under 
Virginia cities, was specifically prescribed, to and from such 
points as Vicksburg and Mobile, and in compliance with the 
Commission’s order in dockets 10500 and 10515, effective Janu- 
ary 15, 1922, the carriers voluntarily included the territory in 
Louisiana east of the Mississippi on the same basis of differ- 
entials northbound under Norfolk and Richmond, as was spe- 
cifically prescribed for application to and from Vicksburg and 
Mobile. 

Moreover, he went on, in I. and S. 1303, part 1, the Com- 
mission prescribed equal class rates from New Orleans and 
Vicksburg to the Virginia cities, and he said it was proper that 
the same differential basis, North Carolina under Virginia cities, 
should be applicable from New Orleans as from Vicksburg. 
While in I. and S. 1303, part 1, the Commission prescribed a first 
class rate of 218 from New Orleans and Vicksburg to all Virginia 
cities, including Norfolk and Richmond, the carriers will propose 
later in this proceeding a rate of 228 from New Orleans and 
Vicksburg to Norfolk and Richmond, and a rate of 218 from New 
Orleans and Vicksburg to Lynchburg and Roanoke, he said. 


“The rates which the carriers are here proposing, from 
New Orleans and Vicksburg to points in North Carolina, are 
based upon the relationship to the proposed rate of 228, to Nor- 
folk and Richmond which was specifically approved by the 
Commission in dockets 10500 and 10515,” he said. 

In reference to the rates from Mobile to the Carolina terri- 
tory, Mr. Brown said, in part: 


“In I. and S. 1303, part 1, the Commission prescribed the 
same class rates from Mobile as from New Orleans and Vicks- 
burg, to Norfolk and Richmond. In dockets 10500 and 10515 
the differential relationship as between North Carolina and Nor- 
folk and Richmond was exactly the same to and from Mobile 
as to and from Vicksburg, and ag it has been stated, the same 
basis of differentials was prescribed from New Orleans. 

“The rate from Mobile, New Orleans and Vicksburg to Nor- 
folk and Richmond being the same and the differential relation- 
ship North Carolina under the Virginia cities being the same 
to and from Mobile and Vicksburg and New Orleans, the ob- 
servance of this basis would result in the same rates from 
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Mobile as from New Orleans and Vicksburg to North Carolina 
points. 

“However, from New Orleans to the Southeast, generally, 
it is proposed to make rates from Mobile 15 cents less than 
from New Orleans, except that to Augusta and Charleston it is 
proposed to observe a differential of 10 cents Mobile under New 
Orleans. 

“In order to harmonize the Carolina adjustment with the 
Southeastern adjustment, it is proposed here to make rates 
from Mobile to all points in South Carolina and North Carolina 
on and south of the Seaboard Air Line, from Wilmington to 
Charlotte, inclusive, and on and west of the Southern Railway, 
from Charlotte through Salisbury to Statesville, inclusive, on 
a basis of 10 cents first class less than the rates from New 
Orleans. 

“To points in North Carolina, north and east of the Sea- 
board Air Line, Wilmington to Charlotte, and the Southern, from 
Charlotte through Salisbury to Statesville, it is proposed to 
make the rates from Mobile 5 cents less than the rates from 
New Orleans, except to a small portion of eastern North Caro- 
lina, lying east of the Atlantic Coast Line, from Weldon to 
Washington, and the Norfolk Southern from Washington to 
Newbern, to which points it is proposed to make the rates from 
Mobile the same as from New Orleans, the rates from this 
particular territory being the same as to Norfolk and Richmond.” 

The first class, present and proposed, between New Orleans 
and Vicksburg and representative Carolina cities, and those 
present and proposed between Mobile and representative Caro- 
lina cities, were announced as follows: 


To Plymouth, Edenton and Elizabeth City, N. C., from New 
Orleans and Vicksburg and Mobile: present, 218; proposed, 228. To 
Greenville, Farmville and Kinston, N. C., from New Orleans and 
Vicksburg: present, 211; proposed, 221; from Mobile: present, 211; 
proposed, 216. To Goldisboro, Wilson and Henderson, from New 
Orleans: present, 205; proposed, 215; from Mobile: present, 205; pro- 
posed, 210. To Winston-Salem, Greensboro, Durham, Raleigh and 
Fayetteville, from New Orleans: present, 200; proposed, 210; from 
Mobile: present, 200; proposed, 205. To Statesville and Salisbury, 
from New Orleans: present, 195; proposed, 205; from Mobile: present 
and proposed, both 195. To Charlotte and Monroe, from New Orleans: 
present, 190; proposed, 200; from Mobile: present and proposed, both 
190. To Asheville, from New Orleans: present, 195; proposed, 200; 
from Mobile: present, 195; proposed, 190. 


The principal point upon which Commissioner Eastman 
quizzed Mr. Brown during his testimony was as to whether 
the fact that traffic from the west to the Carolinas, moved over 
such lines as the Norfolk & Western and the Chesapeake & Ohio, 
should reflect a lower scale of rates than the same traffic mov- 
ing over lines of strictly southern roads. 

Mr. Brown’s contention was that he had proven, beyond 
question, that probably the most depressed rates in the United 
States were those from the west to the Virginia cities, so that 
any through rates into the Carolinas, even if modified by the 
rates on the C. & O. and the N. & W. through the Virginia cities, 
would reflect the trunk line competition Mr. Eastman referred 
to, even though the rates might be made by combination on 
the Virginia cities. He said the carriers had gone further than 
any combination basis and had proposed rates much less than 
a combination on Virginia cities. 


In conection with the testimony given by previous witnesses, 
as to whether. all commodity rates on less-than-carload ship- 
ments should be cancelled and the class rates be made to apply, 
Mr. Brown was asked if, under any scheme of that kind, it was 
proposed to cancel the special commodity rate on southern 
cotton factory products. 


Mr. Brown replied on behalf of the Southern and said that 
it had no purpose, under the proposed plan of rate adjustment, 
to create any disturbance in the present plan of carrying com- 
modity rates less than class rates on the products of the cotton 
mills of the south, to either eastern or western territory, be- 
cause the Southern, as had other lines, had put on this special 
commodity adjustment on cotton piece goods to enable the 
southern mills to compete with the mills of New England. 


This statement by Mr. Brown, although made solely for the 
account of the Southern, was considered good news by the large 
number of textile interest representatives, who naturally con- 
cluded that the same policy would be held by all the southern 
carriers. The statement cleared the air considerably for the 
textile men and their attorneys who had feared, because of 
testimony given earlier, that the carriers intended to take away 
the special commodity rates. 

In conclusion Mr. Brown said that although the carriers 
proposed substantial increases from the Ohio and Mississippi 
crossings and the Gulf, into North Carolina, and moderate in- 
creases into South Carolina, they had no reason to carry a dif- 
ferent level of rates into the Carolina territory. 

“The reason we propose an increase in those rates,” said 
he, “is because the rates to the Carolinas have not kept pace 
with the advances in the rates to Virginia cities, even though the 
Commission has approved the Virginia increases. 

“The proposed level for North Carolina is the lowest that 
will harmonize with the rate structure proposed for the south- 
east. The foundations for the proposed rates, remember, are 
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Interstate Commerce Commission decisions—particularly those 
in I. and S. Docket 1261, and I. and S. Docket 1303. The rate 
structure proposed for the Carolinas fits like a glove in the rate 
structure for other sections already announced by other wit- 
nesses.” 


J. W. Perrin a Witness 


J. W. Perrin, assistant freight traffic manager of the Atlantic 
Coast Line, the eighth witness for the carriers, testified as to 
the rates between eastern cities and interior eastern points, and 
Virginia cities and Carolina territory. 

He began his testimony with the statement that the rate 
structure in the territory he was discussing was for a number 
of years on an abnormally low basis, and that the rates to be 
submitted, most of which are now in effect, having become ef- 
fective January 15, 1922, as a part of the work of revision inci- 
dent to the Commission’s decisions in Dockets 10500 and 10515, 
are still much below the level of the rates in southeastern points 
either present or proposed. 

The witness filed a map showing the route, between Vir- 
ginia cities through North Carolina to South Carolina, and in his 
observations in regard to the past adjustment, said that while 
the rates were not established strictly on the zone theory, the 
result was practically a system of zone rates, except that water 
competitive points had adjustments of their own; that the rates 
were for many years the same northbound and southbound, and 
this was true in respect to water competitive points also; that 
at least since the passage of the long and short haul act of 
Congress in 1887, the rates between Virginia cities and South 
Carolina points (excepting Georgetown, Charleston, Port Royal, 
Beaufort, and Columbia, S. C.), were made practically in ac- 
cordance with the long and short haul principle, and with the 
exceptions noted, the only departures from this principle were 
the few cases in which traffic was moved through a higher rated 
zone or section to a destination in a lower rated zone or section; 
and that with the exception of short-line connections, where 
combination or differentials were used, and with the further ex- 
ception of an adjustment to intermediate points on the Southern 
Railway near Augusta, Ga., to which the rates were influenced 
by the low rates to Augusta, the combination basis had no ap- 
plication. 

Mr. Perrin went on to explain that rates, under the adjust- 
ment of January 15, 1922, and as now proposed, will be made 
on the basis of well defined zones, the same in both directions, 
and that in very few instances will there be applications for re 
lief under the fourth section. He further touched upon the effect 
that the rates to Atlanta had upon the rates to South Carolina, 
and other points in the rate history of this territory, contending 
that the rates to Atlanta held down the rates to South Carolina. 

He announced the following present rates and rates proposed, 
from the Virginia cities to points in Georgia, South Carolina and 
North Carolina: 


From the Virgina cities to Atlanta, Ga., present rate 156%; pro- 
posed rate, 168. To Augusta, Ga., present, 148; proposed, 152. To 
Savannah, Ga., present, 153; proposed, 160. To Denmark and Port 
Royal, S. C., present, 148; proposed, 148. To Greenwood, Spartanburg, 
Greenville, Anderson, Columbia, Orangeburg, Charleston, Lanes and 
Georgetown, S. C., present, 137; proposed, 137. To Chester, Camden, 
Timmonsville, Lamar, Mullins, Florence, S. C., Gastonia and Maxton, 
N. C., present, 125; proposed, 125. To Cheraw and Kollocks, S. C., 
present, 121; proposed, 125. To Wadesboro and Charlotte, N. C., pres- 
ent, 112; proposed, 112. 


The witness then proceeded by means of exhibit statements, 
to compare the distances and the present and proposed rates be- 
tween Virginia cities and the Carolina points with the rates for 
approximately the same distances between cities in other terri- 
tories. . 

The witness by other exhibits further compared the rates in- 


to this territory. His testimony was concluded during the morn- 
ing session of June 3. 


E. T. Willcox on Stand 


E. T. Willcox, assistant freight traffic manager of the Sea- 
board Air Line, was the ninth witness for the carriers, his exam- 
ination being conducted, as was Mr. Perrin’s, by Henry Thurtell, 
counsel for the Atlantic Coast Line. 

The subject discussed by Mr. Willcox embraced rates between 
Virginia cities and related Carolina points and Southeastern 
territory; and rates between South Atlantic ports and South- 
eastern and Mississippi valley territories. He took up first the 
adjustment between Virginia cities and Southeastern common 
points. He announced at the opening of his testimony that he 
spoke for all the trunk line carriers involved, but not for the 
short line carriers; that the proposed rates were adjusted on the 
same percentage class relationship as the others already dis- 
cussed; and that other witnesses.would explain the proposed ad- 
justment from Virginia cities to Southeastern local points. 

“The most important feature of the proposed adjustment in 
the territory assigned me for discussion aside from the observ- 
ance of the long and short haul principle is the so-called split 
in Virginia cities,” Mr. Willcox said in preface. He then intro- 
duced a map of the Southeastern territory, and stated that in his 
testimony he would deal with two groups into which the Virginia 
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cities have been split, the Richmond group, which includes Nor- 
folk, and the Lynchburg group, which includes Roanoke. 

The witness presented tables showing the present and pro- 
posed rates from the two Virginia groups to common points 
throughout the Southeast. The rates listed to representative 
cities follow: 


To Nashville, from the Richmond group, present 178, proposed 188; 
from the Lynchburg group, present 178, proposed 178. To Chattanooga, 
from Richmond, present 156%, proposed 168; from Lynchburg, present 
156%, proposed 158. To Dalton, from Richmond, present 156%, pro- 
posed 168; from Lynchburg, present 156%, proposed 158. To Gadsden, 
Ala., from Richmond, present 167%, proposed 180; from Lynchburg, 
present 167%, proposed 170. To Cartersville, Ga., from Richmond, 
present 167%, proposed 168; from Lynchburg, present 16714, proposed 
160. To Anniston, Ala., from Richmond, present 167%, proposed 180; 
from Lynchburg, present 167%, proposed 172. To Atlanta, Ga., from 
Richmond, present 156%, proposed 168; from Lynchburg, present 15614, 
proposed 160. To Macon, Ga., from Richmond and Lynchburg, present 
156%, proposed 168. To Columbus, Ga., from Richmond, present 167%, 
proposed 188; from Lynchburg, present 167%, proposed 183. To Ope- 
lika, Ala., from Rirchmond, present 175, proposed 188; from Lynchburg, 
present 175, proposed 183. To Newnan, Ga., from Richmond, present 
167%, proposed 173; from Lynchburg, present 167%, proposed 168. To 
LaGrange, Ga., from Richmond, present, 167%, proposed 180; from 
Lynchburg, present 167%, proposed 175. To Roanoke, Ala., from Rich- 
mond, present, 175, proposed 188; from Lynchburg, present 175, pro- 
posed 183. To Augusta, Ga., from Richmond and Lynchburg, present 
148, proposed 152. To Americus, Ga., from Richmond and Lynchburg, 
present 167%, proposed 188. To Dublin, Ga., from Richmond and 
Lynchburg, present 159%, proposed 180. To Vidalia, Ga., from Rich- 
mond and Lynchburg, present 167%, proposed 168. To Moul- 
trie, Ga., from Richmond and Lynchburg, present 167%, proposed 188. 
To Waycross, Ga., from Richmond and Lynchburg, present 165%, pro- 
posed 180. To Savannah, Ga., present 153, proposed 160. To Bruns- 
wick, Ga., and Jacksonville, Fla., from Richmond and Lynchburg, 
present 153, proposed 180. To Marianna, Fla., from Richmond and 
Lynchburg, present 218, proposed 228. To Lake City, Fla., from Rich- 
mond and Lynchburg, present 187%, proposed 195. To Tallahassee, 
Fla., from Richmond and Lynchburg, present 199, proposed 195. To 
Florence, S. C., from Richmond, present 178, proposed 193; from 
Lynchburg, present 178, proposed 183. To Birmingham, Ala., from 
Richmond, present 167%, proposed 188; from Lynchburg, present 167%, 
proposed 178. To Montgomery, Ala., from Richmond, present 16714, 
proposed 193; from Lynchburg, present 167%, proposed 188. To Tus- 
caloosa, Ala., from Richmond. present 199, proposed 193; from Lynch- 
burg, present 199, proposed 183. To,.Appalachia, Va., from Richmond, 
present 16142, proposed 153; from Lynchburg, present 161%, proposed 
143. To Harriman, Tenn., from Richmond, present 156%, proposed 
168; from Lynchburg, present 156%, proposed 158. To Knoxville, Tenn., 
from Richmond, present 14544, proposed 153; from Lynchburg, present 
145%, proposed 143. 


“The proposed adjustment,” said Mr. Willcox, “involves a 
revision which will remove all fourth section violations except 
such as might occur from some technical situations where groups 
of origin or destination are maintained. Second, it involves a 
basis of rates from the Lynchburg group to a certain portion of 
the southeast and Mississippi Valley less than from the Rich- 
mond group. Third, it is proposed to re-establish to South 
Georgia territory the same basis which was in effect on January 
1, 1916, namely, not less than from Baltimore, water and rail. 
This basis has also been in effect since 1905 and was disrupted 
in 1917.” 

Getting back on the subject of the split in Virginia cities, 
the witness said that the carriers propose to change this group- 
ing because, although this adjustment is not being made on a 
strictly mileage basis, the carriers have necessarily given con- 
sideration to the element of distance as reflecting additional serv- 
ice, and where the distances from Lynchburg are materially less 
than from Norfolk, the carriers are making a change in the 
grouping. 

“The rates from Lynchburg to Atlanta should properly be— 
distance considered—no iess than from Cincinnati to Atlanta, 
yet the application of that rate from Richmond and Norfolk for 
an average greater distance of 103 miles, produces without ques- 
tion too low a rate for the Richmond group. 

“A rate based upon the average from all the Virginia cities 
would manifestly have made the rates from Lynchburg higher 
than from Cincinnati and would likewise have resulted in a rate 
from Richmond less than it might properly be because of the 
greater distance.” 

He explained that the line, bounding the territory to which 
this split in Virginia cities is proposed to apply, began in east 
Tennessee, passed east of Gainesville, Ga., and south of Atlanta, 
Griffin, Columbus, Montgomery, and Selma, Ala. 

The average distances from the Lynchburg group as com- 
pared with those from the Richmond group to principal points, 
was given as follows: 


From From 
Lynchburg Richmond ‘ 

To— group. group. Difference. 
TE, OI, nic cccccccedecceeess 308 499 191 
CANCMINNOO, TON. .cccccevcceccsees 446 610 191 
DE TE, 25 0s Die eciomeu es teeemes 541 732 191 
DOR. WOME. cv vcccescdcetnaeasees 570 701 191 
IR, | Gk 0s wen Wess aewee/e/wesiers 466 569 103 
SE EEE rn 562 734 172 
I vcore dicane coweeaenee 635 744 109 
HE, aismewntnwene «nee oeeeere 582 685 103 


In answer to a query by Mr. Thurtell, the witness said, that 
where the difference in distance Richmond as compared with 
Lynchburg is 100 miles or more, the carriers propose the rates 
from Richmond shall be higher than the rates from Lynchburg, 
principally because of this difference in distance. 

Mr. Willcox compared the rates, present and proposed, and 
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the mileage to Atlanta from Baltimore, water and rail, from 
Virginia cities, South Atlantic and Gulf ports, and Mississippi 
and Ohio crossings by means of a wheel chart, and drew the 
following conclusions: 

The proposed rate from Roanoke and Lynchburg of 160, 
average distance 470 miles, is properly related to the proposed 
rates from Ohio crossings, average distance, 465 miles. 

The proposed rate of 168 from Richmond and Norfolk, aver- 
age distance 569 miles, seems justified in comparison with the 
rate of 160 from New Orleans, distance 493 miles, and 160 from 
Ohio crossings, 465 miles. 

“We are proposing here,” he continued, “an increase on the 
Atlanta rate of 11% from Richmond and 3% from Lynchburg, 
first class, which will improve the relationship, with present 
rates, in other sections of the south. From Lynchburg to At- 
lanta we propose 160, the same as from Cincinnati and Louisville 
to Atlanta, a stretch of the same mileage. From Richmond to 
Atlanta we propose 168, the average distance being 569.” 

Further, the witness said that the rate proposed from Lynch- 
burg to Chattanooga, 158, and from Richmond to Chattanooga, 
168, same as from Atlanta, keeps a destination relationship that 
has existed for many years. The average distance, Richmond to 
Chattanooga, was 610 miles. 

The differential of 10 cents will likewise be proposed by the 
future witness handling the adjustment from Carolina territory, 
Winston-Salem and Durham, to Knoxville, as well as to Chatta- 
nooga, in lieu of the differentials fixed in docket 10500, Mr. Will- 


“cox said: 


“In consideration of the relation of the rates from the Vir- 
ginia cities, as compared with Ohio River rates, or with those 
from South Atlantic ports, the Ohio River lines, such as the 
L. & N., and the south Atlantic ports’ lines, such as the Central 
of Georgia, have taken the position that the rates from the 
Virginia cities have been entirely too low,” continued the wit- 
ness, “and that the rates from the Virginia cities to Atlanta, 
Birmingham, Montgomery and other southeastern points should 
properly be no less than from Baitimore water-and-rail. This 
position was strenuously urged when the revision made effective 
January 1, 1916, was under consideration. In the 1916 revision 
the Norfolk rates were made practically the same to south 
Georgia territory as from Baltimore, water and rail. It is pro- 
posed to restore that basis, disrupted because of increases in 
the rail-and-water rates in 1917, with no corresponding increases 
from the Virginia cities.” 

He said that the carriers were not, however, proposing to 
restore the 1916 scale of differentials. 


The differentials, present and proposed, Virginia cities un- 
der Baltimore, were announced as follows: 


To Birmingham, present 29, proposed 15. To Macon, present 3314c, 
nroposed 20. To Columbus, present 5 cents; no differential is proposed. 
To Montgomery, present 29, proposed 10. ° 


As to the rates from the Richmond group to Birmingham, 
as compared with the Cincinnati to Birmingham rates, the wit- 
ness said the rate from the Richmond group to Birmingham, 
average distance 734 miles, was 167% first class, the same as 
from Cincinnati to Birmingham, distance 481 miles. The meas- 
ure of the advance on the Virginia cities-Birmingham rate, made 
effective January 1, 1916, deterred the carriers at that time 
from making the rate to Birmingham on a proper basis, just as 
it did at Atlanta. 

“Under present conditions,” he went on, “there is no war- 
rant for that adjustment. It is proposed to reduce the Cin- 
cinnati-Birmingham rate from 167% to 160, in accordance with 
I. and S. 1261. I can see no impropriety in the proposed rate, 
Richmond to Birmingham, of 188 as compared with 160 from 
Cincinnati. An additional distance of 250 miles certainly war- 
rants that difference.” 

Continuing his discussion of the proposed adjustment, he 
showed how the carriers proposed to provide rates to Knoxville 
15 cents less than to Chattanooga; to Decatur, Ala., 20 cents 
higher than to Chattanooga; to Birmingham, 20 cents higher 
than to Chattanooga; to Montgomery, 5 cents higher than to 
Birmingham; and to Nashville, same as to Decatur, as in I. and 
S. 1261. 

The rates proposed from all the Virginia cities to Savannah, 
480 miles, was 160; to Brunswick, 576 miles, 180; and to Jack- 
sonville, 626 miles, 180, as announced. The witness compared 
these with rates from Ohio crossings to Atlanta, and said that 
the changes were necessary to bring them in harmonious rela 
tion with the Southeast. 

Mr. Willcox made many other comparisons of the rates 
from the Virginia cities to points in the Southeast, calling into 
use a folio of exhibits fully as thick as that introduced by Mr. 
Barham on the first day of the inquiry. : 

He next launched himself into the second division of his 
subject, the proposed rate adjustment between south Atlantic 
ports and points in southeastern and Mississippi Valley territory. 

He first traced the history of the present rate adjustment 
for this territory made effective pursuant to Fourth Section 
Order 3866, on January 1, 1916. He said he considered the rate 
from Savannah and Brunswick to Atlanta, Ga., the key rate to 


Jui 


June 10, 1922 THE TRAFFIC WORLD 1301 








ym 
pi 
he 


ce sn TW ne A ln ln nS in SY iE in NE nF On 





eS a SS Ts a cas a 6 an SN SC SN CONS CN 6 IS NS COS 5 TT YO ET ct 00 a ct rasan 
SSS SS eS SS SS SS SS SS SS SS SS SSS ESS EEE Ee ES ESE ES ES ES ESS eee ee 
— ——————— yearn 


2c AT) 


4 
4 
4 
4 

























| 


ee ee 


em 7 <7 cn YT en Yn YT OO 


60, 
ed 


er- 


IP IP I IP FF Fe 


a 


7m 


the 
rg, 
ent 


ille 
to 


ch- 
Sa, 
hat 
, tO 


MUNAAUAAUAOIOA AAA 


the 
ry, 
tta- 
J ill- 


WNL 


V ir- 
ose 
the 
tral 
the 
wit- 
nta, 
yuld 
This 
tive 
sion 
yuth 
pro- 
Ss in 
aSeS 


a Se 6 SS SE SS EE SS 2 ST 
P< SP PIP P®—$ FP PP PFD 


QO 


DNC 


ee OS SS SO OO 





<— 


~ They Ship It in Fibre! 


ANDY is an item which more and more the big manufac- 
turers are shipping in fibre. Over 1000 different commodities are now 
being shipped in Container Club Fibre! Total fibre sales reached $70,000,000 last 


year! The use of fibre for shipping is growing because it is performing a big function and 
is saving users big money. 
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Container Club Members, alone of fibre manufacturers, are 
affiliated with the Mellon Institute of Pittsburgh. Hence our Members are able 
to supply you, without cost, with the scientific Mellon test of your present containers as 


against what they devise. From the test you will know in advance, and not have to guess, 
what a change to fibre will do for your business. By the use of 


Osnteiner lab il 


you will save money over wood in first cost; save nine-tenths of your packing room space; 
save contents from damage, due to scientific construction; save freight for your cus- 


tomer (fibre weighs less); save your customers FOR YOU because of THEIR savings. 
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Any Container Club Member will design, free of cost, a box scientifi- 
cally constructed and tested, which will meet your every requirement. The Con- 
tainer Club offers a wonderful service and products of superior quality. Why not 


ask us about it? 
Address: She Container Cluah 


Dept. A4, 608 §. Dearborn St., Chicago 
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RUGATED and SOLID fibre containers of very superior quality. Their individ- 


[ze The Container Club is an Association of manufacturers — builders of in| 
ual plants—some forty in number—are located from Massachusetts to California 


Quality Mark 
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this particular territory. The witness filed statements showing 
the present and proposed rates from the South Atlantic ports to 
southeastern common and junction points. 


Rates present and proposed, respectively, from the South 


Atlantic ports to five representative points out of the long list, 
were announced as follows: 


To Knoxville, from Charleston, present rate 145%, proposed rate 
150; trom Savannah, 1454%—155; trom Brunswick, 150—160; from Jack- 
sonville, 1564%4—165. To Chattanooga, from Charleston, 1451%4—155; 
from Savannah, 1454—150; from Brunswick, 14544—150; from Jackson- 
ville, 1454%—160. To Decatur, Ala., from Charleston, 163—173; from 
Savannah, 163-—173; from Brunswick, 163—173; from Jacksonville, 163— 





173. To Atlanta, from Charleston, 130—135; from Savannah, 103—130; 
from Brunswick, 103—130; from Jacksonville, 134%—140. To Nash- 
ville, from Charleston, Savannah, Brunswick and Jacksonville, 163— 
178. To Birmingham, from Charleston, 145%—160; from Savannah, 
Brunswick and Jacksonville, 145%4—155. To Montgomery, from 


Charleston, 


145%4—155; 
140%—140. 


from Savannah, Brunswick and Jacksonville, 


After making detailed comparisons and giving numerous 
references to support the above schedule, Mr. Wilcox took up 
the rates present and proposed from the four ports to the Mis- 
Sissippi Valley and Gulf ports. 

Among the figures given by the witness in this section of 
his testimony were the following from Charleston to nine repre- 
sentative points in that territory: 


From Charleston to Baton Rouge, present rate 167%, proopsed 213; 
to Corinth, Miss., 198—188; to Greenville, Miss., 1674%4—208; to Gulfport, 
Miss., 144—208; to Memphis, Tenn., 198—198; to Mobile, Ala., 144—193; 
to New Orleans, La., 144—208; to Pensacola, Fla., 144—183; to Vicks- 
burg, Miss., 16744—208. 

Following this, Mr. Wilcox took up in detail the rates from 
the South Atlantic ports to common and junction points along 
the lines of the main trunk railroads serving them, supporting 
all of his general figures with comparative data designed to show 
the proposed rates to be fair and reasonable. 

Like, other witnesses, he contended that the advances and 
the decreases in the rates of the several classes considered prac- 
tically balanced each other, and that the proposed schedule, from 
all indications as a whole, pointed toward a decrease in revenue 
for the carriers. 

N. B. Wright Testifies 


N. B. Wright, assistant freight traffic manager of the Central 
of Georgia Railway, followed Mr. Willcox on the stand as the 
tenth witness for the carriers. His subject was the rate ad- 
justment between eastern cities and interior eastern points (via 
all-rail-and-rail-and-water) and Southeastern territory. 

Mr. Wright started with a brief outline of the rate history 
between the points he was covering, making special reference to 
the Commission’s fourth section order 3866, April 13, 1914 (301. C. 
C. 153), and supplementary fourth section order 3866 (October 
18, 1914, 32 I. C. C. 61), which required the carriers to readjust 
their rates from the east and west to Southeastern territory, ob- 
serving for the most part the long and short haul clause, as 
amended, but which, in some instances, authorized the carriers 
to publish lower rates to South Atlantic and Gulf ports and 
to certain interior river and jobbing cities such as Augusta, 
Macon, Columbus, Montgomery, eic., than to intermediate points. 

As authorized, he went on, the carriers checked out and put 
into effect on January 1, 1916, lower class and commodity rates 
from the eastern territory to Augusta, Macon, Milledgeville, Dub- 
lin, Columbus, Eufaula, Montgomery, Selma, Demopolis, Tusca- 
loosa, Memphis and Nashville, also to South Atlantic and Gulf 
ports, than published and made effective to intermediate points, 
and likewise checked out and put into effect rates to Atlanta, 
Athens, Cordele, etc., which were no higher than to intermediate 
points. 

Specific class and commodity rates were provided from Balti- 
more, applicable via rail-and-water to the Southeastern differen- 
tial territory and via rail-and-water and all-rail to the south- 
eastern non-differential territory, he continued. 

“After the rates from the Baltimore had been determined,” 
he said, “rates from Washington, D. C., and Alexandria, Va., 
were made the same as the rail and water rates to the south- 
eastern differential territory and the same as the rail and water 
and all rail rates to the southeastern non-differential territory. 

“Rail and water rates from Philadelphia and New York were 
made the following differentials higher than from Baltimore: 


1 2 3 4 5 6 A B Cc D 
;=— 3 2 2s as le ho 

“Rail and water rates from Boston and Providence were 
made the following differentials higher than from New York: 


1 2 3 4 5 S A E-C. D 
5 4 4 3 3 2 2 2 2 2 
“All rail rates from eastern port cities to southeastern dif- 
ferential territory were made the following differentials higher 
than the rail and water rates: 


1 2 3 4 5 6 x Ff € FB 
12 10 9 8 6 5 5 5 5 5 


“All rail rates from the Washington-Alexandria group were 
made the same in all instances as the rail and water rates. 
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“After having determined the class rates from the eastern 
port cities in the manner above described, rates from interior 
eastern points were constructed as follows: 

“Eastern port cities rates were applied from interior eastern 
points from which the Pennsylvania railroad, Baltimore & Ohio 
railroad, Philadelphia & Reading railroad, etc., specifics to Vir- 
ginia and Maryland gateways were the same as the specifics 
from eastern port cities. 

“From interior eastern points from which the specifics to 
Virginia and Maryland gateways were higher than the specifics 
from the eastern port cities, the through all-rail rates were made 


“as much higher than the all-rail rates from the eastern port cit- 


ies as the specifics from said points of origin to Virginia and 
Maryland gateways were higher than the specifics from eastern 
port cities to said gateways. 

“After having determined the all-rail rates from the interior 
eastern cities in the manner described the rates via rail and 
water to southeastern differential territory were made the fol- 
lowing differentials less than via all rail: 


= 2 3 4 5 6 A 8B € D 
4 3 2 2 1 Z 1 1 i 2 


“To points in southeastern non-differential territory the same 
rates were applied via rail and water routes as via the all rail 
routes.” 

The witness presented further historical information, in- 
cluding an account of the litigation following the publication of 
the revised rates on January, 1, 1916, which resulted in the 
hearings at Atlanta in November, 1916, and the last hearing in 
Atlanta in March, 1918, which was broken up by the abandon- 
ment of the investigation by the Commission on February 10, 
1920. He concluded from this that the Commission would not 
have abandoned the investigation if it had disclosed any im- 
proper advantage given or any unlawful disadvantage out upon 
anyone, or any substantial increase in carriers’ revenues. He 
added that after the carriers published the revised southbound 
rates they began to make a similar revision of those northbound, 
but that the work had been interrupted by the Federal Govern- 
ment taking control of the railroads. He asserted that the car- 
riers contemplated publishing practically the same rates for 
application northbound as those applicable southbound. 

He outlined the developments in the relations between the 
all-rail and rail-and-water rates following Ex Parte 57, one of 
which was the conference of executive and traffic officers of 
southern lines in Washington on July 10, 1917, which resulted 
in the adoption of a modified set of differentials, that is, made 
the rail-and-water rates from the port cities proper the follow- 
ing differentials less than the all-rail rates as they then existed: 


1 2 3 4 5 6 A 3 3 D 
6 5 5 4 3 2 2 2 2 2 

As the rail-and-water rates from the Washington-Alexandria 
group were the same as the all-rail rates, no increases were made 
at these points, which had the effect of making lower rates 
from said points than the rail-and-water rates from Baltimore 
to southeastern differential territory. No change, he continued, 
was made in the rail-and-water differentials from the interior 
eastern points which were previously described. 

Revised southbound rail and water class rates went into ef- 
fect on December 30, 1917, which resulted in increases in the 
rates from eastern port cities to southern differential territory 
the following amounts: 


1 2 3 4 5 6 A B € D 
6 5 4 4 4 3 3 3 3 3 


The eastbound rail and water rates were similarly revised, 
he said. 


The witness than reviewed the rate history following the 
federal control of the railroads, including the effects of General 


Order 28, and the amendment orders of the Commission on Ex 
Parte 57. 


Eastman Goes to Washington 


Commissioner Eastman, who has been presiding at the in- 
vestigation, left Atlanta for Washington, June 3, to attend a 
conference of the Commission June 5 and 6, and expected to 
return June 7. During his absence Examiners H. J. Wagner 
and H. C. Wilson directed the investigation. 

The following were among the comparisons of present and 
proposed rates (first class in cents per hundred pounds) givel 
by Mr. Wright: 


From Washington, D. C., and Aléxandria, Va.: To Atlanta, Ga. 
rail and water and all rail, present 1781%4, proposed 188; to Birmingham, 
Ala., rail and water and all rail, present 18644, proposed 203; to Nash- 
ville, Tenn., rail and water and all rail, present 198%, proposed 208; 
to Augusta, Ga., rail and water and all rail, present 176, proposed 180; 
to Dothan, Ala., rail and water and all rail, present 196%, proposed 203; 
to Savannah, Ga., rail and water and all rail, present 176, proposed 180; 
to Knoxville, Tenn., rail and water and all rail, present 16644, pro- 
posed 173. 

From Baltimore, Md.: To Atlanta, rail and water, present 188%, 
proposed 188; all rail, present 198%, proposed 198; to Birmingham, rail 
and water, 196%4—203; all rail, 206144,—213; to Nashville, rail and wate! 
and all rail, 1981%4—208; to Augusta, rail and water, 176—180; all rail, 
184—190; to Dothan, Ala., rail and water, 204—203; all rail, 21 {—213; 
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to Savannah, rail and water, 176—180; all rail, 184—190; to Knoxville, 
rail and water, 17644—173; all rail, 18644—183. ? 

From Philadelphia and New York: To Atlanta, rail and water, 
200—200; all rail, 210—210; to Birmingham, rail and water, 208%—215; 
all rail, 2183%4—225; to Nashville, rail and water and all rail, 210—220; 
to Augusta, rail and water, 182—192; all rail, 196—202; to Dothan, rail 
and water, 215—215; all rail, 225—225; to Savannah, rail and water, 
182—192; all rail, 196—202; to Knoxville, rail and water, 188%—185; all 
rail, 198144—195. 

From Boston, Mass.: To Atlanta, rail and water, 208%—208; all 
rail, 2181%4—218; to Birmingham, rail and water, 216%4—223; all rail, 
22614—233; to Nashville, all rail and rail and water, 21844—228; to Au- 
gusta, rail and water, 196—200; all rail, 204—210; to Dothan, rail and 
water, 223—223; all rail, 233—233; to Savannah, rail and water, 196— 
++ +t Pea 204—210; to Knoxville, rail and water, 19644—193; all rail, 
2 — ° 

From interior points taking Baltimore all-rail rates: To Atlanta, 
rail and water, 192—191; all rail, 19844—198; to Birmingham, rail and 
water, 200—206; all rail, 20614—213; to Nashville, rail and water and all 
rail, 19844—208; to Augusta, rail and water, 17914—183; all rail, 184— 
190; to Dothan, rail and water, 20744—206; all rail, 214—213; to Savan- 
nah, rail and water, 179%4—183; all raik, 184—190; to Knoxville, rail 
and water, 180—176; all rail, 18644—183. 

From interior points taking Philadelphia and New York all-rail 
rates: To Atlanta, rail and water, 20344—203; all rail, 210—210; to 
Birmingham, rail and water, 212—218; all rail, 2184%4—225; to Nashville, 
rail and water and all rail, 210—220; to Augusta, rail and water, 191% 
—195; all rail, 196—202; to Dothan, rail and water, 218%—218; all rail, 
225—225; to Savannah, rail and water, 19144—195; all rail, 196—202; to 
Knoxville, rail and water, 192—188; 19814—195. 

From interior points taking Boston all-rail rates: To Atlanta, rail 
and water, 212—211; all rail, 218144—218; to Birmingham, rail and water, 
226—226; all rail, 22644—233; to Nashville, rail and water and all rail, 
2184%4—228; to Augusta, rail and water, 19914—203; all rail, 204—210; to 
Dothan, rail and water, 2264%4—226; all rail, 233—233; to Savannah, rail 
and water, 199%4—203; all rail, 204—210; to Knoxville, rail and water, 
200—196; all rail, 206—203. 

From interior points taking Albany, N. Y., rates: To Atlanta, rail 
and water, 206%4—211; all rail, 2134%4—218; to Birmingham, rail and 
water, 215—218; all rail, 222—225; to Nashville, rail and water and 
all rail, 213144—220; to Augusta, rail and water, 19414—203; all rail, 
199144—210; to Dothan, rail and water, 22114%4—226; to Savannah, rail 
and water, 1944%4—203; all rail, 199144—210; to Knoxville, rail and water, 
195—196; all rail, 202—203. 


From interior points taking Rochester, N. Y., rates: To Atlanta, 
rail and water, 2064%2—218; all rail, 213%—225; to Birmingham, rail 
and water, 215—218; all rail, 222—225; to Nashville, rail and water and 
all rail, 213144.—220; to Augusta, rail and water, 194144—210; all rail, 
19944—217; to Dothan, all rail, 228144—233; to Savannah, rail and water, 
19442—210; all rail, 199144—217; to Knoxville, all rail, 202—195. 





The witness showed a map dividing Southeastern territory 
into sixteen rate groups, further explaining the proposed rates 
of the carriers from eastern points ranging from 165 first class 
to Johnson City, Tenn., to 242, first class, to points in eastern 
Alabama and western Florida, to which the rates are made 
the same as to Mobile and New Orleans. Like other witnesses, 
he explained in detail the proposed rates, contending that they 
were fair and equitable. 


Johnson City is in Group 1, and Group 2, beginning with a 
rate first class of 173, embraces Knoxville and Morristown. 
Group 8, beginning with 180, embraces Savannah; Group 4, be- 
ginning with 183, takes in Cumberland Gap, Tenn.; Group 5 is 
represented by Chattanooga and Atlanta; Group 6, with 195, 
takes in the territory between Atlanta and Chattanooga and 
Birmingham and Montgomery; Group 7, with 198, embraces the 
line of the C. N. O. & T. P. north of Harriman, Tenn.; Group 8, 
beginning with 203, takes in Birmingham and Montgomery; 
Group 9, starting with 208, takes in Decatur, Ala.; Group 10, 
with 213, may be represented by Tuscaloosa; Group 11, with 214, 
applies to stations on the Northern Alabama Railway between 
Jasper and Tuscumbia and vicinity; Group 12, with 218, includes 
Andalusia, Ala.; Group 13, beginning with 224, takes in the ter- 
ritoty between Corinth and Jasper, and vicinity; Group 14, with 
228, embraces points on the L. & N. from Montgomery to Grace- 
ville, and vicinity; Group 15, beginning with 238, takes in sta- 
tions on the L. & N. between Georgiana and Flomaton, and 
vicinity, and Group 16, with 242, embraces territory west of the 
Apalachicola River in eastern Alabama and western Florida. 

Mr. Wright, at the close of this exposition, said: 


I think I have conclusively shown that the proposed adjustment 
contemplates very little change in the present level of rates from 
eastern territory to southeastern territory. Moderate increases are pro- 
posed from eastern cities to southeastern cities located on rivers to 
which fourth section relief was granted in Fourth Section Order 3866, 
and to Birmingham, Montgomery and Decatur territories, in order to 
enable the carriers to maintain better bases of rates as compared 
with Buffalo-Pittsburgh territory, and also moderate increases in the 
rates from Rochester and Albany territories primarily for the same 
purpose. Reductions are proposed to other points which will prac- 
tically offset these advances, resulting in the general level of these 
rates remaining practically unchanged. 

In so far as the rail-and-water rates are concerned, they are prac- 
tically a continuation of the basis of rates as established as a result 
of Fourth Section Order 3866 in 1916, except as increased by specific 
authority of the Railroad Administration and the Commission. The 
earriers have always considered that the rail and water rates were 
on a reasonably low level and, as no appreciable changes have been 
made in same, they must still be considered reasonably low. This is 
necessarily the case when it is considered that the rates from New 
York to Atlanta are 19% cents less on first class and from New York 
to Birmingham 23% cents on first class lower than the Railroad Ad- 
ministration and the Commission specifically authorized the carriers 
to establish in orders that have been referred to. 

As I have said repeatedly, the all-rail rates from the east to the 
southeast are not only reasonably low, but they are lower than they 
should be, except for the fact that they were made only moderate 
differentials over the rail and water rates. The all-rail distances 
from the eastern cities and interior eastern points to southern terri- 
tory range from something less than 500 miles from Baltimore to John- 
son City, Tenn., to nearly 1,400 miles from Boston to Cottondale, Tal- 
lahassee, Fla., and Demopolis, Ala. The all-rail rates range from 175 
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miles from Baltimore to Johnson City to 262 from Boston to Cotton- 
dale, Fla. The all-rail rates from eastern territory to southeastern 
territory are lower generally for relative hauls than our other present 
or propaves, rates applying in other directions, and are very much lower 
than t rates to, from, and between points in southwestern territory. 


The witness submitted some comparisons between the pro- 
posed all rail rates from representative eastern points to rep- 
resentative southeastern points and the rates to the southwest- 
ern and western territories, showing that the former were mate 
rially lower. 


Samuel House Offers Testimony 


Samuel House, general freight agent of the Baltimore & 
Ohio, was the eleventh witness, explaining the all rail rates be- 
tween Trunk Line territory and the southeast. 

He gave first the proposed grouping for rates from Eastern 
territory to Southeastern territory and Southeastern Mississippi 
Valley territory. There are fourteen groups, named after fol- 
lowing cities: Albany, Baltimore, Boston; Clarksburg, W. Va.; 
Johnstown-Cumberland, Johnsonburg, Pa.; Lyndonville, N. Y.; 
New York, Philadelphia; Richland, N. Y.; Rochester; Sher- 
brooke, Quebec, and Watertown, N. Y. 

Among the representative cities in the Albany group, as an- 
nounced, are Binghamton, Elmira, Ithaca, Dover, N. J.; Dover 
Shore, Pa.; Oswego, Paterson, Poughkeepsie, Schenectady, Syra- 
cuse, Utica and Yonkers. 

Among the representative cities in the Baltimore group are 
Hagerstown Md.; Chambersburg, Pa.; Martinsburg, W. Va.; Win- 
chester, Va., and York, Pa. 


Among those in the Boston group are Bridgeport and Hart- 
ford, Conn.; Dover, N. H.; Fitchburg, Mass.; Hudson Falls, N. 
Y.; New Haven, Conn.; Portland, Me.; Portsmouth, N. H.; Provi- 
dence, N. H.; Springfield, Mass., and Worcester, Mass. 

Among those in the Clarksburg group are Fairmount, Graf- 
ton, and Morganstown, W. Va. 

Among those in the Johnstown-Cumberland group are AI- 
toona, Pa., Brownsville, Connellsville, Pa.; Hancock, Md.-W. Va.; 
Patton, Pa.; Scottdale, Pa., and Vintondale, Pa. 


In the Johnsonburg group are Dubois, Punxsutawney and St. 
Marys, Pa. 


Akron and Ashford, N. Y.; Bradorf and Mt. Jewett, Pa., rep- 
resent the Lyndonville group. 


The New York group includes Allentown and Bethlehem, 
Pa.; Atlantic City, Cape May, N. J.; Jersey City and Newark, 


Phillipsburg, Scranton, Trenton, Wilkes-Barre and Williamsport, 
Pa. 


The Philadelphia group includes Chester, Crisfield, Md.; 
Dover, Del.; Hallwood, Va.; Salisbury, Md.; Reading, Pa., and 
Wilmington, Del. 


The Rochester group includes Addison, N. Y.; Bellefont, Pa.; 
Cuba, N. Y.; Lock Haven, Pa.; Mt. Morris, N. Y.; Silver Springs, 
N. Y., and Victor, N. Y. 


The Sherbrooke group includes Berlin, N. H.; Burlington, 


Vt.; Lincoln, N. H.; Moutpelier, Vt.; Newport, Vt., and Woods- 
ville, N. H. 


The Watertown group includes Carthage, Malone, Norwood, 
Ogdensburg, Plattsburg, Potsdam, and Rouses Point, N. Y. 

Using these groups as points of origin and _ representa- 
tive Southeastern points as destinations, the witness proceeded 
to compare the present rates with those proposed by the carriers. 

Among the first class rates, present and proposed, from 
Trunk Line territory to representative points in the Southeast 


and Mississippi Valley territory, announced by the witness, were 
the following: 


To Savannah, Ga.: From the Sherbrooke group, present rate, 22514; 
proposed, 232; from the Boston group, present 204; proposed, 210; 
New York-Philadeiphia group, present, 196; proposed, 202; Albany 
group, present, 19914; proposed, 210; the Watertown group, present, 
226; proposed, 232; Rochester group, present, 100%; proposed, 217; 
Buffalo group, present, 225; proposed, 247; Lyndonville group, present, 
204%; proposed, 247; Pittsburgh group, present, 218; proposed, 240; 
Johnstown group, present, 218; proposed, 240; Clarksburg group, pres- 
ent, 218; proposed, 240; Cumberland group, present, 218; proposed, 240; 
Baltimore group, present, 184; proposed, 190; Richland group, present, 
214%; proposed, 221; Johnsonburg group, present, 2021%4; proposed, 240. 

To Atlanta, Ga.: From Sherbrooke, present, 240; proposed, 240; Bos- 
ton, 218%4—218; New York, 210—210; Albany, 213%4,—218; Watertown, 
240—240; Rochester, 21314—225; Buffalo, 24614—219; Lyndonville, 218% 
—225; Pittsburgh, 24314—212; Johnstown, 243144—212; Clarksburg, 243% 
—212; Cumberland, 24314%4—212; Baltimore, 198144—198; Richland, 228% 
—229; Johnsonburg, 21614—225. 

To Knoxville: From Sherbrooks, present, 218; proposed, 225; Bos- 
ton, 206144—203; New York, 198%4—195; Albany, 202—203; Watertown, 
21814—225; Rochester, 202—195; Buffalo, 20314—192; Lyndonville, 207 
—195; Pittsburgh, 19814—183; Johnstown, 2151%4—183; Clarksburg, 206% 
—183; Cumberland, 215144—183; Baltimore, 1864%4—183; Richland, 217— 
214; Johnsonburg, 205—195. " 

To Birmingham: From Sherbrooke, present, 248; proposed, 255; 
Boston, 2261%4.—233; New York, 218%—225; Albany, 222—225; Water- 
town, 2481%4—255; Rochester, 222—225; Buffalo, 240—219; Lyndonville, 
227—225; Pittsburgh, 240—212; Johnstown, 252—213; Clarksburg, 248% 
—212; Cumberland, 252—213; Baltimore, 2061%4—213; Richland, 237— 
244; Johnsonburg, 225—225. 

To Andalusia. Ala.: From Sherbrooke, present. 268: proposed, 270; 
Boston, 248144—248; New York, 240—240; Albany, 2431 248; Watertown, 
270—270; Rochester, 24314—248; Buffalo, 26614,—254; Lyndonville, 248% 
—254; Pittsburgh, 26614%4—247%; Johnstown, 266144—247; Clarksburg, 
2664%4—247; Cumberland, 266144—247; Baltimore, 2281%4—228; Richland, 
25814—259; Johnsonburg, 2464%4—247. 

To New Orleans, Baton Rouge, Mobile and Gulfport: From Sher- 
brooke, present, 2721%4—proposed, 284; Boston, 251—262; New York, 
2483—254; Albany, 246144—254; Watertown, 273—284; Rochester, 246%4— 








Jun 





fo. 23 


ytton- 
istern 
‘esent 
lower 
‘itory. 


! pro- 
. rep- 
west- 
mate- 


re & 
is be- 


stern 
ssippi 
r fol- 
Va.; 
I wat 
Sher- 
aS an- 
Dover 
Syra- 


ip are 
Win- 


Hart- 
lis, N. 
Provi- 


Graf- 


re Al- 
fc Wakes 


nd St. 
., rep- 


lehem, 
ewark, 
isport, 


Md.; 
.., and 


t Pa.: 
prings, 


ington, 
W oods- 


rwood, 
¥. 

esenta- 
ceeded 
arriers. 
, from 
itheast 
3, were 


», 22514; 
sd, 210; 
Albany 
present, 
= ee 
present, 
2d, 240; 
p, pres- 
ed, 240; 
present, 
sed, 240. 
40; Bos- 
-ertown, 
e, 218% 
E, 243% 
d, 228% 


5; Bos- 
tertown, 
ille, 207 
ge, 206% 
d, 217— 


ed, 255; 
Water- 
donville, 


sed, 270; 
tertown, 
le, 248% 
rksburg, 
tichland, 


m _ 
w York, 
, 246%— 


June 10, 1922 


THE TRAFFIC WORLD 


1305 


he San Antonio and Aransas Pass Railway Co. 


J. S. Peter, 


Vice-Pres. & Gen. Mgr., duu & 


San Antonio, Tex. Vp 


J. C. Mangham, / \ ; Y; 
y marill > 


Gen. Frt. Agt., 
San Antonio, Tex. 


J. B. Brooks, 
A. G. F. A,, 
San Antonio, Tex. 


H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 
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Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 






TO 











Waco Houston San Antonio | Corpus Christi ‘Mice Laredo via Alice 
See ree 3314 hrs. 24 hrs. 26 hrs. 24 hrs. 3514 hrs. 
Cameron....| ......... 30% * 20 <: 22 « 20 << = 
Houston..... i ae ae _— 21 « 19 <« 30% <“ 
San Antonio ae ai er : : es 9 « 20% < 
Below is approximate service in days from following cities and River Crossings: 
FROM = 
Waco Houston San Antenio | Corpus Christi Alice Laredo via Alice 
Kansas City|........ 4 days 31% days 3% days 3} 
t. Louis -: Besanes 5 oe ai “ au or a3 —_ 5 “7 
Memphis...| |....... a« 3144 « 34% « . 4 6 
ew Orleans 3 days 3% a 3 sé 3 “e 3 es 3% se 


Proportionate service to above is rendered to all intermediate points. 


List of Direct Connecting Rail Lines: 


Aransas Harbor Terminal Railway 
Fredericksburg & Northern 

Gulf Coast Lines 

Gulf Colorado & Santa Fe 
International & Great Northern 
Missouri, Kansas & Texas 

Southern Pacific Lines 

San Antonio, Uvalde & Gulf 

San Antonio Southern 

St. Louis Southwestern (Cotton Belt) 
Sugarland 
Trinity & Brazos Valley 

Texas Mexican 
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254; Buffalo, 2464%4.—248; Lyndonville, 251144—254; Pittsburgh, 2461%4— 
242; Johnstown, 268—242; Clarksburg, 255—242; Cumberland, 245— 
242; Baltimore, 232—242; Richland, 261144—273; Johnsonburg, 249%— 
254. 


To Memphis: From Sherbrooke, present, 254144—proposed, 266; Bos- 
ton, 233—244; New York, 225—236; Albany, 225—236; Watertown, 255 


—266; Rochester, 225—236; Buffalo, 187—210; Lyndonville, 225—235; 
Pittsburgh, 187—203; Johnstown, 20314—224; Clarksburg, 195—203; 
Cumberland, 203144—224; Baltimore, 214—224; Richland, 243144—255; 


Johnsonburg, 231142—236. 

To Nashville: From Shebrooke, present, 240—proposed, 250; Bos- 
ton, 2184%4—228; New York, 210—220; Albany, 210—220; Watertown, 
240—250; Rochester, 220—210; Buffalo, 174%4.—189; Lyndonville, 218% 
—210; Pittsburgh, 1744%—180; Johnstown, 173144—208; Clarksburg, 165% 
—180; Cumberland, 1534%4—208; Baltimore, 19844—208; Richland, 228% 
—239; Johnsonburg, 21644—210. 

To Tallahassee: From Sherbrooke, present, 


247—proposed, 255; 
Boston, 225—233; New York, 217—225; Albany, 


225—233; Watertown, 


247—255; Rochester, 232—240; Buffalo, 248—272; Lyndonville, 24014%— 
272; Pittsburgh, 270—265; Johnstown, 270—265; Clarksburg, 270—265; 


Cumberland, 270—265; Baltimore, 205—213; Richland, 236—247; John- 
sonburg, 238144—265. 


Mr. House, like other witnesses for the carriers, asserted 
that. the increases proposed by the carriers over the territory 
with which he was dealing were practically balanced by the re- 
ductions proposed, and that the carriers would retain, under their 
proposals, revenue about equal to that at present. 

He pointed out that two distinct and dissimilar influences 
have a part in the construction of rates between eastern trunk 
lines and southern territory: the effect of water and rail service 
at the port cities, and the short cut across the Ohio River, from 
points adjacent to Buffalo and Pittsburgh territories. 


Fourth Section Features Discussed 


He defended the grouping arrangement, which he said has 
been in effect generally for from 20 to 30 years, and was the 


result of experience and commercial and carrier competition. 
He said: 


In working out the grouping and the relationship of groups under 
the proposed adjustment of rates the purpose has been to observe 
strictly the long and short haul requirements of the fourth section, 
and it is generally true that the proposed rates conform to such 
requirements via the direct lines. It is obvious, however, that in an 
adjustment of such vast scope, with the large number of routes to be 
considered, absolute observance of fourth section is impossible, with- 
out a blanketing of territory that would make for an illogical rate 
scheme, or the elimination of a large number of routes, which, while 
in a measure indirect, have engaged in the handling of traffic involved 
» for years, 


It is submitted that, from the standpoint of the interests of the 
carriers and also in the interest of the shipping public, a strict applica- 
tion of fourth section principles would be unadvisable. The move- 
ment of raw materials and manufactured products northbound, and of 
merchandise traffic southbound, between the East and the South, is 
through a limited number of gateways, and these gateways are always 
among the first to show congestion in time of good flow of traffic. 
Anything that tends to limit the number of gateways through which 
this traffic can move, therefore, must be against the interest of the 
shipping public. 


A purely technical application of fourth section principles in an 
adjustment of the wide scope of this one would either produce an 
illegical blanketing of rates, or cause a closing, as between certain 
points at least, of routes which the experience of years has demon- 
strated are thoroughly practical. The groupings of Trunk Line ter- 
ritory are largely drawn from the standpoint of the direct routes, 
and we know of no dissatisfaction with either the grouping of such 
or the routes as proposed. 


The witness divided the fourth section conditions into two 
divisions: those common to several routes serving a given 
group, and those applying to given lines or routes. He discussed 
in detail the conditions, seeking to prove the proposal of the car- 
riers equitable. 

In conclusion, he said it was possible there were some 
situations af which he had not been advised in detail. “It is 
hoped,” he said, “that any fourth section order, which the Com- 
mission may find it proper to issue in this proceeding, will be 
of such a nature as to enable the continuance of existing group- 
ing and routes, except as modified by specific proposals already 
made.” 


J. R. MacAnanny, assistant general freight agent of the 
Boston & Maine Railroad, followed Mr. House on the stand, and 
discussed the rates from New England territory, his testimony 
consuming only a feW minutes. It overlapped that of his pre- 
decessor mainly, and dealt with certain details in the rate pro- 
posals announced ‘by Mr. House. F. R. Cross, counsel for the 
Baltimore & Ohio, conducted the examinations of Mr. House and 
Mr. MacAnanny. 


Rates from Eastern Cities 


W. H. Paxton, of Atlanta, general freight agent of the South- 
ern Railway System, was the next witness for the carriers, his 
subject being the rates between eastern cities and interior -east- 
ern points and Virginia cities and Mississippi Valley territory. 

He first presented a series of exhibits, including a map 
showing the proposed division of the Mississippi Valley terri- 
tory into five major groups; statements comparing rates present 
and proposed on all classes; statements comparing the distances 
to various representative points in the groups; statements com- 
paring the rates in effect prior to January 14, 1922, and the pro- 
posed rates; and others comparing the present and proposed 
first class rates from Norfolk and Richmond, with differences 
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in distance with difference in rates to destinations mentioned 
in I. and S. 1303. 

Group 1 was designated as the Memphis-Columbus-Meridian 
group; group 2, the Corinth group; group 3, the Middle and 
Western Tennessee and Kentucky group; group 4, the Winona- 
Jackson-Hattiesburg group; and group 5, the Mississippi River- 
Gulf ports group, including New Orleans, Baton Rouge, Mobile, 
Vicksburg, Natchez, Pensacola, and Greenville. 

Mr. Paxton emphasized the fact that the uniform class re- 
lationship, as first announced in Mr. Barham’s testimony, was 
applied on all proposed class rates covering the territory he is 
discussing. 

He outlined the relationship that will exist in the proposed 
rates, stating that there will be through rates, governed by South- 
ern Classification, to all points in Mississippi Valley territory 
on and south of the Memphis division of the Southern Rail- 
way; that to points north of the Memphis division of the Southern 
there are proposed through class rates governed by the South- 
ern Classification, and in addition rates published in a sectional 
plan tariff which will provide for the combination on the Ohio 
River crossings as a maximum; that the rates from Lynchburg 
and Roanoke will be lower than from Richmond and Norfolk; 
that the rates from Baltimore will be uniform differentials higher 
than the rates from Richmond and Norfolk; that the rates from 
New York and Philadelphia will be uniform differentials higher 
than the rates from Baltimore, and that the rates from Boston 
will be uniform higher differentials than the rates from New 
York. 

He said that in the proposed rates to Memphis and to the 
Mississippi Valley, the carriers propose to carry the two Virginia 
groupings—Richmond-Norfolk and Lynchburg-Roanoke. He justi- 
fied the use of this split in the Virginia cities, in the same man- 
ner as E. T. Willcox, a previous witness. 

The following comparison of first class rates, present and 
proposed, from eastern and Virginia cities to the Mississippi 
Valley territory, was submitted: 


To the Memphis-Columbus-Meridian group: From Norfolk and 
Richmond, present rate 200, proposed 210; from Lynchburg and Roan- 
oke, present 200, proposed 200; from Baltimore, present 214, proposed 
224; from Philadelphia and New York, present 225, proposed 236; from 
Boston, present 233, proposed 244. 


To the Corinth group: From Norfolk and Richmond, present 190, 
proposed 200; from Lynchburg and Roanoke, present and proposed 
both 190; from Baltimore, present 204, proposed 214; from Philadelphia 
and from New York, present 215, preposed 226; from Boston, present 
223, proposed 234. 

To the Middle and Western Tennessee and Kentucky group: From 
Norfolk and Richmond, present 200, proposed 210; from Lynchburg and 
Roanoke, present and proposed, both 200; from Baltimore, present 214, 
proposed 224; from Philadelphia and from New York, present 225, 
proposed 236; from Boston, present 233, proposed 244. 

To the Winona-Jackson-Hattiesburg group: From Richmond and 
Norfolk, present 210, proposed 220; from Lynchburg and Roanoke, 
present and proposed, both 210; from Baltimore, present 224, proposed 
234; from Philadelphia and from New York, present 235, proposed 246; 
from Boston, present 243, proposed 254. 

To the Mississippi River-Gulf Ports group: From Richmond and 
Norfolk, present 218, proposed 228; from Lynchburg and Roanoke, 
present and proposed 218; from Baltimore, present 232, proposed 242; 
from Philadelphia and from New York, present 243, proposed 254; 
from Boston, present 251, proposed 262. 

Mr. Paxton discussed the rates proposed to the Memphis- 
Columbus-Meridian group from the Virginia cities. He pointed 
out that the rates proposed from Lynchburg and Roanoke were 
the same as those prescribed in I. and S. 1303, Part 1, and that 
the modification which the carriers desired in that ruling dealt 
with the rate from Richmond and Norfolk, in which case, he 
said, considering the distance and service involved, the proposed 
first class rate of 210 was low. 

“The average short line distance from the four Virginia 
cities, Richmond, Norfolk, Lynchburg and Roanoke, is 828 miles,” 
he asserted, “and the Commission prescribed a first class rate of 
200 from all four Virginia cities. The average distance from 
Norfolk and Richmond to Memphis is 923 miles, 95 miles greater 
than the average distance from the four Virginia cities, upon 
which the Commission fixed a rate of 200. The carriers are pro- 
posing a first class rate of 210 for this average distance of 923 
miles. The average distance from Lynchburg and Roanoke is 
732 miles, and the carriers are proposing a first class rate of 
200, as prescribed for all four Virginia cities.” 

He cited some recent rate history, showing that in certain 
revisions contemplated to I. and S. 1303, the Commission was 
figuring on a rate of 219 from the Virginia cities to Memphis. 
He made a series of comparisons of rates present and in the past 
over hauls of approximately the same mileage or greater mileage. 

He said the rate of 210 from Richmond and Norfolk to Mem- 
phis was much more in line with the rates from the more im- 
portant western markets to the Mississippi Valley territory than 
the rate of 200 prescribed by the Commission. He added that 
if the proposal of the carriers to make the rate from Baltimore 
to the Mississippi Valley 14 cents higher than from Norfolk and 
Richmond to the valley was adopted, inconsistencies would re- 
sult that would affect not only Baltimore but other eastern port 
cities, and interior points as well, 

Taking up the Corinth group, he showed that the carriers 
proposed a rate of 10 cents first class léss than from Memphis, 
as was prescribed in I. and S. 1303, but he pointed out that in 
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POSITIONS WANTED OR OPEN 


WANTED—Position by competent, all-around a a and rate man. 
Railroad and industrial experience. Address O. Y. L. 449, Traffic 
World, Chicago. 








FOR SALE—Several cars No. 1 Oak Railroad Cross Ties, Switch 
Timbers, Bridge and Crossing Plank for immediate shipment. L. E. 
PEARSON, Edwardsburg, Mich. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


WACO, TEXAS 
THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 





MUSKOGEE, OKLA. 





Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


N ORGANIZATION with traffic solicitation facilities capable of 
serving transportation interests requiring a Chicago office. Now 
representing steamer lines from Atlantic ports but can give ad- 
ditional non-competing rail or steamer lines full representation for 


freight and passengers, domestic or foreign. Thirty years’ traffic 
and operating experience in five countries. Or, will rent space in 
my office for your representative attending to your interests while 
he is on the road. Reasonable service charges. JOHN S. CAMPBELL, 
714 Marquette Building, CHICAGO. 





CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canai Street, near Tayter Street 
Teaming of Every Description—City Delivery Service and Carios< 
Distributors 














ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 







SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quick Despatch 
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Direct Freight and Passenger Service From Gulf Ports to 


MEXICO 


VERA CRUZ — TAMPICO — PUERTO MEXICO 
FRONTERA — PROGRESO 


Joint Service of 


THE STEELE LINE 


The Mexican Fruit & Steamship Corporation 
The Bluefields Fruit & Steamship Company 


FROM NEW ORLEANS 
SS YUMA SS SIGVALD SS JAMAICA Weekly sailings 
FROM GALVESTON, TEXAS CITY & BEAUMONT 
SS OLGA S. —Gemi-monthiy sailings 
THE STEELE STEAMSHIP LINE, Inc., Agents 


Offices:—630 Common St., The Steele Bldg., 19 Moore St., 
New Orleans Galveston New York City 





_———_—-_ 


“Practice Makes Perfect’ 


It is axiomatic that the experienced servant is the 
best qualified one. 

Thirty-eight years as foreign freight forwarders 
enables us to say ‘“‘We can serve you efficiently and 
well.” 

Our booklet ‘‘What We Do and How We Do It” 
is yours for the asking, without obligation. 

Established 1884 


D. C. ANDREWS & CO., Inc. 


27-29 Water Street, New York 


Boston Office Philadelphia Office 
44 Broad Street 788 Drexel Building 


FREIGHT 


SERVICE 
BETWEEN 


NEW YORK AND PHILADELPHIA 


and 
MARSEILLES, 


SPAIN 
GENOA, NORTH AFRICA 


Through Bills of Lading for all ports of Spain, Morocco, 
Algeria, Tunisia, Cette, Nice and Near East 


SOCIETE LES AFFRETEURS REUNIS 
CHICAGO AGENT: 
M. E. Kienappel, 112 W. Adams St 


puicapevpHiaacent: Pia ae lee Dae 


Wesenberg & Co., 305 Walt St. PAW TEEPE a RAMS ered E 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
‘ 255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


(EOMEDITERRANEAN REGULAR 


REGULAR SAILINGS 








me oe a a eng a 
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the carriers’ plan it was proposed to limit the application of 
the Corinth rates to points east of Corinth and not to carry it 
to points west of the city, and, therefore, the carriers were pro- 
posing to make the rates to the Southern Railway Memphis divi- 
sion stations between Corinth and Middleton the same as the 
rate to Middleton, Tenn. He added that the carriers sought an 
amendment to I. and S. 1303, providing for this change. 


In making the rate to Jackson, Tenn., and points in the 
western Tennessee and Kentucky group, said Mr. Paxton, the 
carriers proposed to establish through class rates governed by 
the Southern Classification made the same as the rates to Mem- 
phis. In addftion, he continued, it was expected to publish in 
a sectional plan tariff rates to and from Ohio River crossings, 
so that the Ohio River combination would be observed as maxima. 
He said: 


Fourth section relief will be needed, as there will be fourth section 
violations caused by the use of the Ohio River combination held as 
maxima when the rates so made are applied over routes other than 
those operating through the Ohio River gateways. Necessarily, the 
more distant points and those nearer to the Ohio River crossings will 
be lower than to intermediate points, although the intermediate 
point is made on the same Ohio River combination. Where the com- 
bination basis controls the rates the through rates so made would 
grade up as distance from the Ohio River crossings increases. It will 
be the purpose of the carriers to submit formal fourth section applica- 
tion to cover this fourth section relief, and we feel that it will be 
granted, as the present rates are published on the sectional plan 
basis. It would merely permit the carriers operating through southern 
routes to carry the same rates as the rates made through the Ohio 
River crossings. This gives the shippers additional competing service 
and unless that relief is granted, the only alternative which the car- 


riers could pursue would be to go out of the business via the southern 
routes, 


In addition to publishing through class rates governed by the 
Southern Classification from eastern cities to Jackson, Tenn., and the 
points in the Jackson group, the carriers are proposing to publish in a 
sectional plan tariff the Ohio River combination, provided they secure 
fourth section relief, which I have stated will be asked for in the 
proper form. 


In making the rates to the Winona-Jackson-Hattiesburg 
group, the witness said that Hattiesburg was used as the pivotal 
point. This city is eighty-five miles south of Meridian on the N. 
O. & N. E. Railroad. In the adjustment of the rates from the 
west, Mr. Paxton showed, the carriers proposed that Hattiesburg 
be made a differential of 10 cents on first class higher than the 
rates to Meridian, Miss. In the report of Special Examiner Pitt 
covering the adjustment, he recommended a differential of 8 
cents, which was to be increased 25 per cent under Ex Parte 74, 
which made a differntial of 10 cnts, and, in publishing the rates 
from the west, that difference was established. The carriers are 
proposing to Hattiesburg from Virginia cities and ihe east a 
differential of 10 cents on first class over the rates to Meridian, 
which is the same as from the west. The witness said: 


This difference was observed by the carriers in connection with 
the rates which they published, and which were suspended by I. and S. 
1303, and they also proposed this differential in connection with the 
rates which they submitted at the hearing in I. and S. 1303. The 
Commission in that case prescribed a differential of 10 cents to the 
Winona-Jackson-Hattiesburg group over the Memphis-Columbus- 
Meridian group and specifically ordered that rates from Virginia cities 
to Winona, Jackson and Hattiesburg should not exceed the rates from 


Virginia cities to Memphis, Columbus and Meridian by more than 
10 cents on first class. 


Jackson is ninety-six miles west of Meridian on the A. & V. R. R. 
and Winona is ninety-five miles west of Columbus on the Columbus 
and Greenville R. R. Considering the distance to these points I believe 
we are justified in making the rates to Jackson and Winona the 
same as to Hattiesburg, viz., Jackson 10 cents over Meridian and 
Winona 10 cents over Columbus on first class. As stated, this was 
also the differential prescribed by the Commission in I. and S. 1303. 


In explaining the basis observed in making the rates from 
the Virginia cities to points in the Mississippi River-Gulf Ports 
group, Mr. Paxton said that, in the present adjustment of rates 
from Ohio River crossings and the west, which was approved by 
the Commission, rates to New Orleans and Mobile were 18 cents 
on first class higher than the rates to Meridian, Jackson and 
Vicksburg. It was felt, he said, that the rates from eastern and 
Virginia cities to New Orleans and Mobile might properly be on 
first class 18 cents over Meridian, which, as stated, is the dif- 
ference in the rates from the west, and the rates proposed from 
the east and Virginia cities in this adjustment, are on that basis. 

This was also the difference, he continued, prescribed by 
the Commission in I. and S. 1303, Part 1, wherein it was ordered 
that rates from eastern and Virginia cities to New Orleans, 
Vicksburg and Greenville should not exceed the rates from 
Memphis-Columbus-Meridian group by more than 18 cents on first 
Class. 

New Orleans jis 202 miles south of Meridian on the N. O. 
& N. E. Railroad; Mobile is 186 miles south of Meridian on the 
M. & O. Railroad; Greenville is 168 miles west of Colum- 
bus on the Columbus & Greenville Railroad. It was felt, he said, 
tinat, as the distances to Greenville and Vicksburg were not ma- 
terially different from the distances from New Orleans and Mo- 
bile, the rates to Greenville should be as much higher than the 
rates to Columbus, and the rates to Vicksburg should be as much 
higher than the rates to Meridian as the rates to New Orleans 
and Mobile were higher than to Meridian. 

The witness submitted exhibits making comparisons pur- 
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porting to justify the proposed rates to the Mississippi River- 
Gulf Ports group. 

He named next some of the all-rail routes from Baltimore 
to Mississippi Valley territory and showed how the differences 
in distances via these routes compare with distances from Rich- 
mond and points taking Richmond rates. 

Many comparisons and justifications were given by the wit- 
ness in support of the proposed differential of 14 cents first class 
Baltimore over Richmond and Norfolk to Mississippi Valley terri- 
tory, and the differential of 12 cents New York and Philadelphia 
over Baltimore to Mississippi Valley territory. 

He explained the rates from New York and Philadelphia to 


_ the various groups in the Mississippi Valley territory and, fol- 


lowing this, cited authorities and made comparisons to justify 
the carriers in their proposed differential of 8 cents, Boston over 
New York and Philadelphia to the Mississippi Valley territory. 

There was no session June 7. Due to the investigation being 
a day ahead of its schedule, the carriers requested a recess in 
order to catch up with their exhibits. 


INTERLOCKING DIRECTORATES, ETC. 


John L. Burdett was permitted to hold the positions of vice- 
president of the Beech Creek Railroad, Cleveland, Cincinnati, 
Chicago & St. Louis, Cincinnati Northern, New York Central 
and other carriers in addition to positions previously authorized. 

John William Smith was permitted to hold the positions 
of general superintendent of the Calumet Western and the 
Indiana Harbor Belt in addition to positions previously author- 
ized. 

In addition to positions previously authorized, the Commis- 
sion has authorized the following persons to retain their posi- 
tions with the Chicago River & Indiana Railroad: Milton S. 
Barger, Charles J. Brister, Edgar Freeman, E. T. Glennon, 
George Hannauer, Albert H. Harris, F. H. Meeder, Joseph M. 
O’Mahoney, Leroy V. Porter, A. H. Smith, Harry G. Snelling, 
Edward F. Stephenson and W. C. Wishart. 

Albert H. Harris was permitted to hold the position of vice- 
president of the Rutland Railroad in addition to positions pre- 
viously authorized. 

A. H. Smith was authorized to hold the position of vice- 
president of the Lake Erie & Pittsburgh Railway in addition to 
positions previously authorized. 

J. C. Murchison has been authorized to hold the positions 
of director and general superintendent of the Atlantic Coast Line 
R. R. in addition to positions previously authorized. 

P. R. Albright has been authorized to hold position as gen- 
eral manager of the Belt Line Railway Co., in addition to posi- 
tions previously authorized. 

James H. Perkins was permitted to hold the position of 
director of the Virginian Railway in addition to positions pre- 
viously authorized. 

James A. McCrea and J. W. Orr have been authorized to hold 
positions as directors of the Pittsburgh, Youngstown & Ashta- 
bula Ry. Co. in addition to positions previously authorized. 

P. C. Welsh has been authorized to hold position as real 
estate agent for the Pennsylvania-Detroit R. R. and Toledo, 
Columbus & Ohio River R. R., in addition to positions previously 
authorized. 

Charles D. Jones has been authorized to hold position as 
director of the Cleveland & Pittsburgh R. R., in addition to posi- 
tions previously authorized. 

R. W. Morrison has been authorized to hold position as as- 
sistant treasurer of the Lorain, Ashland & Southern Ry., in 
addition to positions previously authorized. 

J. G. Rodgers has been authorized to hold position of vice- 
president of the Pennsylvania-Detroit R. R., in addition to posi- 
tions previously authorized. 

R. B. Thompson has been authorized to hold position of as- 
sistant treasurer of the Akron & Barberton Belt R. R., the Lorain, 
Ashland & Southern R. R., the Pennsylvania-Detroit R. R., and 
the Toledo, Columbus & Ohio River R. R., in addition to posi- 
tions previously authorized. 

C. P. Davidson has been authorized to hold position of assist- 
ant treasurer of the Lorain, Ashland & Southern R. R., Penn- 
sylvania-Detroit R. R. and the Toledo, Columbus & Ohio River 
R. R., in addition to positions previously authorized. 


LOCATION OF CARS 


The per cent of home cars on home roads was 71.3 on May 
15, according to the car service division of the A. R. A. BY 
classes of equipment the percentages were as follows: Box, 
60.2; refrigerator, 70; gondola, 80.4; stock, 84.3, and flat, 79.6. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of May 15 showed the following: Eastern 
district, 97.9, as against 96.8 a year ago; Allegheny district, 104.9, 
as against 99.9 a year ago; Pocahontas district, 90.7, as against 
92.2 a year ago; Southern district, 97.5, as against 97.9 a year 
ago; Western district, 96.4, as against 97.1 a year ago; all dis- 
tricts, 98.4, as against 97.5 a year ago; Canadian roads, 90.6, as 


against 96.4 a year ago; Mexican roads, 104.4 (no figure for last 
year). 
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SUBSIDY BILL AMENDMENT 


The Trafic World Washington Bureau 


Definite decision to drop from the subsidy bill the provi- 
sion with regard to American flag ships getting 50 per cent of 
the immigrant passengers coming to America was made this week 
by the sub-committee, which is redrafting the bill. This action 
was taken, it was said, in order not to have a conflict of juris- 
diction between the merchant marine committees and the immi- 
gration committee. Chairman Lasker has requested the immigra- 
tion committee to consider a separate bill containing provision 
for the carriage in American ships of 50 per cent of the immi- 
grant traffic. 

The importance of the immigrant provision in the subsidy 
bill was stressed during the hearings on the bill by Shipping 
Board witnesses, one of whom practically asserted that without 
a share of the immigrant business there was little hope for 
American flag passenger ships. 

Chairman Lasker of the Shipping Board said this week that he 
had reached an agreement with the middle western and southern 
interests relative to a provision in the ship subsidy bill extend- 
ing the period of operation of vessels in established trade routes 
by the board beyond the effective date of the subsidy bill if it 
becomes law. It was urged that the vessels be operated for 
five years, but Chairman Lasker said he would not agree to 
that. As a result a two-year provision will be recommended 
to the committee which is now working on the bill. At the 
end of the two-year period it is intended that the operators of 
the vessels shall have the first chance at purchase of the ves- 
sels in given routes from and to the north Atlantic, Gulf and 
Pacific ports. 


SHIP SUBSIDY IN DANGER 


The Trafic World Washington Bureau 


President Harding has been informed, it was learned at the 
White House June 2, that Congress is inclined to hesitate on 
the proposed ship subsidy bill. Conference will be held, it was 
said, by the President with House and Senate leaders, who, it was 
said, would be told that if Congress is not disposed to accept the 
recommendations and advice of those charged with the duty of 
administering the law with regard to the merchant marine and 
the Shipping Board, the administration will turn the entire 
matter over to Congress and be relieved of the responsibility. 
The President feels, it is said, that Congress must act on the 
subsidy bill at this session. The President also feels that the 
men who have been prominent in the Shipping Board will not 
stay with the board if there is no ship subsidy legislation at 
this session. 


Chairman Lasker of the Shipping Board, discussing reports 
the previous day that he intended to quit the board after the 
ship subsidy bill had been disposed of, said he had no intention 
of giving up the job at this time and that he would be with 
the board for at least another year. 

The chairman has advised the President, it is understood, 
that he will remain at the head of the board until the admin- 
istration merchant marine program has been fully developed 
and put under way. He is confident that the ship subsidy bill, 
which he expects to emerge from committee without being 
radically changed, will be acted on by Congress at the present 
session. 

Chairman Lasker is opposed to the proposal of middle west 
and southern interests that provision be made for the operation 
by the Shipping Board of vessels in established trade routes 
from southern and Gulf ports for five years after the subsidy 
act is passed. He says he will not oppose a two-year provision, 
but that five years would mean a continuation of the managing 
agency agreements, while at the same time a subsidy would 
be in effect—if the bill passes. He said the board wishes to 
get rid of the agreements as soon as possible. 

President Harding, it is understood, will renominate Com- 
missioners Benson and Lissner, whose terms expire June 13. 

The general legislative situation in Congress is believed to 
be one of the reasons for the fear that the Administration ship 
subsidy bill may fall by the wayside. No one seems to know 
what Congress is going to do. There is even some talk that it 
may quit without passing the tariff bill. 

President Harding appears to be of the opinion that the sub- 
sidy bill could be put through by Congress regardless of other 
pending legislation, although he thinks the tariff bill should be 
passed as quickly as possible. 

At the hearings on the subsidy bill there was developed 
little opposition and, on the surface, it might appear that sub- 
Sidy would be accepted without much dissent. But the Ameri- 
can Federation of Labor entered its protest against the bill 
and, while J. R. Howard, president of the American Farm Bu- 
reau Federation, advocated the passage of the bill only as a 
temporary measure of aid to the merchant marine, his stand 
was not backed by a referendum of the farmers. Benjamin C. 
Marsh, managing director of the Farmers’ National Council, 
declared the farmers were against the bill. It might be, it is 
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suggested, that the rank and file of Congress would prefer to 
go before their constituents this fall without being on record 
on the subsidy question, and that this may be at least a con. 
tributing factor to the hesitancy Congress is showing toward 
the measure, as reported to the President. 

Those now directing the destiny of the Shipping Board be. 
lieve if the fleet built during the war is to be saved—the part 
of it worth saving—there must be a subsidy. Chairman Lasker 
has admitted that he was frankly against a subsidy when he 
came to Washington—that he would have run the other way 
if anyone had mentioned “subsidy” to him when he first arrived. 
But his study of the entire situation, he says, has convinced him 
that a subsidy is the thing needed to put the American merchant 
marine on its feet. Now, if Congress should turn down the 
recommendations of Chairman Lasker and his experts, as well 
as President Harding, it is believed that Mr. Lasker and his 
close associates would resign. The President, it is understood, 
believes that would happen. And if it did happen, the President, 
it is said, would turn over the entire merchant marine problem 
to Congress and cease advocating as subsidy. 

At the conferences which the President proposes to hold 
with congressional leaders it is said he is going to put the 
matter up to them squarely—that Congress must pass the sub- 
sidy bill at this session or else the administration steps down 
and out so far as the merchant marine policy is concerned. 

While the President has refrained from assuming an aitti- 
tude of dictation toward Congress, it is said that he feels so 
keenly with regard to the merchant marine that he will throw 
all the influance possible toward favorable action on the subsidy 
bill at this session. Failing in that, it is said, he will relinquish 
responsibility and turn the job over to Congress. 

It became known this week from a reliable source that the 
reason President Harding has been stirred to action relative to 
passage of the ship subsidy bill at the present session of Con- 
gress is that there was a definite movement under way in the 
House to sidetrack the bill until the December session. Had not 
the President spoken, it is believed that there would have been 
no effort to pass the bill this session. 

The advocates of the measure, however, informed the Presi- 
dent, it is said, that to defer action on the bill until another 
session of Congress would be fatal. The short session of Con- 
gress begins in December. Its hands will be full with the usual 
appropriation bills and it is generally conceded that there would 
be little time for consideration of the subsidy bill at that session, 
which will come to an end March 4, 1923. If the bill were not 
taken up in the short session and the President desired it con- 
sidered, the only thing he could do would be to call an extraordi- 
nary session after March 4. There is reason to believe that 
the President would not like to do that. 

The thory of the advocates of the bill is that the measure 
must be passed at this session if the Shipping Board vessels are 
to be disposed of to private owners. Chairman Lasker has as- 
serted that without the subsidy the fleet could not be sold—at 
least not a substantial part of it—and at the same time the 
Harding administration is on record for a privately owned and 
operated merchant marine as soon as that can be accomplished. 
The Harding-Lasker view is that the end desired can be brought 
about through a subsidy. : 


There is some talk that the fleet would be junked if the 
ship subsidy bill fails. But observers here believe that even if 
the bill failed, the government, through the Shipping Board 
Emergency Fleet Corporation, would continue to operate ships 
under the mandate of the Jones act. It is probable that in the 
event of the failure of the subsidy bill, a determined effort would 
be made to operate most of the vessels on the bare boat charter 
basis until they could be disposed of to private parties. 

The Jones act allows considerable latitude for the govern- 
ment operation of vessels. While it provides that the board 
shall sell its ships “as soon as practicable, consistent with good 
business methods,” it also provides that where the board has 
established services “such lines and service shall be maintained 
by the board until, in the opinion of the board, the maintenance 
thereof is unbusinesslike and against the public interests.” 

It was said at the White House this week that the President 
had no new assurances from Congress that the subsidy bill 
would be passed this session. It is believed, however, that there 
will be more of an effort to have the bill acted on at least in 
the House this session than there would have been had not the 
President indicated his desire to have the bill passed now. 


Statement by Senator Jones 


Senator Jones, chairman of the Senate commerce committee, 
in a statement relative to reports that the shipping bill would 
be delayed, said: 


The newspapers are stating that it is now intended to defer 4 
vote on the shipping bill until next winter and it is suggested that 
the people of the country are not ‘interested in it and that it will 
be well to take their judgment upon it at the next election. Republi- 
can senators and representatives are said to favor the postponement 
of this legislation. 

I cannot understand how those in favor of taking the steps neces- 
sary to build up our merchant marine can circulate such impressions. 
We cannot better promote the interests of our foreign competitors. . 

I know well the situation that confronts us and to postpone this 
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Marine Despatch Line 


A-1 FAST STEEL STEAMERS 


Regular Sailings Every 14 Days 


BETWEEN 
NEW YORK LOS ANGELES 
PHILADELPHIA (San Pedro Dist.) 
BALTIMORE - SAN FRANCISCO 
NORFOLK OAKLAND 
SAVANNAH PORTLAND 
JACKSONVILLE SEATTLE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
139 8. Third 8t. 42 Broadway 


Pittsburgh Cleveland 
1537 Oliver Building 248 The Arcade 
Savannah, Ga. Oakland, Cal. 
Savannah Bank & Trust Bldg. Parr Terminal 


Les Angeles, Cal. Portland, Ore. 
427 Van Nuys Bldg. 601 Title & Trust Bldg. 


1408 L. C. Smith Bldg., Seattle, Wash. 
Reom 495 Ellicott Sq. Bldg., Buffalo, N. Y. 





Pacifi o~Costiionn— 
Gulf Line 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 


SS “‘DELCO”’ From the Gulf, Middle June 
SS *“*NYANZA’’ Late June 
Al Steamer “ee | Early July 


SS “REDHOOK’”? From the Pacific Coast, Early June 
SS “ELDORADO” * ‘ 2nd half June 


SS “DELCO” wnt 8 - Late June 
SS “AGWIDALE” ‘“ ‘* we es Early July 
SS “HOBOKEN” “ ‘* - Late July 
Rates quoted, bookings and other information furnished upoa 
application 


THE STEELE STEAMSHIP LINES, Incorporated 
GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 
Steele Bldg. SWAYNE & HOYT, Ine. 50 Broad St. 


Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 
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“Ship "e Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New York, ——— 
Norfolk, Philadelphia 


Thru bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash. ; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone, Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. _‘ Pittsburgh, Pa. Cleveland, Ohio 

39 South St. Drexel Bldg. Oliver Bldg. Marshall Bidg. 
And at our Branch Offices at ports of call, etc. 


NEW YORK-LOS ANGELES-SAN FRANCISCO 


DIRECT SERVICE 
via PANAMA CANAL 


WEST COAST CENTRAL AMERICA, MEXICO 
Calling at Norfolk, Va.; Corinto, Nicaragua, La Libertad, Salvador; 
San Jose de Guatemala and Manzanillo (Havana, Eastbound) 
S.S. VENEZUELA sails from New York June 24th 
S.S. ECUADOR sails from San Francisco June 23rd 
Sailings about every 17 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene. 
S.S. SAN JUAN sails from San Francisco June 15th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Fon mg New York 508 California St., San Francisco 
. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Manil la, Hongkong ‘ . 


rf tt ae Sailings by New and Luxurious U. S. 


Shipping 


3.3. President | Wilson («cee eee”) Sails June 24 


mpire State 


S.S. President Lincoln («4rrsi.6") sails July 22 


“Hoosier State 


S.S. President Cleveland (ciim°ty,.") sails Aug. 12 
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Through bills of lading issued to and from points beyond ports ef call 
For rates and other information apply to any railroad or tourist agency, ev te 
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legislation until next winter is to throw away the chance we have 
to take our place upon the sea. The business men who have worked 
so hard, who have sacrificed so much and who have suffered so much 
from unfair and unjust criticism to put upon a business basis the 
chaotic mess of the $3,000,000,000 war investment that was turned 
over to them cannot be expected to keep hold of an enterprise failing 
because the government will not give it the support it must have. 
If they give up, what business men who value their reputation can 
be found to undertake the work again? None will do it and our 
shipping wreck will become nothing but the haven of political parasites 
and scheming knaves. It would be better to give our ships to any who 
bs sane them, dissolve the organization and confess that we have 
ailed. 

Do a Republican administration and a Republican Congress want 
to go before the people this fall with such a confession of incapacity? 
We promised in the last election to take steps to establish an Ameri- 
can merchant marine. What more warrant can we get than the ver- 
dict of that election? Can we hope for approval upon a confession of 
failure? Those who think it good politics to put this question off 
until after the election fail to reckon with one oustanding American 
trait. Our people admire courage and despise cowardice in politics as 
in anything else. If we will not dare to succeed we do not deserve 
approval. If we do not control the next Congress we cannot pass 
this bill in the last session of this Congress. If our majority in the 
next Congress is small the passage of this legislation will be all the 
more difficult and uncertain. 

The American people want a merchant marine. They are willing 
to try out any well considered plan to establish it. This bill has been 
carefully considered. No one suggests any other plan that offers any 
hope of success. The bill has been treated thus far not as a partisan 
but as an American question and problem. Democratic papers, organ- 
izations and individuals have urged it. Democrats in the Senate are 
as earnestly in favor of it as Republicans and they are willing to aid 
and hurry its passage even though they know that favorable action 
will redound to the credit of the Republicans. The hour and the 
chance is here. Will we meet it as we ought or shirk it in shame? 

This administration has been given the care of the residue 
of more than $3,000,000,000 of the people’s property. We know its 
situation and condition better than they. It is wasting away in idle- 
ness and the longer it is idle the greater the waste. This will soon 
amount to more than the aid we propose by this bill. Let us do our 
duty in caring for and handling it and the people will stand by us. 
If we shirk our duty we will have their condemnation and we will 
deserve it. ’ 

It is not for me to tell the President what to do. I admire his 
attitude of non-interference in legislative matters, but this situation 
is such as to require firm action. He should advise Congress that it 
must act on this bill. If it rejects it well and good. The responsi- 
bility will be clear. We know his views. He need not attempt to 
control our judgment, but he is fully justified in insisting upon our 
doing one thing or the other and if this session should adjourn without 
action it should be called in extra session immediately to do it and 
the President should let us know this will be done. 


President Confers with Leaders 


The first of the President’s conferences on the ship subsidy 
bill was held June 3, when Representative Mondell, Republican 
House leader, Chairman Campbell of the rules committee, Rep- 
resentative Edmonds of the House committee on merchant 
marine and fisheries, and Chairman Greene of that committee, 
Chairman Towner of the Republican House caucus, and Speaker 
Gillett visited the White House. After the conference with the 
President it was said that the congressmen informed Mr. Hard- 
ing that while there was some opposition in the House to taking 


up the bill at this session, they believed the bill could be passed 
at this session. 


Discussing the developments incident to the President’s con- 
cern about the chances for passage of the subsidy bill at the 
present session, the National Merchant Marine Association, 
which has conducted a publicity campaign in behalf of the bill, 
said: 


There is an ample Republican majority in both branches to as- 
sure its passage; but the tendency toward delay on the part of the 
Republicans is due to the fact that many of the candidates for re- 
election do not want to be on record on the bill until after their cam- 
paigns are over. According to the New York Herald, a lukewarm 
attitude has been manifested by Representative Mondell of Wyoming, 
the Republican floor leader, who is stated to have declined to say 
when the measure will be brought before the House, or whether it 
will be considered at all at this session. : 

Members of Congress who come up for re-election this fall, how- 
ever, are likely to find that failure to bring the shipping bill to a 
vote will hurt rather than help their chances at the polls. The lead- 
ing commercial interests throughout the country are on record as 
strongly urging the speedy passage of the measure, and members of 
Congress who fail to gauge the strength of this sentiment may find 
their seats filled in 1923 by men pledged to immediate action for steps 
to establish the merchant marine. 

In the meantime marked progress is being made in the prepara- 
tions for a report on the bill by the House committee on merchant 
marine and fisheries. The sub-committee of five Republicans, which 
is at work redrafting the measure for submission to the full commit- 
tee, is expected to have the first draft ready in a few days, and there 
is every prospect that the report will be made about the middle of 
this month. There is no reason why the House cannot begin considera- 
tion of the measure at once, and President Harding is expected to 
insist that this be done. The Senate should be ready to take up the 
bill early in August. 


Protest Against Subsidy 


Senator Capper, of Kansas, this week submitted to the 
Senate a resolution adopted by Farmers’ Union, Local No. 492, 
of Tipton, Kan., protesting against the passage of the ship 
subsidy bill. The protest was referred to the Senate commerce 
committee. 

Malcolm Stewart, of the Cincinnati Chamber of Commerce 
and chairman of the Middle West Merchant Marine Committee, 
which is composed of commercial bodies in fourteen states, sub- 
mitted the following statement to President Harding this week: 


I am told that an attempt is being made to spread the idea 
that the Middle West doesn’t favor the pending bill to aid ship- 
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ping. I have heard nothing like this in the Middle West. It is 
only in Washington that I have found such reports prevalent. 
The interest of the Middle West is instanced by the fact that I 
came here to urge maintenance of ample shipping facilities from 
the smaller ports to handle the great output of our section of the 
country. 

The Middle West is already on record as to what it thinks on 
the pending shipping bill. Resolutions urging the passage of the 
bill and calling upon representatives and senators to support it 
have been adopted by the leading commercial organizations in 
many cities in the interior. The list of bodies that have already 
endorsed the bill includes: 

Chamber of Commerce, Cincinnati; Battle Creek (Mich.) 
Chamber of Commerce; Illinois Manufacturers’ Association; Insti- 
tute of American Meat Packers; Chicago Association of Com- 
merce; Manufacturers’ and Jobbers’ Association, Columbus, O.; 
Association of Commerce, Decatur, Ill.; Des Moines Chamber of 
Commerce; Detroit Board of Trade; Dubuque (Iowa) Chamber of 
Commerce; Commercial Club, Duluth; Chamber of Commerce, 
Huntington, W. Va.; Huron (S. D.) Commercial Club; Indianapolis 
Chamber of Commerce; Chamber of Commerce of Kansas City, 
Mo.; Board of Trade, Louisville; Association of Commerce, Madi- 
son, Wis.; Memphis Chamber of Commerce; Association of Com- 
merce, Milwaukee; Chamber of Commerce, Oklahoma City; Omaha 
Chamber of Commerce; Merchants’ Exchange, St. Louis; Manu- 
ufacturers’ and Merchants’ Association, St. Louis; Chamber of 
Commerce, St. Louis; St. Paul Association; Civic and Commerce 
Association, Superior, Wis.; Chamber of Commerce, Toledo; 
Wichita (Kans.) Chamber of Commerce. 

These organizations represent fourteen states. There are also 
more than one hundred other organizations in the Middle West, 
not directly affiliated with the Middle West Merchant Marine Com- 
mittee, which have endorsed the bill and urged its speedy passage. 
It has been suggested that representatives in Congress might not 
vote for the bill because they might feel that in doing so they 
would not reflect the sentiment of their constituents. The con- 
trary is the case. The constituents of the Middle Western repre- 
sentatives as shown by the list of endorsements given want their 
congressmen to pass the ship aid bill as speedily as possible. 

It is also said the farmer has no interest in ships. During 
the past few months I have been traveling throughout the entire 
Middle West and have come into contact with agricultural as well 
as commercial interests. The farmer who is not interested in 
ships is the farmer who knows nothing about ships or who has 
been told nothing of the value of an American merchant marine 
to him directly. That the farmer who has had the facts in the 
case presented to him appreciated the value of the pending legis- 
lation is shown by the largest organization of farmers in the 
United States—The American Farm Bureau Federation of more 
than a million members—which after a thorough investigation of 
this subject has endorsed the bill. The Federation’s President, 
J. H. Howard, has appeared before the joint congressional com- 
mittee to urge changes of the bill. 

There is no doubt that both the farmers and producers of the 
Middle West will equally profit if legislation is enacted to pro- 
_ adequate ocean transportation facilities under the American 

ag. 


The National Merchant Marine Association has issued a 
statement in which it says that an analysis made by it shows 
that out of 300 leading daily papers, 193 are for and 77 against 
the ship subsidy bill, while 30 are non-committal. In California, 
it says, 86 per cent of the papers favor the bill; in New York, 64 
per cent; in Massachusetts the ratio is 9 to 1; in Illinois, 7 to 1; 
in Pennsylvania, 4 to 1; in Ohio, 3 to 1, and in Montana, 8 to 3. 
It says further that the analysis shows that almost as many 
of the “straight Democratic papers” are for the measure as 
against it. 

The Shipping Board this week issued a statement setting 
forth the following paragraph from a letter from the chairman 
of the export committee of the Southwestern Millers’ League 
to the Shipping Board’s representative at Kansas City: 


I want to assure you of my heartiest co-operation. The ex- 
porting millers of the southwest have been “sold” the United 
States Shipping Board Emergency Fleet Corporation’s service 
program and proposals, and we are going to co-operate to the 
very best advantage for a successful outcome of this great un- 
dertaking, which has in it so very much in the way of possibil- 
ities, and hope for a big increase and development of the export 
trade of the United States of America. 


“During the annual convention of the American Millers’ 
Federation, held in Kansas City, Mo., May 31, June 1 and 2, but 
one complaint was registered as to the alleged failure of the 
Shipping Board to function,” the board said. “This complaint 
emanated from a miller of the north Pacific coast, and had to 
do with a case which took place over a year ago. 

“The United States Shipping Board Emergency Fleet Cor- 
poration was represented by the following officials of the Inland 
Traffic Division, at the convention: G. M. Bush, manager, Kan- 
sas City; T. Park Hay, manager, Chicago; R. J. Whitmire, mat- 
ager, Minneapolis; A. C. Cooke, traffic department, New Orleans; 


J. F. Gehan, head of the claims division, traffic department, 
Washington, D. C.” 


FREUND SUCCEEDS SMYTH 


The trustees of the Emergency Fleet Corporation have ac- 
cepted the resignation of Nathan A. Smyth, general counsel for 
the Fleet Corporation, and Sanford H. E. Freund, special counsel 
in charge of contracts, opinions and recoveries, has been ap- 
pointed his successor. Mr. Freund was born in New York City 
and is a graduate of Harvard College, class of 1901, and of 
Harvard Law School, class of 1903. On leaving the university 
he became a member of the firm of Saltonstall, Dodge & Carter, 
attorneys, Boston, with whom he remained until 1910, when he 
was appointed eastern attorney of the Chicago, Rock Island & 
Pacific Railroad Company. In 1912 he was chosen assistant 
general counsel for the Great Northern Railway Company and 





Jur 





the 
pro- 
ican 


da 
ows 
inst 
nia, 
c, 64 
o 1; 
to 3. 
1any 
> as 


iting 
man 
ague 


» eX- 
nited 
rvice 
» the 
-un- 
sibil- 
cport 


llers’ 
, but 
f the 
ylaint 
id to 


Cor- 
nland 
Kan- 
man- 
eans; 
ment, 


re ac- 
el for 
yunsel 
nm ap- 
: Cliy 
nd of 
ersity 
‘arter, 
en he 
und & 


istant 


June 10, 1922 




















ROUTE YOUR CARGO VIA 


Mobile=Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 
LIVERPOOL AND MANCHESTER 





Sailing from Pensacola June 13th 

ES. COARSA COUNET.....-. | Soiling from Mobile June 22nd 
LIVERPOOL 
S.S. WESTLAND or Sub........ Sailing from Mobile July 13th 
HAMBURG AND BREMEN 
S.S. WEST HARDAWAY....... Sailing from Mobile June 25th 
8.8. WILDWOOD. ....ccccccccces Sailing from Mobile July 14th 
LONDON AND DUNDEE 

Sailing from Pensacola June 15th 

BD. AWUINGUE. ...0..5000008000 { Seiline ee ene See | 


LONDON AND GRANGEMOUTH 


Sailing from Gulfport June 27th 
S.S. EFFINGHAM............... 1 Sellion foun Mabie dun nee 


LONDON AND WEST HARTLEPOOL 
S.S. MAIDEN CREEK or Sub...Sailing from Mobile July 30th 


— MUSEL, SANTANDSE. PASAGES, HUELVA 
Due Mobile about June 12th 


haem AND VALENCIA AND ALICANTE 
ee er Due Mobile about June 17th 


Waterman Steamship Corporation 


MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 





36th and Iron Sts. 
Chicago, IIl. 






Ship To Us In Carload 
We Reship In L. C. L. 


MeO awr, 


te Better iandieumion Sunde 
Daily Package Car System a Feature 


The Merchants’ Warehouse & Distributing Co. offers the shipper a 
more co-operative service in the receiving, warehousing and shipping 
of merchandise. The men directing this organization through their 
years of experience, know your problems and assist you in the most 
efficient manner. 

Chicago Junction Railroad enters our building and connects with 
all railroads. Connection at our plant is made with Package Car 
System operated to all important cities. Merchandise is loaded into 
cars which connect with this system. Cartage expense is eliminated. 

We are located on South Branch of Chicago River, Chicago Steam- 
ship Lines and Merchants’ Lighterage Co. serve our dock, which ac- 
commodates largest lake vessels. 


Maximum protection against fire is given all goods stored. A very 
low rate of insurance is in force due to our excellent sprinkler sys- 
tem and proximity to river. On request, goods will be insured auto- 
matically upon receipt and canceled automatically when shipped. 

Investigate. Write, wire or phone for full particulars. We give a 
100 per cent service. 


MERCHANTS’ WAREHOUSE & DISTRIBUTING CO. 


36th and Iron Streets Phone Lafayette 7500 Chicago, Ill. 
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WHITE STAR DOMINION LINE 
ATLANTIC TRANSPORT LINE 


FROM 
New York Portland, Me. Norfolk 
Boston Montreal Mobile 
Philadelphia Baltimore New Orleans 
Galveston Brunswick 


‘ London Avonmouth Danzi« Australia 
Liverpool Southampton Gibraltar Tasmania 
Manchester Antwerp Genoa New Zealand 
Glasgow Hamburg Naples 


International Mercantile Marine Co. 













coon delph . Bourse * 3 Houston, Cotton Exohan Bidg. 
Baltimore, Cham Commerce Mobile, Ala., Mobile Liners, 
Toronto, 1008 Royal Bank Bide Portland, Me., § india Street. Y 















Freight Service 


AMERICAN LINE 
LEYLAND LINE 
RED STAR LINE WHITE STAR LINE 
REGULAR SAILINGS 


TO 








A. C. Fetterolf, Freight Traffic gg 


- D. Roth, Gen. be = mp ar. T. O. Martin, N. Freight Agt. 
arr South La Salle Metropoiltan ‘outs Building, 
Chicago, Iinols. Minneapolis, Minn, 
€. J. McConnell, Southwestern LA pat Agent, 
{101 Locust = St. Louls, Mo. 
ces 


New York, | Broadway 
Boston, 84 State St 
Montreal, jMeain Bids. 








New Orleans, Hibernia Bank Bidg. 
Galveston, Cotton Exchange Bldg. 
Norfolk, Flatiron BI dg. 
































Your problem is only half solved when production 
costs are reduced to a minimum. Distribution 
costs demand the same consideration. Since per- 
sonal investigation of available storage and distri- 
bution service throughout the country involves a 
large measure of both time and expense, bring 
the nation’s facilities to your desk through 


Distribution Service, /nc, 
123 W. Madison St.Chicago, Ill. 
© Representing: 





BIRMINGHAM LOS ANGELES 

Harris Transfer & Warehouse Co. Union Terminal Warehouse Co. 
CHICAGO LOUISVILLE 

Currier-Lee Warehouse Co. Louisville Public Warehouse Co. 
CLEVELAND OMAHA 


— Street Terminal Warehouse Gordon Fireproof Warehouse & 
: Van Co. 
PHILADELPHIA 
— Warehouse & Transfer 


DENVER 
= Weicker Transfer & Storage 
‘0. 


EL PASO 

International Warehouse Co. 
FORT WORTH 

—s Keefe Fireproof Storage 


PORTLAND 
Oregon Transfer Co. 


SAN FRANCISCO 
San Francisco Warehouse Co. 
HOUSTON 


Binyon-O’Keefe Fireproof St ST. LOUIS 
Co. a ree S. N. Long Warehouse. 
KANSAS CITY ST. PAUL 





Central Storage Co. Central Warehouse Co. 
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served in that capacity until 1918, when he entered the service 
of the government, as director of the clearance division, United 
States Employment Service, remaining there a year. In 1919-20 
he was Assistant General Counsel of the United States Railroad 
Administration, in charge of financial legal matters, leaving 
there to become a member of the firm of Shearman & Sterling, 
attorneys, New York. He joined the legal staff of the Emer- 
gency Fleet Corporation August 8, 1921. 


BOAT HELD BY BRITISH 


The Trafic World Washington Bureau 


As the result of a cable dispatch that the United States Ship- 
ping Board S. S. Seattle Spirit had been held by the British for 
transporting munitions to Ireland, Chairman Lasker of the Ship- 
ping Board immediately instituted an investigation, it was an- 
nounced by the board. 

It was learned by Chairman Lasker that the shippers were 
the Manhattan Oleo Agency, and that the shipment was made 
through the Barr Shipping Company, brokers. The goods were 
billed as forty barrels of lard and were shipped to the order of 
the shippers, the shipment going forward to Ireland on the 
Seattle Spirit on May 17. 

Investigation developed that the goods turned out to be 
forty barrels of munitions. Chairman Lasker is awaiting an ad- 
ditional report from Moore & McCormack, the agents of the Ship- 
ping Board, who handled the transaction, and as soon as their 
report is received all the documents in the case will be turned 
over to the Department of Justice for action. 


ST. LAWRENCE CANAL TREATY 


The Trafic World Washington Bureau 


The British ambassador has submitted to the Department 
of State the following reply of the Canadian government to the 
suggestion that it take up with the United States the negotiation 
of a St. Lawrence canal treaty: 


With further reference to the note you_were so good as to ad- 
dress to me on May 17 in regard to the St. Lawrence River im- 
provement scheme, I have the honor, at the request of the Govern- 
ment of Canada, to inform you of the substance of an approved 
minute of private council for Canada respecting this matter. 

The competent authorities of the Canadian government have 
advised the Governor-General that they have not up to the present 
had an opportunity to give the report of the International Joint 
Commission and the accompanying report of the board of engi- 
neers appointed to examine the subject that careful consideration 
which their importance merits. Moreover, having regard to the 
magnitude of the project and the large outlay of public money in- 
volved, the Canadian government is of opinion that it is not con- 
sidered expedient to deal with this matter at the present time. 


The fact that the Canadian government had turned down 
for the present the question of negotiating a treaty was an- 
nounced by the State Department last week, but the official 
reply was not made public until this week. 


CARELESS EXPORTERS 
The Trafic World Washington Bureau 


“The thoughtless practice of some exporters in assigning 
office boys or inexperienced clerks to prepare shippers’ export 
declarations is seriously jeopardizing the accuracy of official 
foreign trade figures,’ according ‘to the Department of Com- 
merce, which asks that more care be exercised in preparing these 
documents. “Accurate, timely trade statistics will be impossible 
unless shippers extend more personal cooperation in seeing that 
the necessary papers are properly prepared. The work should 
not be assigned to boys or some secondary agency having no 
special interest in the matter,” it says. 

According to the Department of Commerce, the new export 
classification recently adopted at the request of exporters to 
afford American business useful statistical service has brought 
out the fact that serious errors have existed in the official 
figures for years, particularly in classes showing values only. 
Most of these errors are due to inaccurate description in the 
export declarations presented to customs officials by the ship- 
per or his agent. Investigation has developed, for example, that 
ship and tank plates, punched and shaped, are reported as low 
as 1 cent per pound; alloyed steel bars at 1.6 cents per pound; 
copper wire at 4 cents per pound; wood and denatured alcohol 
at 1% cents per gallon; white lead at less than 2 cents per 
pound; 370 stationary electric motors of less than 200 horse- 
power at an average price of $11; 183 road plows, scrapers and 
rollers at $11 each; 1 centering lathe chuck at $3,800; grinding 
and sharpening machines at $5 and $5,000 and hoes and rakes 
at $132. 

The Department says it realizes that the preparation of 
the necessary papers at times represents something of a burden 
and that it does not wish to appear unreasonable. It expresses 
the hope, however, that export shippers generally will appreciate 
the fact that the figures in point are being compiled primarily 
for the benefit of the exporters who are now asked to co- 
operate. 

“The illustrations given,’ says the Department, “should 
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certainly convince any reasonable exporter as to the utter 
ridiculousness of some of the returns now received. Just a 
little more care and attention to the column ‘Class No. of 
Schedule B’ on the export declaration, to make certain that an 
accurate entry is made of the number of the statistical export 
classification of 1922, under which the goods should be properly 
classified, will be a great help. It will avoid the time and 
expense involved in returning erroneous declarations to the 


. original customhouse, in some cases the West Coast, and will 


help the Department of Commerce to clear itself of the possible 
stigma of inefficiency when the burden of responsibility rests 
squarely upon the shoulders of the offending exporters.” 


SHIPPING BOARD SALARIES 


The Trafic World Washington Bureau 


The deadlock in the House over Shipping Board salary limi- 
tations, carried in the independent offices appropriation bill, was 
broken June 6 when the House and Senate approved a conferees’ 
report providing that no officer or employe of the Shipping Board 
or Emergency Fleet Corporation shall receive a salary or com- 
pensation in excess of $11,000 annually, except six at not to ex- 
ceed $25,000 and two at $20,000. 

Passage of the bill in this form will make necessary reduc- 
tions, July 1, of the salaries of vice-presidents Smull, Love, Frey, 
and Kimball. The first three named get $35,000 each and Kim- 
ball gets $30,000. . 

Chairman Lasker said he hoped to retain the vice-presidents 
in service if the ship subsidy bill is passed at the present ses- 
sion, but he feared they would resign if the bill did not go 
through. 

The House was successful in its stand against salaries in 
excess of $25,000, the Senate having been willing to agree to the 
salaries now being paid. 

The conference report on Shipping Board salaries was the 
fourth report of the conferees, the House having rejected the 
report three times. The Senate acceded to the House view with 
the exception of adding two salaries of $20,000 a year each, and 
the House accepted that modification. 

Representative Wood, of Indiana, who had charge of the 
report in the House, said he believed the House would have done 
the country a service if it had concurred in the first report 
which was submitted in March. He said the difference to the 
government would be a net saving of $18,000 a year in salaries. 

Representative Byrns, of Tennessee, opposed the conference 
report as finally adopted. He indicated that the board: would 
use the $20,000 salaries for two attorneys in the legal depart- 
ment, and declared that there was no reason why the board 
should pay any of its attorneys in excess of $11,000, and that 


7 pl had his way he would limit the salaries of attorneys to 


IDLE FLEET IN GOOD CONDITION 


The Trafic World Washington Bureau 


The tied-up fleet of 324 Shipping Board vessels at Staten 
Island, Caldwell’s Point and Boston harbor is in “excellent con- 
dition,” according to Joseph E. Sheedy, acting vice-president of 
the Emergency Fleet Corporation in charge of operations. Of 
the total number, 137 ships are at Staten Island, 144 at Cald- 
well’s Point, and 43 in Boston harbor. 

“They are being taken care of and no undue deterioration 
has taken place,” said he. “Of course, vessels that are laid 
up in this manner will require continual protection, as a matter 
of self-preservation, but other than minor measures necessary to 
protect ships for the coming winter, no large expenditures will 
be made for such maintenance.” 

Mr. Sheedy will inspect the board’s vessels which are tied 
up at Hog Island, Pa., and Norfolk, Va. 


NEW YORK PORT DEVELOPMENT 


The Trafic World Washington Bureau 

Congress has passed a joint resolution authorizing the Port 

of New York Authority to execute the comprehensive plan 
approved by the states of New York and New Jersey for the 
development of the port of New York. August 23, 1921, Presi- 
dent Harding signed a joint resolution granting the consent of 
Congress to the treaty between the two states, creating the 
port of New York district and establishing the Port of New 
York Authority for the development of the port of New York. 
The two states having agreed on the plan for the develop- 
ment of the port, it was necessary for Congress to approve 


that. Explaining the plan, Representative Ansorge, of New 
York, said: 





The detailed plans approved by this bill provide for extensive tun- 
nels, bridges, terminals, and belt lines which will bring the transcon- 
tinental railroads into the city of New York, thereby eliminating 
congeiston, delay, and expense of distributing foodstuffs and other 
commodities to the people of Greater New York and vicinity. The 
plans provide that terminals within the port shall be unified and con- 
solidation of shipments shall be made at proper points to eliminate 
duplication of effort, congestion, and long truck hauls. Another 
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INTERSTATE COMMERCE COMMISSION 


Southeastern Class Rate Investigation 


Investigation instituted by the Commission of class rates applicable in interstate commerce within southern ter- 
ritory; between that territory and Ohio River crossings and points in Illinois, Buffalo-Pittsburgh and central territories, 
and between that territory and Virginia cities, and points in Trunk Line and New England territories. The Commission 
in fixing interstate rates will consult with the state commissions with a view to bringing about greater harmony between 
intrastate and interstate rates. Numerous fourth section departures are also involved. 

First hearing Atlanta on May 22nd; subsequent hearings are to be held at Asheville, Cincinnati and New York. 
For copies of Official Stenographer’s Minutes address the undersigned. 





= 


THE STATE LAW REPORTING COMPANY 


OFFICIAL REPORTERS: Interstate Commerce Commission. Publishers of Law Reports 


United States Shipping Board. 235 BROADWAY 
National Association of Railway and Utilities Commissioners. NEW YORK CITY 








CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. New York Offices, 90 West St., New York 
R. R. Q@OVIN, President, 90 West Street, New York. E. A. FALL, Freight and Traffic Manager, 9@ West Street, New York. 
R. D. UPHAM, First Vice President, 90 West Street, New York. J. R. DRANEY, Assistant Freight and Traffic Manager, 90 West Street, New 
0. E. THURBER, Second Vice-President, 90 West Street, New York. York. 
@EO. K. LOWELL, Third Vice President, in charge of Operation and Traffic, 3. COOKMAN BOYD, General Counsel, Builders’ Exchange Bidg., Baltimore, 
9@ West Street, New York. Md. 
N. B. HERSLOFF, Treasurer, 80 West Street, New York. C. A. KELLEY, General Auditor, 90 West Street, New York. 
@. W. S. WHITNEY, Secretary, 90 West Street, New York. ONNOR, Superintendent, Wagners Point, Baltimore, Md. 


THOMAS KEARNY, General Solicitor, g0 Wort Street, New York. 
EXTENDS FROM WAGNERS POINT TO CURTIS BAY 


The Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined to interior 
ports and to take care of outgoing freight for foreign countries. 


This company maintains a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by this railroad 
offers superior sites for the location of industries of every description. Firms, individuals and corporations contemplating the location of business enterprises are invited to 
gorrespond with Samuel J. Nathan, 90 West Street, New York City. Maps and full information concerning available property will be promptly furnished. 

Mileage at present operated, 7 miles; additional under construction. 

Lighterage connection with all coastwise lines out of Baltimore for seaboard ports. 

Hxceptional location for plants desiring tidewater delivery. ; 

TONS—At Clinton Street with the Pennsylvania Railroad via float at Wagners Point, C. & C. B. RB. B. to Curtis Bay. At Port Covington with the Western 


Maryland via float to Wagners Point, C. & C. B. B. B. to Curtis Bay. With the Baltimore & Ohio Sewall Branch at Wagners Point. Through connections via these 
routes to all points Mast, West, North and South. Industries located on our line have the advantage of flat Baltimore rate. 


won. NAWSCO LINES ‘32 
FAST REGULAR INTERCOASTAL FREIGHT SERVICE 


PORTLAND, ME. SAN DIEGO ASTORIA 
BOSTON, MASS. LOS ANGELES PORTLAND 
PHILADELPHIA, PA. | and SAN FRANCISCO SEATTLE 
NEW YORK, N. Y. OAKLAND TACOMA 
BALTIMORE, MD. \ VANCOUVER 


REFRIGERATOR SERVICE 
S. S. Deerfield and Neponset, 11,500 D.W.T., 12 Knots 
Monthly service from NEW YORK, BOSTON and BALTIMORE 


Through Bills-of-Lading to Hawaiian Islands and the Far East 


NORTH ATLANTIC AND WESTERN STEAMSHIP COMPANY 


Owners and Operators U.S. Shipping Board Ships 


136 South Fourth Street, Philadelphia 111 Summer Street, Boston 601 Bessemer Building, Pittsburgh 
36 Exchange Street, Portland 11 Moore Street, New York City 112 West Adams Street, Chicago 
503 Keyser Building, Baltimore 


r ADMIRAL LINE, Pacific Coast Ports 
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provision calls for the laying out of highways for motor-truck traffic, 
for prompt and efficient distribution of building material and other 
commodities which must be handled by trucks, such highways to‘ con- 
nect with existing or proposed bridges, tunnels, and ferries. 

Heretofore the lack of co-operation between the two states in the 
development of the port of New York has been mainly responsible for 
the congestion which now characterizes the receipt and distribution 
of foodstuffs in the city of New York and adjoining territory. At 
the present time the terminal facilities at the port are woefully 
inadequate and antiquated. 

It is estimated that it now costs three times as much to move 
foodstuffs from the meadows of New Jersey to upper Manhattan and 
the Bronx as it does to bring them all the way from the Middle West 
to the meadows of New Jersey. 

For many years the states of New York and New Jersey have 
been endeavoring to reach an agreement whereby they could co-oper- 
= in developing New York harbor and the contiguous waterways 
and ports. 

Four years ago the two states by legislative enactment created a 
joint commission, which made a thorough study of harbor conditions. 
In conformance with the recommendations of that commission, which 
was known as the New York-New Jersey Port and Harbor Develop- 
ment Commission, the two states entered into an agreement or com- 
pact for the creation of the port of New York district and the estab- 
lishment of the Port of New York Authority for the comprehensive 
development of the port of New York. That treaty or compact between 
the two states was signed with appropriate ceremonies at the cham- 
ber of commerce in the city of New York on April 30, 1921. 

It has been said that the signing of that treaty was one of the 
most important events in the history of the two states and in the 
annals of real constructive progress in the United States. 

To indicate the non-political character of the Port of New York 
Authority it is interesting to note that the Republican governor of 
New York has appointed the former ,.Democratic governor of New 
York as one of the members of the Port Authority to represert New 
York. The state platforms of both the Republican and Democratic 
parties in 1920 advocated the creation of a port authority with ade- 
quate powers to develop the port. There never was a project that 
savored less of politics and sectionalism than the proposed plan to 
develop the port under unified joint control. 


ELIMINATION OF PACIFIC PORTS 


The Trafic World Washington Bureau 


The Shipping Board has announced that hearings will be 
held to determine whether action by the Atlantic Intercoastal 
Conference eliminating the Pacific coast ports of Tacoma, San 
Diego, Flavel, and Astoria as terminal ports would be in viola- 
tion of section 16 of the shipping act. These ports were cut out 
as terminal ports recently but the conference reinstated them 
at the request of the Shipping Board, pending the investigation. 
The time and place of hearings will be announced later. The 
order for the hearings is as follows: 


Whereas, On April 25 and May 3, 1922, the Atlantic, Gulf and 
Pacific Steamship Corporation, Crowell & Thurlow Intercoastal Line, 
Luckenbach Steamship Company, North Atlantic & Western Steam- 
ship Company, Pacific Mail Steamship Company, United American 
Lines, Incorporated, and the Williams Steamship Company, subject to 
the jurisdiction of the United States Shipping Board, constituting the 
Atlantic Intercoastal Conference, agreed generally not to serve the 
ports of Astoria, Oregon, Fiavel, Oregon, San Diego, California, and 
Tacoma, Washington, as set forth in Subject 55a of the Minutes of 
Meetings Nos. 9 and 11, of said Conference, held at New York City; 
and 

Whereas, Shippers and other interested parties have lodged with 
the Board vigorous protests and complaints, alleging said agreement 
and any action taken in pursuance thereof to be in violation of Sec- 
tion 16 of the Shipping Act of September 7, 1916; and 

Whereas, The Shipping Board has not approved said agreement; 
and the Board deems it in the interest of the public that hearings be 
og | at oo all interested parties may be given an opportunity to 
e heard; 

Now, Therefore, It Is Ordered, That the Board upon its own mo- 
tion enter upon a proceeding of inquiry and investigation into the 
alleged violation of said Section 16 by the aforesaid carriers with a 
view to the issuance of such order or orders as may be necessary in 
the premises, and that this proceeding be set down for hearing at 
such time and place as the Board may hereafter direct. 

It Is Further Ordered, That the Atlantic, Gulf & Pacific Steamship 
Corporation, Crowell & Thurlow Intercoastal Line, Luckenbach Steam- 
ship Company, North Atlantic & Western Steamship Company, Pa- 
cific Mail Steamship Company, United American Lines, Incorporated, 
and the Williams Steamship Company, be and are hereby made par- 
ties in this proceeding; that a copy of this order be forthwith served 
+ ogy each said carrier, and that notice be given to the public through 
the press. 





FLEET CORPORATION ON CASH BASIS 


For the first time since its organization, the Shipping Board 
Emergency Fleet Corporation was placed on a cash discount 
basis this week, according to a statement by Chairman Lasker. 
Beginning in July, he said, the board would have a trial balance 
every month. He said that would be the first time that any 
government department had prepared a monthly trial balance. 
The receipts from sales of materials, ships and other assets 
have enabled the board to place itself on a cash basis, the chair- 
man explained. 


JONES ACT HEARING POSTPONED 


The hearing on the “adequacy of shipping facilities,” sched- 
uled to be held by the Shipping Board, in Chicago, June 8, in 
connection with the board’s proposed enforcement of section 28 
of the merchant marine act, was postponed until early in July, 
the exact date to be announced later. 


THE DAILY TRAFFIC WORLD is always sent 
as first-class mail (except to subscribers in the Chicago 
loop), thus insuring prompt and regular delivery. 
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BILL OF LADING SURRENDER 


The Trafic World Washington Bureau 


Informal complaints have been coming to the Commission 
that some carriers have been delivering “order-notify” ship- 
ments to some shippers without requiring surrender of the bills 
of lading, while declining to make deliveries to others, appar- 
ently under like conditions and in like circumstances. In a 
notice addressed to all carriers, the Commission has called at- 
tention to the allegation that have been made, and that delivery 
of shipments on bills of that kind, without the surrender of 
the bills, is in violation of tariff provisions. In its notice it said: 


Supplement 17 to Consolidated Freight Classification No. 2 
contains the following provision: 
: “The surrender of this Original Order Bill of Lading properly 
indorsed shall be required before the delivery of the property.” 

The Commission has information that many carriers are not 
observing the above tariff provision and that certain of those 
carriers have filed with the Commission circulars, or in some in- 
stances exceptions to the classification, which provide that the 
property will be delivered without surrender of the order Bills 
of Lading upon execution of an indemnity bond or upon delivery 
of a certified check. These circulars and exceptions to the classi- 
fication are inapplicable to freight moving under tariffs not sub- 
ject to said exceptions to the classification, and any carrier 
which permits the delivery of such traffic to the consignee thereof 
without the surrender of the order Bill of Lading violates the 
provisions of section 6 of the act. 


The provision requiring the surrender of the Bill of Lading 
before delivery of the freight, was placed in the Bill of Lading 
and filed with the Commision by the carriers, although the Com- 
mission’s opinions and orders in the Bill of Lading cases did not 
require any such provision. 

_If circumstances and _ conditions justify the delivery of 
freight before the surrender of the Bill of Lading, appropriate 
provision should be made therefore in the Consolidated Classifi- 
cation. Until such change has been made in accordance with 


law, practices at variance with published tariff provisions must 
cease. 


COAL PRODUCTION REPORT 


“The ninth week of the coal strike (May 29-June 3) will 
show a decrease in production, largely because of the observance 
of Memorial Day,” the Geological Survey says in its current coal 
report. “The returns so far received point to an output of be 
tween 4,550,000 and 4,750,000 tons. Production of anthracite re- 
mains practically zero. 

“For the eighth week (May 22-27) complete returns indicate 
an output of 4,856,000 tons of bituminous coal and 10,000 tons of 
anthracite, a total of 4,866,000 tons of all cecal. It is significant 
that the cumulative production of coal, anthracite and bitumin- 
ous, since the strike began is now some 30,000,000 short of what 
was produced during the corresponding period of the great strike 
of 1919. The difference is due to the fact that in the earlier 
strike the anthracite miners were not called out and that even 
the bituminous miners were back at work by the seventh week. 

“Loadings on Monday of the present week (May 29-June 3) 
were 15,082 cars, the largest for any Monday since the strike 
began. On Tuesday, however, because of the Memorial Day holi- 
day, observed in many localities, loadings dropped to 11,142 cars. 
They recovered promptly on Wednesday, only to decline again 
on Thursday, partly because of the occurrence of pay day. It 
therefore seems probable that the total output for the week will 
fall considerably short of that in the week preceding. 

“The accumulation of unbilled coal is declining. Consumers’ 
stocks of both anthracite and bituminus coal are falling steadily 
but by how much cannot be accurately stated, for the present rate 
of consumption is not known accurately. 

“In the eighth week of the strike the daily average number 
of unconsigned loads of bituminous coal was 7,673. This figure 
includes all unbilled coal held by all of the carriers. The total 
is now less than one-fourth of that in the week of April 8. 

“A sudden increase was apparent in the eighth week of the 
strike in the movement of coal to New England. The number 
of cars of anthracite forwarded over the Hudson rose from 699 
to 816, and the number of cars of bituminous coal from 496 to 
965. In addition, 34 cars of bituminous coal were shipped into 
Northern New England through the Rouse’s Point gateway. In 
spite of the increase present shipments are barely a third of those 
of the corresponding week a year ago. 

“Practically all of the anthracite now going forward, and 
some bituminous coal as well, is shipped from storage piles. 
This ex-storage coal is, however, included as a part of the visible 
supply moving into New England.” 


Vv. & W. BONDS 


The Virginian & Western Railway Company has applied to 
the Commission for authority to issue $1,500,000 of first mort- 
gage 5 per cent 50-year gold bonds and to sell them at not less 
than 95 per cent of par plus accrued interest. The proceeds 
from the sale of the bonds, or the bonds themselves, if not sold, 
are to be delivered to the Virginian Railway Company on ac- 
count of indebtedness of the applicant to that company for ad- 
vances for construction work. The Virginian Railway Company 
applied for permission to guarantee the bonds. 
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LUMBER PENALTY CHARGE 


The Trafic World Washington Bureau 


Attack on the legality of the Commission’s order in No. 
11818, American Wholesale Lumber Association vs. Director- 
General et al. (66 I. C. C. 393), has been made by Edward Hines, 
Yellow Pine Trustees, complainants, vs. United States, re 
spondent, in the federal district court at Chicago. The object 
is to have set aside the order of the Commission directing the 
carriers to cancel the $10 a day penalty charge on lumber held 
for reconsignment more than the free time of 48 hours. Hearing 
is to be had in the district court at Chicago, June 15. The Com- 
mission received notice of the suit June 8 and decided to inter- 
vene in the case in support of its order. 

The complainants, supposed to be an association of big lum- 
ber companies with views on the subject similar to those held 
by the interests that lost the fight before the Commission, ques- 
tion the jurisdiction of the Commission over the $10 penalty 
charge. In the complaint it is set forth that the charge is purely 
a penalty and that carriers have a right to take whatever steps 
they deem necessary to have their equipment returned to them 
and that the Commission, under no conditions can require them 
to allow the use of their cars for storage purposes. They con- 
tend that when a car is held for reconsignment it is being used 
for storage purposes and out of the service of those who desire 
to use it for transportation. 

It is an unusual suit and probably will attract much atten- 
tion not only on account of the novelty of the proceedings but 
on account of the warmth of the fight on that subject among 
the lumbermen. The Commission will move to dismiss the com- 
plaint, probably on the ground, among others, that the ccm- 


plainants have no interest in the matter, in a law sense of the 
word interest. 


ADVICE TO LUMBER SHIPPERS 


That wholesale and retail lumber dealers will likely find it 
to their advantage to buy their lumber stocks from manufactur- 
ers without delay and not defer placing orders, and that shippers 
of lumber, as well as of other commodities, should at once adopt 
the practice of loading freight cars to full capacity and should 
also order cars for shipments as far in advance as possible, 
were among the suggestions made to the lumber industry by 
L. M. Betts, of Washington, of the car service division of the 
American Railway Association, in a conference at New Orleans, 
June 6, with Southern Pine Association officials. 

Mr. Betts has jurisdiction over the closed car section of the 
railway organization and is on a trip over the South and South- 
west to ascertain first hand the needs of the section in the 
matter of cars. “There is no car shortage looming in the south 
at this time,” said he, “but in the central west grain cars are 
gradually becoming scarce. There has been a steady increase 
in loaded traffic, excepting coal, since January 1. Lumber manu- 
factures and miscellaneous freight have shown steady increases. 


Lumber comprises one of the principal tonnage commodities of 
the south. 


“While there is no car shortage imminent in the south at 
present, yet I would deem it wise for lumber retailers and whole- 
salers to place their orders for stocks with the manufacturers 
now and not delay their buying, so that they can get as large a 
portion of their shipments out of the way as possible at a time 
when there are sufficient cars available. Later on it will be 
necessary to expedite the movement of grain from the central 
west when there will be heavy demand for closed cars. 

“The movement of grain to market probably will start early 
in July. It is much better for all concerned to move the grain 
crop promptly and to do this is likely to bring about a pressing 
demand for cars. During this movement it may be necessary 
to ship grain to Galveston, New Orleans and other gulf ports 
and rush the cars empty back to the grain producing section to 
move further grain shipments to market. During this period, of 
course, there is a probability that some difficulty may be ex- 
perienced by lumber and other shippers in obtaining sufficient 
cars to move their production, so lumber buyers would do well 
to consider this phase of the matter and place their business 
now while there are plenty of cars available for their shipments. 

“Of course, it will be the policy of the car service division 
of the American Railway Association to avoid preferential move- 
ments, if possible, but the grain crop must be moved promptly 
and it is better for the lumbermen and for all other industries 
and business that the farmer get his grain to market and get his 
money for his crop so he will have money to purchase other com- 
modities he needs. If conditions require, in the event of a car 
shortage we probably will form local committees to handle the 
car service situation in the various sections, but we hope this 
measure will not be necessary. 

“Also in this connection I feel it is well to emphasize upon 
lumber shippers the necessity for adopting full capacity loading 
at once, so that fewer cars may be tied up in hauling their 
products to the various distributing centers. The full capacity 
of the cars should be utilized. The railroads are expecting large 
shipments of lumber from the south to the north and east, as 
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the building boom is under way in those sections and the build- 
ing permits already issued indicate there will be a heavy demand 
for lumber.” 

Mr. Betts said another way in which lumbermen and other 
shippers could facilitate transportation was by co-operating in 
the car service rules governing the movement and interchange 
of freight cars between railroads. These rules, he said, served 
the shippers’ interests as well as the railroads, and shippers 
could aid greatly in this by ordering cars as far in advance as 
possible. Cars of northern roads that are sent south, he said, 
should be loaded with freight for the north, instead of using 
cars of southern lines to carry freight outside their own terri- 
tory. 

“The primary purpose of such rules,” said he, “is to keep 
cars on the lines of the owning roads. Each railroad cus- 
tomarily purchases equipment to meet the needs of its own 
shippers, who are furnished the class and type of equipment that 
best serves their purposes. Cars can best be maintained for 
service in shops of the owning railroads. The underlying prin- 
ciples governing car service between railroads are that cars 
should not be loaded for points off the home road when other 
suitable cars are available or can reasonably be made available 
for use, and foreign cars should be loaded for a point on the 
owning road, for a point reached via the owning road or in the 
direction of the owning railroad.” 


CHICAGO UNION STATION BONDS 


The Trafic World Washington Bureau 


Authority to issue and sell $6,150,000 first mortgage 5 per 
cent gold bonds to provide funds for the Chicago Union Station 
Company to proceed with the construction of its passenger sta- 
tion in Chicago has been requested in an application filed with 
the Commission by the station company, the C. B. & Q., the 
Cc. M. & St. P., the P. C. C. & St. L. and the Pennsylvania 
Company. The proprietary companies ask authority to guarantee 
the bonds. 

Under the mortgage providing for the issuance of $60,000, 
000 of bonds for the passenger station, $30,850,000 of 414 per 
cent bonds have been issued. Of that issue, $30,000,000 were 
sold to the public and the remainder of the bonds were pledged; 
also $16,000,000 of 6% per cent bonds have been issued and 
sold under the mortgage. The station company now asks at- 
mee to make the additional issue of $6,150,000 of 5 per cent 
bonds. 

Subject to the approval of the Commission, the $6,150,000 
of bonds have been sold at 97 per cent of par and accrued in- 
terest to Kuhn, Loeb & Co., Lee, Higginson & Co., the Illinois 
Trust & Savings Bank, the National City Company of New 
York and the first National Bank of New York. 


EXPRESS CHARGES TO CANADA 


Announcement is made by the traffic department, American 
Railway Express, that, on June 15, the company will rescind the 
rule requiring the prepayment of charges on shipments to Can- 
ada, and restore the collect privilege. The shipper can, after 
that date, ship, prepaid or collect, as he prefers. 

This rule, requiring prepayment on such traffic, has been in 
effect since April 1, 1920, and was invoked to protect the carrier 
against loss due to the high rate of exchange between the United 
States and Canada, which at times has reached 20 per cent. 

Improved financial conditions have brought the discount rate 
down to approximately 1% per cent. In taking this action, how- 
ever, the express company says it stands to lose approximately 
$25,000 a year, in transferring funds collected at destination 
points in Canada, to depositaries in the United States. 

The prepayment requirements will be dropped for the benefit 
of shippers, many of whom ship to Canada “f. o. b. factory,” and 
the carrier will stand the loss in exchange. It is the usual prac- 
tice for the Canadian purchaser to pay the transportation 
charges, on goods imported from the states, rather than to settle 
with the American manufacturer through invoice on goods. 


ERIE EQUIPMENT CERTIFICATES 


The Erie Railroad Company has applied to the Commission 
for authority to guarantee the payment of the par value and 
dividend warrants attached thereto of $4,500,000 of equipment 
trust certificates to be issued in accordance with a lease from 
Edward T. Stotesbury to the Erie, and agreement between the 
same parties and the Commercial Trust Company of Philadel- 
phia. The certificates will be issued and sold in connection 
with the acquisition of 5,000 box cars. 


CHANGES IN DOCKET 
Hearing in 13618, Andrews Bros. Co. vs. P. C. C. & St. L 
et al., assigned for June 8 at Washington, D. C., was cancelled. 
Hearing in Valuation Docket 12, in re. Missouri Souther, 
assigned for June 10, as Washington, D. C., before Examiner 
Hartman, was postponed to a date to be hereafter fixed. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 








ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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POTATO EMBARGO CANCELLED 


The Trafic World Washington Bureau 


The Commission, after a conference with New York City 
officials, representatives of the Pennsylvania, the fruit and vege-, 
table shippers and receivers, and mercantile associations of the 
metropolitan district, June 5, persuaded the Pennsylvania to can- 
cel an embargo, issued by it forbidding the delivery of potatoes at 
Pennsylvania stations in New York, Brooklyn, and Jersey City, 
which otherwise would have been operative at midnight of that 
day. The cancellation is to stand pending an investigation of 
the condition of the Pennsylvania’s pier stations in the greater 
city and Jersey City by John C. Roth, the director of service 
and H. M. Priest, the Commission’s service agent in Chicago. 
They went to New York to begin their inquiry a few hours af- 
ter the Pennsylvania, under protest, said it would cancel the 
embargo before its operative hour at midnight June 5-6. 

The conference was opened by Commissioners Aitchison and 
Potter, but when they had to attend a conference of the Com- 
mission, they turned the meeting over to Director Roth. 

The embargo said that delivery of potatoes would be made 
at the Pennsylvania Produce Yards, Kearney, N. J., several miles 
from Jersey City. The protesting merchants said Kearney was 
five miles from Jersey City and that it would cost them 40 cents 
a barrel to get the potatoes into New York if they could get 
them in at all. They raised a question as to whether the po- 


tatoes could be brought in because, as they said, the ferries were - 


congested so that bringing freight from the Jersey Shore now 
was a serious problem. C. I. Leiper, general superintendent of 
the Pennsylvania at New York, denied that the produce yard 
was five miles from Jersey City. He said it was only 3.9 miles 
and said the cost of trucking the potatoes from that point, to de 
livery points in New York City would be but little, if any greater 
than trucking them from the piers. 
Protest against the embargo was made by the organization 
created by the legislatures of New York and New Jersey for the 
study and elimination of congestion at the port not only of New 
York but the entire metropolitan district. The city administra- 
tion of New York appeared to be jealous of the step taken by the 
Port of New York Authority because Edward A. McShanem, dep- 
uty commissioner of the department of public markets, protested 
against the conference on the ground that not sufficient notice 
had been given and that it should have been held in New York. 


The Commission issued a statement on the subject, as 
follows: 


Division 5 of the Interstate Commerce Commission, Commissioners 
Aitchison and Potter sitting, held an informal conference this 
morning with representatives of the Pennsylvania Railroad, of the 
Port of New York Authority, of receivers of perishable freight at 
New York, of the Merchants Association, of the growers and shippers 
and a representative of the City Administration in New York, upon 
a protest filed by the Port of New York Authority through its 
special counsel Clark & LaRoe, against an embargo issued by the 
Pennsylvania Railroad against the delivery of potatoes at Pennsyl- 
vania stations in New York, Jersey City and Brooklyn, effective at 
midnight tonight. 

A similar embargo was levied about two weeks ago and was can- 
celled before becoming effective following a conference between 
representatives of the Pennsylvania Railroad and of the New York 
interests including the Port Authority. 

After full discussion of the subject and the conditions, Divi- 
sion 5 expressed the opinion that the embargo ought not to be 
retained without further consideration and conference because it 
would seriously disrupt long established conditions and apparently 
impose hardships upon the shippers and receivers of potatoes. It 
suggested that the embargo be cancelled before becoming effective 
without a formal order from the Commission, and that suggestion 
was accepted by the representatives of the Pennsylvania Railroad 
under protest. 

The Commission’s Director of its Bureau of Service, John C. Roth, 
and one of its service agents will proceed immediately to New York 
to investigate the situation on the ground, and on the strength of 
their report the Commission will give the matter such further con- 
sideration and take such action as may appear warranted. 

At the opening of the conference the representatives of the City 
Administration of New York protested against proceeding on the 
ground that sufficient notice had not been given and that the con- 
ference should have been held in New York. Upon it being pointed 
out that the embargo notice was issued on Friday to become effective 


Monday night, he withdrew his objection to proceeding with the 
conference, 


REVENUE FREIGHT LOADING 


The number of cars of revenue freight loaded in the week 
ended May 27 was 821,121, an increase of 28,662 over the loading 
of the preceding week, according to the weekly report of the 
car service division of the American Railway Association. In 
the corresponding weeks of 1921 and 1920 the loadings totaled 
795,335 and 898,169, respectively. ‘ 


Coal loading increased from 81,967 in the week ended May 
20 to 91,370 cars in the week ended May 27. Were it not for 
the decreased coal loading on account of the strike, the loading 
in the week ended May 27 would have been approximately 911,- 
121 cars, taking normal coal loading for this period of the year 
at about 180,000 cars. 

As compared with the preceding week, in addition to the 
increase in coal loading, there were increases in the loading 
of live stock, grain and grain products, forest products, ore, 
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merchandise, L. C. L., and miscellaneous freight. 
crease reported was in coke loading. 

Merchandise, L. C. L., loading increased from 248;971 cars 
in the week ended May 20 to 247,331 cars in the week ended 
May 27, and miscellaneous loading increased from 306,434 to 
310,464 cars. 

Loading by districts for the week ended May 27 and the 
corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 9,960 and 7,601; 
live stock, 2,893 and 2,920; coal, 8,253 and 46,071; coke, 1,335 
and 1,124; forest products, 5,879 and 5,815; ore, 3,028 and 2,788; 
merchandise, L. C. L., 71,173 and 58,965; miscellaneous, 89,871 
and 68,716; total, 1922, 192,392; 1921, 194,000; 1920, 212,401. 

Allegheny district: Grain and grain products, 2,741 and 
2,533; live stock, 3,090 and 3,521; coal, 15,670 and 52,971; coke, 
4,856 and 2,657; forest products, 2,796 and 2,664; ore, 2,739 and 
7,180; merchandise, L. C. L., 52,492 and 45,594; miscellaneous, 
71,183 and 51,329; total, 1922, 155,567; 1921, 168,449; 1920, 185. 
251. 

Pocahontas district: Grain and grain products, 224 and 202; 
live stock, 140 and 127; coal, 30,482 and 23,733; coke, 210 and 
183; forest products, 1,526 and 1,286; ore, 41 and 21; merchan- 
dise, L. C. L., 6,223 and 5,136; miscellaneous, 4,118 and 3,338; 
total, 1922, 42,964; 1921, 34,026; 1920, 31,485. 

Southern district: Grain and grain products 3,554 and 4,912; 
and 475; forest products, 20,415 and 15,121; ore, 966 and 893; 
merchandise, L. C. L., 37,544 and 36,261; miscellaneous, 42,900 
and 36,332; total, 1922, 132,561; 1921, 114,717; 1920, 125,487. 

Northwestern district: Grain and grain products, 12,923 and 
11,384; live stock, 8,047 and 7,392; coal, 6,555 and 4,682; coke, 
1,425 and 729; forest products, 18,656 and 14,381; ore, 14,100 
and 16,088; merchandise, L. C. L., 30,494 and 26,870; miscel- 
laneous, 36,489 and 31,498; total, 1922, 128,689; 1921, 113,024, 
1920, 151,802. 

Central Western district: Grain and grain products, 12,- 
048 and 14,691; live stock, 10,501 and 9,900; coal, 3,986 and 
14,994; coke, 202 and 194; forest products, 6,535 and 5,964; ore, 
2,476 and 693; merchandise, L. C. L., 33,409 and 30,259; miscel- 


laneous, 40,591 and 34,575; total, 1922, 109,748; 1921, 111,270; 
1920, 121,563. 


Southwestern district: Grain and grain products, 4,262 and 
5,278; live stock, 2,626 and 2,466; coal, 2,120 and 4,188; coke, 
150 and 169; forest products, 8,213 and 6,497; ore, 521 and 761; 
merchandise, L. C. L., 15,996 and 15,496; miscellaneous, 25,312 
and 24,994; total, 1922, 59,200; 1921, 59,849; 1920, 70,180. 


Total, all roads: Grain and grain products, 45,712 and 46- 
601; live stock, 29,502 and 28,077; coal, 91,370 and 165,611; coke, 
8,851 and 5,531; forest products, 64,020 and 51,728; ore, 23,871 
and 28,424; merchandise, L. C. L., 247,331 and 218,581; miscel- 
laneous, 310,464 and 250,782; total, 1922, 821,121; 1921, 795,335; 
1920, 898,169. 


The only de- 


BAD ORDER CARS 


The semi-monthly statement of the car service division of 
the A. R. A. on revenue freight cars in bad order shows that as 
of May 15 the total number of bad order cars was 334,108, or 
14.7 per cent, as against 14.4 per cent on May 1. The total cars 
on line was 2,271,998. Of the total bad order cars, 263,665 were 
in need of heavy repairs. 

Box cars in bad order numbered 161,530, or 15.7 per cent, as 
against 15.4 per cent on May 1; refrigerators, 8,725, or 15 per 
cent, as against 14.5 per cent on May 1; gondolas, 137,704, or 
14.3 per cent, as against 13.9 per cent on May 1; stock, 10,190, 
or 12.4 per cent, as against 12.2 per cent on May 1; and flat cars, 
12,718, or 13 per cent, as against 12.9 per cent on May 1. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order in the 
period May 23-31 was 305,198, as compared with 329,634 in the 
preceding period, according to compilations completed June 8 by 
the car service division of the A. R. A. The average daily short 
age was 1,714 cars. 

The surplus was made up as follows: Box, 66,184; ventilated 
box, 2,210; auto and furniture, 1,320; total box, 69,714; flat, 6,394; 
gondola, 91,765; hopper, 103,764; all coal, 195,439; coke, 5,275; S. 
D. stock 12,651; D. D. stock, 1,186; refrigerator, 8,406; tank, 529; 
miscellaneous, 5,604. The shortage was made up of 1,094 box, 
184 flat, 423 coal, and 13 refrigerator cars. 


LONG ISLAND EQUIPMENT CERTIFICATES 


Authority has been granted the Long Island Railroad Co. 
by the Commission to assume obligation and liability, as gual- 
antor and otherwise, in respect ‘of $980,000 of equipment trust 
certificates to be issued by the Fidelity Trust Co. of Philadelphia, 
and William P. Gest, under an equipment trust agreement in con- 
nection with the procurement of 50 passenger cars at a total aD- 
proximate cost of $1,226,175. Of the 50 cars, 40 are steel motor 
passenger cars. 


June 1 
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SHARON PLANT 


Added Facilities for Car Repair Work 


We show above (upper) two views of our recently 
completed car’ plant at Argentine, Kansas; and 
(below) two views showing freight cars being re- 
paired in the yards of our big, modern shop recently 
added to our Sharon, Pa., facilities for the construc- 
tion and repair of freight and tank cars. 


These two big, new shops afford our customers 
an Eastern and a Western Plant where tank cars in 
the Eastern, Mid Continent, and Western fields may 
be repaired quickly and sent back to production field 
operations in the shortest possible time. 


“PENNSYLVANIA” Construction principles and 
the same quality workmanship found in “PENN- 
SYLVANIA” Tank Cars are also available at both 
of these plants for the construction and repair of 
freight cars. 


May we submit a quotation on your car repair 
needs? Write us for details. 


THE PENNSYLVANIA TANK CAR COMPANY 
PENNSYLVANIA CAR COMPANY 
PENNSYLVANIA TANK LINE 


SHARON, PENNSYLVANIA 


New York St. Louis 


Kansas City 
Denver 


Tulsa Houston 
Tampico 


San Francisco 


“Pennsylvania Tank Cars are used by Leaders of Industry 
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PENNSYLVANIA 


TREATMENT OF TANK CARS 


The Trafic World Washington Bureau 


Attack on the refusal of the carriers to treat multiple- 
chambered tank cars as tank cars has been made by the Mathie- 
son Alkali Works (Inc.) et al. on the ground that such refusal 
constitutes undue prejudice in violation of section 3, and that 
the refusal of the carriers to grant a reasonable mileage allow- 
ance is an unreasonable practice within the meaning of section 
15 of the interstate commerce act. Three complaints have been 
filed, one against the Baltimore & Ohio et al., a second against 
the Erie et al., and the third against the Buffalo, Rochester & 
Pittsburgh et al. As co-complainant the alkali company has 
joined with it, in each complaint, a user of liquefied chlorine 
gas. That is the product hauled in the type of tank car which, 
according to the allegations, the railroads refuse to regard as a 
tank car. 

The special type tank car, instead of carrying a single shell, 
carries fifteen shells, each designed to hold 2,000 pounds of the 
dangerous gas. According to the complaints, the alkali company 
uses the multiple-chambered tank car as a matter of safety, the 
underlying principle of which is the reduction of the unit of 
hazard from the single unit class V tank car containing 30,000 
pounds of gas to 15 units, each containing only 2,000 pounds. 
The car is said to be constructed in accordance with the Com- 
mission’s container specifications and the rules of the Master 
Car Builders. The transportation of chlorine gas, which is the 
foundation for all the poison gases used in warfare, except one 
or two, is carried on under rules prescribed by the Commission 
after formulation by the Bureau of Explosives of the American 
Railway Association. 

Not only do the railroads refuse, the complaints allege, to 
make a mileage allowance’ for the tank car, as is done in the 
cases of other kinds of tank cars, but the railroads require the 
complainants to pay rates for transportation of the tanks at the 
same rate that is imposed upon the liquefied gas, while it is 
alleged that in the case of chlorine gas transported in other 
kinds of tank cars, the rate is imposed only on the weight of the 
commodity. The car used by the complainant is said to weigh 
practically the same as other cars, and requires no greater or 
different transportation service than other cars. It is contended 
in the complaints that the carriers, in their treatment of the alkali 
company’s equipment and shipments, violate their own tariffs, 
in that they make no allowance on either the outbound or in- 
bound movement of the tank car, while making a mileage allow- 
ance to their competitors when the latter furnish tank cars. The 
prayer in each of the complaints is not only for reasonable, non- 
discriminatory, and non-prejudicial rates, rules and regulations, 
and allowances, but also for reparation. 

In each of the complaints Wilbur LaRoe, Jr., attorney for 
the complainants, asserts the subject matter is of broad scope, 
involving the interests of many railroads not named as defend- 
ants, and brings into issue the provisions of the general clas- 
sifications and tariffs applicable within the three classification 
territories. He said, therefore, it would be his purpose to serve 
a copy of the complaints on the chairmen of the classification 
committees, so that all interested might be advised of them and 
intervene if so minded. He also asked the consolidation of the 
three complaints for hearing and that they be considered as 
bringing in issue the classification rules in each of the terri- 
tories. 


N. 0. T. & M. STOCK PURCHASE 


The Trafic World Washington Bureau 


The New Orleans, Texas & Mexico Railway Company has 
filed an application with the Commission seeking approval un- 
der paragraph (2) of section 5 of a contract entered into with 
R. S. Sterling, whereby the applicant agreed to buy all of the 
shares of capital stock of the Dayton-Goose Creek Railway 
Company for a consideration of $750,000 in cash and $250,000 
of the applicant’s 5 per cent income bonds. 

The reasons given by the applicant for its desire to acquire 
control of the Dayton-Goose Creek follow: 


A better and more efficient public service; a more economical 
operation of the properties, by bringing the properties of the Day- 
ton-Goose Creek Railway Company under the same management 
and control as and with Guf Coast Lines; establishing a one-line 
rate in all cases, instead of a two-line rate, which is higher in 
all cases, to the public; a more certain and dependable car supply, 
and generally a more expeditious and efficient service by through 
ears and through routing over the system, than could otherwise 
obtain on lines controlled and operated separately. 


The line in question extends from Dayton to Goose Creek 
and Baytown, in Texas. 


FREIGHT CLAIMS REDUCED 


Although the number of cars loaded during the first quarter 
of 1922 exceeded those loaded in the corresponding period of 1921 
by 910,244, or 10.9 per cent, the number of freight claims pre- 
sented to the carriers in the same period of 1922 was less than 
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those presented in 1921 by 177,064 or 24.2 per cent, according to 
figures prepared by Lewis Pilcher, secretary of the Freight Claim 
Division of the American Railway Association. 

In the first quarter of 1922 the claims presented amounted 
to $14,865,484 as compared to $29,264,164 in 1921, a reduction of 
$14,398,680, or 49.2 per cent. In view of the increased car loading, 
Mr. Pilcher said, those figures were particularly significant. 

Claims paid during the first quarter of 1922 numbered 533. 
298, 31.7 per cent less than in 1921, due to the receipt of the 
smaller number in 1922. Compared to the number of claims on 
hand, unadjusted, at the end of the first quarter of 1921, 408,629 
were those on hand on April 1, 1922, numbering 229,880, a reduc. 
tion of 43.7 per cent. The number of unadjusted claims has been 
reduced to the figure mentioned from 573,000 since January 1, 
1921. 


FRUIT AND VEGETABLE MOVEMENT 


The carlot movement of 14 leading lines of fruits and vege. 
tables increased nearly 20 per cent in the week ended May 27 as 
compared with the preceding week, according to the current issue 
of the Department of Agriculture’s “Weather, Crops, and 
Markets.” 


A table prepared by the Department shows that 12,561 cars 
were shipped in the week ended May 27 as against 9,489 cars in 
the same week last season, and 10,430 cars in the preceding week 
this season. The total number of cars shipped this season to May 
27 was 414,999 as against 380,343 cars in last season to the same 
date. The total shipments in the 1921 season amounted to 494, 
191 cars. In a summary of potato, onion, strawberry and water. 
melon shipments in the week ended May 27, the Department 
said: 


Potatoes.—Movement of potatoes was about 1,000 cars heavier 
than for the previous week. Shipments of new stock were 2,689 cars 
and old potatoes filled 2,103 cars. Maine continued to ship well over 
100 cars daily, and South Carolina, the heaviest early shipping State, 
sent about one-fourth of the week’s movement. 

Sweet Potatoes.—Carlot shipments of sweet potatoes decreased 
rapidly. The season is practically ended. New Jersey yellow va- 
rieties supplied the New York market at $2.25-$2.50 per bu. hamper. 
Southern varieties ranged 75c-$1 in consuming centers. Total move- 
ment for the season to May 27 was nearly 19,000 cars, or about 1,000 
more than for last season. 

Onions.—Shipments of Bermuda onions continued to decrease, but 
movement for season to May 27 was about 300 cars heavier than 
last season. 

Strawberries.—Carlot shipments of strawberries continued at a 
fairly heavy volume. Much home-grown stock has been moving to 
near-by cities. Shipments for the week were about 3,000 cars. The 
season’s total to May 27 of more than 14,000 cars has exceeded last 
season’s movement by about 6,000 cars. 

Watermelons.—Shipments of watermelons were over 1,400 cars, 
coming mostly from Florida. In producing sections prices declined 
ag and closed at $150-$250 bulk per car for average-weight 
melons. 


L. E. F. & C. NOTES 
The Lake Erie, Franklin & Clarion Railroad Co. has been 
authorized by the Commission to issue $33,000 of 6 per cent 
promissory notes to the Baldwin Locomotive Works in connec 
tion with the lease of a locomotive. When the rental payments 
have been made under the lease the locomotive will belong to 
the carrier. 








a |] 
Digest of New Complaints « 

o a 

No. 13843. Spencer Kellogg & Sons, Inc., Edgewater, N. J., vs. West 


Shore et al. . 
Unlawful charges on numerous carload shipments of linseed oil 
from Edgewater, N. J., to Buffalo, Cleveland, Chicago, Cincinnati, 
Detroit, Dayton, Grand Ropids, Peoria, St. Louis, Terre Haute 
and other points in C. F. A. territory, because rates exceeded and 
exceed the rates contemporaneously in effect on cottonseed oil 
and other vegetable oils. Asks cease and desist order, just and 
reasonable rates and reparation. 
No. 13844. Bell & Co., Portland, Ore., vs. C. M. & St. P. et al. 
Unjust, unreasonable, discriminatory and prejudicial rates on 
apples from Hanford, Wash., to Portland, Ore., as compared with 
rates from Yakima, Wash., to Portland.: Asks cease and desist 
order, rates no higher than those contemporaneously in effect from 
Yakima to Portland and reparation. 
No. 13845. Gottlieb Bertsch et al., Kendallville, Ind., vs. Director-Get- 
eral, as agent. : 
Unjust, unreasonable rates on coal from producing points 
Indiana to Kendallville and other destinations in Indiana. Asks 
reparation. 
13846. Scott & Williams, Inc., New York, N. Y., vs. Director 
General, as agent. . 
Unjust and unreasonable rates on gravel from Libby’s Pit 
Maine, to Lakeport, N. H. Asks reparation. 
No. 13847. Cleveland Brass and Copper Mills, Inc., Cleveland, O., VS 
Director General, as agent. : 
Excessive, unjust, unreasonable, discriminatory and preferential 
or prejudicial rates on copper ingots from Tacoma, Wash., 0 
Wickliffe, O. Asks reparation: 
13848. Traffic Bureau of Knoxville, Inc., Knoxville, Tenn., V® 
Southern et al. : 
Unjust, unreasonable, unduly preferential rates, which violate 
the long-and-short-haul clause of Section 4, on special iron, ti? 
and steel articles, from Cincinnati, O., and Pittsburgh, Pa., an 
other points to Knoxville, Tenn. Asks cease and desist order, jus! 
and reasonable rates, and reparation. 
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TRAFFIC ECONOMY 


—_ Shipping to the nearest port on the lowest possible rate 
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No. 13849. Geo. B. MatthewS & Sons, New Orleans, La., vs. Gulf, 
Mobile & Northern et al. : 
Unjust, unreasonable rates on ear corn from Mathiston, Miss., 
to New Orleans. Asks reparation. 
No. 13850. Fort Smith, Subiaco & Rock Island R. R. Co., St. Louis, vs. 
Arkansas Central et al. , 

Alleges that defendants refuse to enter into fair and reasonable 
arrangements with complainant as to joint interstate fares and 
rates and through routes. Asks cease and desist order, establish- 
ment of just, reasonable, equitable and fairly remunerative 
divisions .of joint rates and fares. ’ , E 

No. 13851. Fies & Sons et al., Birmingham, Ala., vs. Missouri Pacific 
et al. 

Unjust, unreasonable, preferential and prejudicial rates on 
horses and mules from Little Rock and North Little Rock, Ark., to 
Birmingham, Ala., and Hattiesburg, Miss. Asks cease and desist 
order, just and reasonable rates, and reparation. 

No. 13852. Swift & Co., Chicago, vs. Georgia Northern et al. 

Unjust, unreasonable, prejudicial and preferential rates on meat 
animals from points in Alabama to Moultrie, Ga. Asks cease and 
desist order, just and reasonable rates. 

No. 13853. Whalen Pulp and Paper Mills, Ltd., Vancouver, B. C., vs. 
Director General, as agent, and Grand Trunk Pacific. | 

Unjust and unreasonable rates on numerous shipments of 
crude sulphur from Bryanmound, Tex., to Swanson Bay, B. C. 
Asks reparation. 

No. 13854, Gerard Ragone & Son, New York City, vs. Director Gen- 
eral, as agent, Pennsylvania et al. ‘ 

Complains that defendants arbitrarily failed and refused to load 
carload shipments of paper stock in bales into cars and also failed 
to accord free lighterage in New York Harbor on paper stock 
shipments. Asks just and reasonable rates, rules and regulations 
and reparation. 

No. aaeen ¥ ettuanie Tract Lumber Co., Thendara, N. Y., vs. Director 
eneral. 
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Adirondack division of the N. Y. C. to Fulton Chain on the same 
division. Asks reparation. 

No. 13856. Charles C. Oyler & Son, Cincinnati, vs. B. & O. et al. 

Unreasonable and discriminatory rates on shipments of peaches 

from Youngstown, N. Y., to Indianapolis, Cincinnati, Cleveland 
and Chicago, because of refrigeration charges assessed by defend- 
ants. Asks cease and desist order, just, reasonable and non-dis- 
criminatory refrigeration charges, and waiver of collection of 
alleged under charges for refrigeration. 

No, 13857. Chamber of Commerce of Selma, Ala., vs. Alabama Great 
Southern et al. 

Unjust, unreasonable, discriminatory and preferential class and 
commodity rates from Ohio and Mississippi River crossings and 
Nashville, Tenn., to Selma, Ala. Asks cease and desist order and 
just and reasonable rates. . 
. an Barnes Automobile Co., Central City, Ky., vs. D. T. & 
. et al. 

Unjust, unreasonable, discriminatory, preferential and prejudicial] 
rates on automobiles and parts thereof from Detroit, Mich., to 
Madisonville, Ky. Asks cease and desist order and just and 
reasonable rates. 
No. 13859. Isabelle C. Gilbert and Addison E. Coddington, doing busi- 

ness as Harry C. Gilbert Co., Indianapolis, Ind., vs. L. & N, et al. 
Unjust and unreasonable rates on canned tomatoes from Liver- 
more, Ky., to Evansville, Ind. Asks just and reasonable rates and 
reparation. 
No. 13860. Monroe Hardware Co., Inc., et al., Monroe, La., vs. Ala- 
bama & Vicksburg et al. 
Unjust and unreasonable rates on manufctured iron and steel 
articles, L. C. L., from points in Alabama, Tennessee and Vir- 
ginia to Monroe, La. Asks just and reasonable rates and repara- 


tion. 
No. 13861. Midvale Steel and Ordnance Co., Philadelphia, Pa., vs. Di- 
rector General, as agent. 


Unjust and unreasonable rates on fuel oil from Point Breeze to 


No. 








Unjust, unreasonable, preferential or prejudicial rates on two Midvale, Philadelphia, entirely within Philadelphia. Asks repara- 
carloads of rough 16-foot logs from Lake Clear Junction on the tion, 

* , ’ 

om moa 


Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


June 12—Mason City, Ia.—Examiner Keeler: 

1. and S. Docket 1553—Switching at Mason City, Ia, 

June 12—Washington, D. C.—Examiner Kelley: 

Valuation Docket No. 126—In re tentative valuation of the property 
of Western Pacific Ry. Co. 

June 12—Salt Lake City, Utah—Examiner Keene: 

12929—Interstate rates on grain, grain products and hay,:’in car- 
loads, between points in the western and mountain-Pacific groups. 

June 12—Kansas City, Mo.—Examiner Fuller: 

Fourth Section Apps. 1951, 4784, 4218, 4219, 4220 and 2522, by which 
carriers named as parties thereto ask for authority to continue 
rates for the transportation of coal from Arkansas, Oklahoma, 
Kansas and Missouri mines to Omaha, Neb., St. Joseph, Mo., Atchi- 
son, Kan., and related points, without observing the provisions of 
the fourth section act. (In connection with I. and S. Docket 
1524, coal from the southwest to Omaha, Neb., and related -points.) 

l. — = 1524—Coal from the southwest to Omaha, Neb., and related 
points. 

June 12—Washington, D. C.—Examiner Hartman: 

Valuation Docket No. 150—In re tentative valuation of the properties 
of Bangor & Aroostook R. R. Co., Northern Maine Seaport R. R. 
Co. and Van Buren Bridge Co. 

June 12—St. Paul, Minn.—Examiner Cummings: 

Fourth Section Apps. 77, 1853, 1966, 4010, 4463, 4544, 804, 829, 3581, 
3983, 1066, 3824, 3876, 1902, 553, 2131, 4049 and many others or 
portions thereof not yet passed on by the Commission, filed on or 
before February 17, 1911, by which carriers parties thereto ask 
for authority to continue class and commodity rates for the trans- 
portation of traffic between points in and adjacent to western 
trunk line territory without observing the provisions of the 
fourth section of the interstate commerce act. 

June 14—Argument at Washington, D. C.: 

11481—The Certain-teed Products Corp. et al. vs. A. T. & S. F. et al. 

1. and S. 1468—Building and roofing paper between western trunk 
line points. 

June 15—Washington, D. C.—Commissioner Hall: . 

12964—In the matter of consolidation of railway properties of the U. 
S. into a limited number of systems (southeastern lines). 

June 15—Washington, D. C.—Examiner R. W. Clarke: 

* Finance Docket 2405—In the matter of the application of the A. C. 
L. R. R. Co. to acquire control, by purchase, of the line of the 
Rockingham R. R. Co. 

June 15—Maben, Miss.—Mississippi Railroad Commission: 

Finance Docket No. 2237—In the matter of the application of the 
National Line R. R. Co. for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 

June 15—Arguments at Washington, D.. C.: 

12289—C. N. Dietz Lumber Co. et al. vs. Director-General, Colo. & 
Sou et ai. 

12298—Omaha Lumber & Coal Co. et al. vs. Director-General. 

12307—Hydraulic Press Brick Co. et al. vs. Director General. 

Finance Docket 1572—In the matter of the application of Colo. & 
Sou. Ry. Co. for certificate of public convenience and necessity au- 
thorizing abandonment of its Buena Vista-Romley line. 

June 15—Chicago, Ill—Examiner Keeler: 

{. and S. 1559—Sash and doors from Pacific coast to New York, N. Y. 
(in connection with I. and S, 1545). 

June 16—Argument at Washington, D. C. 

12876—Compaignie Auxiliare de Chemins de Fer au Bresil vs. D. L. 


& W. et al. 
a Cramp & Sons Ship & Engine Building Co. vs. Director- 
eneral. 


12942—The Diamond Match Co. vs. Director General. 

12909—American Mfg. Co. vs. Director General. 

12909 (Sub. No. 1)—Cross, Austin & Ireland Lumber Co. et al. vs. 
Director General. 


Finance Docket 1549—In the matter of the application of Silverton 
Ry. Co. for certificate of public convenience and necessity author- 
izing it to abandon its line. ° 

June 17—Kansas City, Mo.—Examiner Fuller: 
|. and S. 1530—Team track switching at Argentine, Kan. 
June 17—Argument at Washington, D. C.: 

1. and S. 1497—Clayed or cotton burlap bags from various points to 
Texas destinations. 

ay lea Chamber of Commerce et al. vs. Abilene & Southern 
et al. 

June 17—Phoenix, Ariz.—Examiner Keene: ; 

13565—Maricopa County Highway Commission, Twohy Brothers 
Company vs. Arizona Eastern R. R. Co. et al. 

11541—Arizona Corporation Commission et al. vs. 
R. R. Co. et al. 

June 19—Washington, D. C.—Examiner Shanafelt: 

* 12840—G. B. Markle Co. (now Jeddo Highland Coal Co.) vs. Director- 
General. 

June 19—Argument at Washington, Vv. C.: 

12653—The Mangelsdorf Seed Co. vs. A. T. & S. F. et al. 

12653 (Sub. No. 1)—The Mangelsdorf Seed Co. vs. Director General. 

12695—Rudy-Patrick Seed Co. vs. I. & G. N. et al. 

12695 (Sub. No. 1)—Rudy-Patrick Seed Co. vs. Director General. 

12859—Hixon Lumber Co. vs. C. B. & Q. et al. 

13033—The Atchison Board of Trade et al. vs. A. T. & S. F. et al. 

13549—Divisions of joint rates, fares and charges on traffic inter- 
— between Nevada-California-Oregon Ry. and its connec- 

ons. 
June 19—Louisville, Ky.—Examiner Cassidy: 

1. and S. 1563 and first supplemental order—Live stock to, from and 
between points in the southeast. 

13852—Swift & Co. vs. Ga. Nor, et al. 

13615—Southeastern Live Stock Assn. vs. L. & N. et al. 
section departures as may exist. 

June 19—Phoenix, Ariz.—Examiner Keene: 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 
June 20—Hartford, Conn.—Public Utilities Commission of Connecticut: 
* Finance Docket 2336—In the matter of the application of the N. Y. 
N. H. & H. R. R. Co. for a certificate of public convenience and 
necessity authorizing it to abandon a branch line of railroad. 


June 20—Argument at Washington, D. C.: 
12722—Roxana Petroleum Corp. vs. Director General, Wichita Falla 
& Northwestern et al. 
12794—Eddy & Eddy Mfg. Co. vs. Director General, Mo. Pac. et al. 
12806—Roxana Petroleum Corp. vs. Director General, C. & A. et al. 
12806 (Sub. No. 1)—Roxana Petroleum Corp. vs. C. & A. et al. 
11564—Laclede Steel Co. vs. Director General, C. & A. et al. 
13217—Illinois Glass Co. vs. Director General, Ill. Term. 
June 21—Washington, D. ©C.—Examiner Shanafelt: 
* 13833—Hampton & Branchville-R. R. & Lumber Co. vs. A. C. L. et al. 
June 21—Washington, D. C.—Examiner Marchand: 
Valuation Docket 41—Chicago, Terre Haute & Southeastern Ry. Co. 
June 2i1—Argument at Washington, D. C.: 
11636—St. Louis-San Francisco Ry. Co. vs. Nor. Ala. et al. 
oe County Coal Corp. et al. vs. East St. Louis & Suburban 
et al. 


12779—National Preservers and Fruit Products Assn. vs. Abilene & 
Southern et al. 
12779 (Sub. No. 1)—National Preservers and Fruit Products Assn. VS. 
Director General. 
June 22—Denver, Colo.—Examiner Hosmer: 
* 13580—The Colony Coal Co. vs. Director-General. 
* 13581—The Colony Coal Co. vs. Director-General. 
* 13581 (Sub. Nos. 1 to 9, ine.)—The Colony Coal Co. vs. Director- 
General. 
* 13716—The Colony Coal Co. vs. Director-General. 
June 22—Argument at Washington, D. C.: 
12493—F, S. Smith & Son vs. Director General, Beaumont, Sour Lake 
& Western et al. 
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12838—Elk Tanning Co. vs. Erie et al. 
13018—Borden Sales Co. vs. Director General. 
be “ee Cananea Copper Co. vs. Director General, A. T. & 
>» Sep Gt Gl. 
June 23—Washington, D. C.—Examiner Shanafelt: 
* 13726—General Fire Extinguisher Co. vs. Director-General. 


June 23—Denver, Colo.—Examiner Hosmer: 

* 13678—The Colorado Milling & Elevator Co. vs 

* 13770—L. W. Roper vs. Director-General. 

June 23—Washington, D. C.—Examiner Kelley: 

Valuation Docket 29—Macon & Birmingham Ry. Co. 
June 23—Argument at Washington, D. C.: 
12481—H. J. Heinz Co. vs. Director General, Pa. R. R. 
12739—Daisy Mfg. Co. vs. A. & V. et al. 
12901—Willard Coal Co. et al. vs. Eastern Ky. Ry., Director Gen- 
eral, et al, 
June 23—Santa Fe, N. M.—Examiner Keene: 
bie eee | Corporation Commission et al. vs. Arizona Eastern 
. R. Co. et al. 

=. 23—Memphis, Tenn.—Examiner Pitt: 

* Fourth Section Application 12122 of St. L. S. W. Ry.—Lumber from 
Fair Oaks, Ark., to Memphis, Tenn. 

* Fourth Section Application 12223 of I. C. R. R., Y¥. & M. V. Ry., L. & 
N. R. R., Sou. Ry.—Plumbers’ material from Louisville, Ky., to 
New Orleans, La. Various other miscellaneous applications. 

June 24—Washington, D. C.—Examiner Shanafelt: 

* 12827—Republic of France vs. M. K. & T. et al. 

*12825—The Republic of France vs. Wheeling & Lake Erie et al. 

June 24—Denver, Colo.—Examiner Hosmer: 

* 13787—Edward Grimes and Samuel Friedman, co-partners, doing 


business under the firm name of Grimes and Friedman, vs. A. T. 
& S. F. et al. 


* 13651—Edward Grimes and Samuel Friedman, doing business as 
Grimes and Friedman, vs. A. T. & S. F. et al. 
* 13641—The James G. Noll Lumber Co. vs. U. P. R. R. et al. 


June 24—Argument at Washington, D. C.: 


. Director-General. 


12305—Armour & Co. vs. C. B. & Q. et al. 

on Motors Co., Inc., vs. Director General, C. M. & St. P., 
et al. 

12410 (Sue: ~, 1)—Moreland Motor Truck Co. vs, Director General. 
. & St. P. et al. 


13065—Weirton Steel Co. vs. Monongahela Ry. et al. 
1. and S. 1528—Cancellation of through rates on apples from Pacific 
coast. 
June 24—Santa Fe, N. M.—Examiner Keene: 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 
June 26—Washington, D. C.—Examiner Shanafelt: 
*13718—M. Piowaty & Sons, Inc., vs. Director-General, 
Central et al. 


June 26—Washington, D. C.—Examiner pews: 


Utah-Idaho 


Valuation Docket 21—Carolina R. 
Valuation Docket 37—Kinston Carolina R. R. and Lumber Co. 
June le ges at Ay eg ma ©: 

12556—J. a © Co, vs. Director General, Montpelier & Wells 
River et a 

12573—Sprague Tire and Rubber Co. vs. Director General, U. P. et al. 

12797—Firestone Tire and Rubber Co. vs. Director General. 
12790—Lincoln ewe of Commerce of Lincoln, Neb., vs. Director 
General and C. B. & Q. 
June 26—Fargo, N. ; st Kephart: 
* 12967—C. H. Hammond et al. vs. Midland Continental et al. 
June 26—St. Louis, Mo.—Examiner Pitt: 
* 9702—Memphis-Southwestern investigation. 
question of fourth section relief. 

Fourth section applications covered by fourth section order No. 
7542, as amended, respecting rates on classes and commodities be- 
tween Mississippi River points via routes operating west of Mis- 
sissippi River. 

June 27—Washington, D. C.—Examiner Marchand: 

— Docket 5—Supplemental valuation of Winston-Salem S. B. 

Ry. Co 
June 27—Argument at Washington, D. C.: 

13182—Wichita Board of Commerce vs. A. T. & S. F. et al. 

12721—Anderson, Clayton & Co. vs. Director General. 

ba gee Products Co. vs. Director General, Alabama & Vicks- 


(Further hearing on 


burg et al. 
12368—Oklahioma Iron Works et al. vs. Director General, A. C. & Y. 
eta 


June 28—Washington, D. C.—Examiner Shanafelt: 
* 13583—Burroughs Adding Machine Co. and Dalton Adding Machine 
Co. vs. Mich. Cent. et al. 
June 28—Salt Lake City, Utah—Examiner Hosmer: 
* 12482—Ogden Packing & Provision Co. vs. A. T. & S. F., Director- 
General, et al. 
June 28—Washington, D. C.—Examiner Marchand: 
Valuation Docket 8—Wrightsville & Tennille R. R. Co. 
Valuation Docket 27—Louisville & Wadley Valley R. 
June 28—Argument at Washington, D. C.: 
13047—City of Detroit vs. C. & O. et al. 
12385—Dyer Packing Co. vs. Director General, B. & O. et al. 
13020—Nivison-Weiskopf Co. vs. Director General. 
12792—American Hominy Co. vs. Director General. 
June 28—Washington, D. C.—Examiner Kelley: 
Valuation Docket 40—Wadley Southern Ry. Co. 
Valuation Docket 28—Albany Passenger Terminal Co. 
Valuation Docket 25—Sylvania Central Ry. Co. 
June 29—Spokane, Wash.—Examiner Kephart: 
* 13709—E. T. Chapin Co. et al. vs. C. M. & St. P. et al. 
* ay J. Carney & Co. et al. vs. Director-General, A. T. & S. F. 
et a 
June 29—Argument at Washington, D. C.: 


—— Valley Brick Co. vs. Director General and Hocking 
alley 


12846—Dayton Malleable Iron Co. vs. K. & M. et al. 
12878—Milwaukee Western Fuel Co. vs. Director General. 


June 30—Washington, D. C.—Examiner Shanafelt: 
* 13614—The Hanging Rock Iron Co. vs. N. & W. et al. 
‘June 30—Salt Lake City, Utah—Examiner Hosmer: 
* 1, and S. 1562—Iron and steel articles from Utah common points to 
California points. Such fourth section departures as may exist. 
June 30—Argument at Washington, D. C.: 
12708—Ballou Brick Co. et al. vs. A. T. & S. F. et al. 


Rn. Ca. 
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July 1—Cairo, Ill.—Examiner Oliver: 
* 1. and S. 1551—Silica from southern Illinois points to eastern cities 

er of Fourth Section App. 2045,*®I. C.; 2060, ea ; 

. & O.; 3239 and 3270, C. & E. I.; 4218, 4219 and 4220, 

July - aaaliadaniaes Pa.—Examiner Hunter: 
* 13566—Central Pennsylvania Lumber Co. vs. Director-General, Sus- 

quehanna & N. Y. et al. 
July 1—Seattle, Wash.—-Examiner Kephart: 
* 13511—Albers. Bros. Milling Co. vs. Director-General. 
July 3—Buffalo, N. Y.—Examiner Hunter: at 


* es eo Kellogg & Sons, Inc., vs. Director-General, A. T. & 
. F. et al. 

July 3—Minneapolis, Minn.—Examiner Howell: 

* |. and S. 1558—Coal from Kentucky, Tennessee and Virginia to north- 
ern and northwestern points. Such fourth section departures as 

may exist. 

3—Norfolk, Va.—Examiner Mackley: 

. and S. 1571—Cancellation of commodity rates on strawberries from 

Virginia points to eastern destinations. 

July 3—Seattle, Wash.—Examiner Kephart: 

* 12158—Frye & Co. vs. G. N. et al. 

* 12158 (Sub. No. 1)—Swift & Co. et al. vs. G. N. et al. 

July 3—Salt Lake City, Utah—Examiner Hosmer: 

* 10856—Utah State Automobile Assn. vs. A. T. 
General et al. 

July 3—Cairo, Ill.—Examiner Oliver: 

* 13733—V ehicle Supply Co. vs. Ill. Cent. et al. 

* 13732—H. L. Halliday Milling Co. vs. Director-General, M. & 

* 13734—Cyrus C. Shafer Lumber Co. vs. Director-General, Ill. 

July 5—Buffalo, N. Y.—Examiner Hunter: 


Jul 


& S. F., Director- 


O. 
Cent. 


* 1, and S, 1552—Increased switching charges at Jamestown, N. Y. 
July 5—Minnaepolis, Minn.—Examiner Howell: 
* 13692—Nick Roller vs. M. St. P. & S. S. M. 


* 13708—Ewart Grain Co. vs. C. R. I. & P. Ry. et al. 

July 6—Minneapolis, Minn.—Examiner Howell: 

* 13371—Washburn-Crosby Co. vs. Director-General. 

* 13074—The Northwestern Traffic and Service Bureau vs. Director 
General, as agent. 

July 6—Richmond, Va.—Examiner Shanafelt: 

* 13764—Richmond Guano Co. vs. Aberdeen & Rockfish R. R. et al. 

* 13742—Virginia-Carolina Chemical Co. vs. Director General, Wash- 
ington & Choctaw Ry. 

* 13745—Virginia-Carolina Chemical Co. vs. A. C. L. R. R. et al. 

1 6—Buffalo, N. Y.—Examiner someon 
13524—Hammond Iron Works vs. Pa. R. R. et al.; portions Fourth 
Section App. 1563 and 1572, B. & O.; 1625, McCain. 

July 6—Louisville, Ky.—Examiner McQuillan: 

* 13610—Henry Knight & Son vs. Director-General and Sou. Ry. 


Portions of fourth section application 1548 of Sou. Ry., which re- 
late to scrapped tin cans. 


* 13571—The L. & N. R. R. Co. vs. Cumberland & Manchester. 
*dose—Construct at Washington, D. C.: 
66—Construction and repair of railway equipment (C. R. R. of 


J.J. 
* 11948-The Glacifer Co. vs. American Ry. Exp. Co. 
July 6—Salt Lake City, Utah—Examiner Hosmer: 
* 12325—Wasatch Coal Co. et al. vs. Director-General. 
* 12328—Jeremy Fuel & Grain Co. et al. vs. Director-General. 
* 7—Minneapolis, Minn.—Examiner Howell: 
13657—W. H. Barber Co. et al. vs. Alabama & Vicksburg et al. 
July 7—Jonesboro, Ark.—Examiner Oliver: 
* 13689—R. L. Muse Lumber Co. vs. Director-General. 
ee 7—Argument at Washington, D. C.: 
911—Cement rates from Sugar Creek, Mo. 


% 


, to Kansas City, Mo. 





* 10421—Lehigh Portland Cement Co. vs. Director General, A. T, & 
S. F. et al. 
™ eS a Portland Cement Co, vs. Director General, A. T. & Arn 
F. et al. 


ong 8—Richmond, Va.—Examiner Shanafelt: mar 
13743—Virginia-Carolina Chemical Co. vs. Director General, as agent. 
* 13744—Virginia-Carolina Chemical Co. vs. Director General, as agent. 
July 8—Dayton, O.—Examiner Jewell: The 
* 1, and S. 1556—Newsprint paper from Canada to Nashville, Tenn. 
rig A 10—Chicago, ill.—Examiner Cheseldine: tear 
ourth Section Application 2660 of A. T. & S. F. Ry.—Commodities 
between St. Louis, Mo., and points taking same rates and Ft. sor 
Madison, Shopton, Macuta and Bricker, Ia. Numerous other appli- 
eations relating to rates on classes and commodities between cou 
various points. 
July 10—Trenton, N. J.—Examiner Smith: ror, 
* 13724—Golding Sons’ Co. vs. N. Y. N. H. & H. R. R. et al. the 
a & 10—Detroit, Mich.—Examiner Hunter: 


5—F. M. Sibley Lumber Co. vs. Director General 

minal R. R. et al. 

July 10—Rocky Mount, N. C.—Examiner Shanafelt: 

= 4 ~ "ree & Garrett vs. A. C. L. R. R., Director General, 
et al, 

July 10—Chicago, Ill—Examiner Howell: 

* |. and S. 1568—Increased rates on hosiery. 

July 10—Tacoma, Wash.—Examiner Kephart: 

* 13761—Traffic and Transportation Bureau of Tacoma Commercial 
Club and Chamber of Commerce vs. Nor. Pac. et al. 

a 10—Shreveport, La.—Examiner Oliver: 1 
784—Crawford & Sebastian Co. vs. C. R. I. & P. et al. 


, Detroit Ter- 


i_ 


July 10—New Orleans, La.—Examiner McQuillan: a 
* I. and §S. 1548—Cottonseed oil from Oklahoma producing points to 1 
Louisiana points. 
Portions of fourth section application 637 of F. A. Leland. 2 
i | 10—Indianapolis, Ind.—Examiner Jewell: 
13679—Public Service Commission of Indiana vs. Ann Arbor et al. 
* =. Public Service Commission of Indiana et al. vs. A. T. & 
& S. F. Ry. et al. 
July 10—Fresno, Cal._—Examiner Hosmer: 
* 1. and S. 1561—Estimated weights and package specifications 4 
dried fruits. 
July 11—New Orleans, La. —Examiner McQuillan: [ 
* | .and S. 1554—Sugar from Baton Rouge, La’, to Mobile, Ala., and 


Gulfport, Miss. 
July 11—Indianapolis, Ind.—Examiner Jewell: 
* 13695—Wasmuth-Endicott Co. vs. Wab. Ry. Co. et. al. 
* 13691—Louis Sagalowsky vs. Baltimore & Ohio et al. 
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Here is tragedy. 


The oldest Christian nation 
in the world is being cruci- 
fied on the cross. 





R. of 





Only the spirit of pity and 
sacrifice that came into the 
"%. ¢ & ~world after Calvary can save 
-t.¢— Armenia and its people from 
martyrdom and death. 


The black dogs of famine are 
tearing at the heart of that 
uit ® SOtrowing and forsaken 
wen [ COuntry. They have left ter- 
tor, pestilence and death in 
their wake. 


; agent. 
; agent. 


‘enn. 





THE TRAFFIC 





Armenia is being martyred 
for His faith. 


Her fields are barren and 
blasted; her people enslaved 
or homeless wanderers; her 
children are old in sorrow; 
they are the only children, 
perhaps, who have never 
laughed. 


“Hostages of the Future” 


These children are the hope 
ofthe Armenian people, “the 
seed corn of a great race.” 


Owing to a 25% reduction 





wt © TheCrucifixion 
a of a Race 


East Relief will be forced to 
abandon 25,000 of them 
within the next few weeks, 
unless you come to their 
rescue. 


These are not the children of 
the orphanages, but the chil- 
dren of the bread lines, who 
will rejoin the ranks of the 
thousands of children in 
scanty rags who are seen beg- 
ging for bread or wandering 
in the roads seeking for refuse 


unless you help them. 
Five dollars a month, sixty 





















it Ter- . . + . . H : 
“Ef Christ died to save a world; in appropriations, the Near dollars a year, will save a life. 
enetsl . Fe tt Can’t we count on you to 
i a ; sign and return the attached 
American Generosity has Saved the Lives of a Million Armenians coupon To-Day? 
amercial Over 100,000 Near East orphans in Near East | 6,259 children in.one bread line in Tiflis. Se ee See SS = 
Relief orphanages. These children are not only oephgns, [eat | GEORGE M. REYNOLDS, treasurer, 
| 179 Near East Relief exphenages. en ante Bn Sosun, cuaienadite, tT Illinois Committee, Near East Relief, 
| Mess tables extending over 24 miles. infancy, do not know their own ‘names. | 19 South La Salle Street, Chicago 
oints t | — and girls in orphanage at Alexan- wee | \ I will become sponsor for the life of a child. 
| 200,000 >versons served a day at the food stations | Will you let them perish? A | 
De - : OIE nin d.0 ote wie alae ajnaid vine'se snip £44 See Wawiint eee 
et al. a | 
A. Tis 
| NN 6b. 0sh.cdbNnusan beard enw sewer ews aeaeeese 
é | 1 
tions on N E A R E A S R E L I E F no: See eee ane 
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Ju Y. 11—Philadelphia, Pa.—Examiner Smith: 


* 13661—E. I. Dupont de Nemours & Co. vs. Director General, Dela- 
ware & Hudson, et al. 


* 13659—Gorgas-Pierie Mfg. Co. vs. Director-General. 
July 11—Chicago, Ill.—Examiner Howell: . 
* 13403—Globe Rendering Co. vs. Director General. 
* 13370—The Clay Products Co. vs. Director General. 
7 11—Chicago, Ill.—Chief Examiner Quirk: 
13510—Baltimore Chamber of Commerce et al. vs. A. T. & S. F. et al. 
July 11—Washington, D. C.—Examiner Kephart: 
Fourth Section Application Nos. 601, A. & V. Ry.; 540, Chattanooga 
Sou. Ry.; 484, G. & S. I. R. R.; 12096, L. & N. R. R.; 2045, I 
R. R.; 1625, C. C. McCain and others. 
July 12—Philadelphia, Pa.—Examiner Smith: 
* 11760—Frank P. Miller Paper Co. et al. vs. Pennsylvania R. R. et al. 
* en Slag Products Co. et al. vs. Pennsylvania R. R. 
et al. 
>. 2, at Washington, D. C.: 
* 6606—Southern Pacific Co.’s ownership of Atlantic S. S. Lines. 
* 11824—Farley & Loetcher Mfg. Co. et al. vs. Director General, A. T. 
& S. F. et al. 
July 12—Chicago, Ill—Examiner Howell: 


* 12873—C. A. Alling, doing business as Forest City Cotton Oil Co., vs. 
Director General. 


* 13499—Konz Box and Lumber Co. vs. Director General, M. St. P. & 
S. S. M., et al. 

July 12—New Orleans, La.—Examiner McQuillan: 

* 1, and S. 1557—Manure from New Orleans, La., to points in Alabama 
and Mississippi. 

July 12—Kalamazoo, Mich.—Examiner Hunter: 

* 13157—Western Paper Makers’ Chemical Co. vs. Director General, 
Alabama Central R. R., et al. 

July 12—Savannah, Ga.—Examiner Shanafelt: 

*13441—The Southern Cotton Oil Co. vs. Director General. 

July 12—Lake Charles, La.—Examiner Oliver: 

e141 _ L. Abbott et al. vs. Director General, C. R. I. & P. Ry. 
et al. 

July 12—Portland, Ore.—Examiner Kephart: 

* 13628—Olney-Hart, Inc., operating the Stewart-Warner Products 
Service Station, Spokane, Wash., vs. C. M. & St. L. et al. 

* 13541—Carlton Consolidated Lumber Co. vs. Director-General, and 
Sou. Pac. 

July 12—Los Angeles, Cal—Examiner Hosmer: 

* 1388—Holly Sugar Corp. vs. Director-General. 

a 13—New Orleans, La.—Examiner McQuillan: 

74 ae Orleans Joint Traffic Bureau vs. Arcade & Attica R. R. 
et al. 

July 13—Chicago, Ill—Examiner Howell: 

* 13719—Armour Fertilizer Works vs. Director General. 

* 13687—Armour & Co. vs. Director General, portions Fourth Section 
Appl. 1561, N. & W.; 1952, L. & N. 


oe Rapids, Mich.—Examiner Hunter: 


e*7 oo Rapids Terminal Belt Ry. Co. vs. Pere Marquette Ry. 
et al. 

* a ¥ ene Paper Mills Traffic Assn. vs. Michigan Central R. R. 
et al. 


Peet at Washington, D. C.: 


26—Board of Railroad Commissioners of the State of South Da- 
kota vs. Ahnapee & Western et al. 


* 13117—Little Fork Coal Co. vs. Eastern Ky. Ry., Director General 


et al. 
* 11203—Standard Paint Co. et al. vs. Director General, A. & V. et al. 
July 13—Macon, Ga.—Examiner Shanafelt: 
* 13017—Ideal Supply Co. vs. Southern Ry. Co. et al. 
* 13696—Bibb County Farm Bureau vs. Central of Georgia Ry. et al. 
July 13—Portland, Ore.—Examiner Kephart: 
* 13596—Pacific Grain Co. vs. Director-General, O0.-W. R. R. & N. Co. 


et al. 
* 13597—Pacific Grain Co. Inc., vs. Director-General, Nor. Pac. 
July 14—St. Louis, Mo.—Examiner Jewell: 


* 1. and S. 1544—Cancellation of L. C. L. commodity rates from St. 
Louis, Mo., to southeastern Missouri points. 


July 14—New York, N. Y.—Examiner Smith: 
* 13177—Winslow & Co., Inc., vs. Director General. 
July 14—Chicago, Ill—Examiner Howell: 


* 10804—Barnett Oil and Gas Co. vs. Director General, Louisville & 
Nashville et al. 


* 13698—Thomas Madden, Son & Co, et al. vs. Director General, Chesa- 
peake & Ohio Ry. et al. 


July 14—Houston, Tex.—Examiner Oliver: 


* 13720—Standard Rice Co., Inc., vs. Galveston, Harrisburg & San 
Antonio Ry. et al. 
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July 14—Macon, Ga.—Examiner Shanafelt: 

* 13735—Shadburn Bros, vs. Baltimore & Ohio et al. 

* 13794—Macon Chamber of Commerce vs. Louisville & Nashville et al, 
July 14—Argument at Washington, D. C.: : . 

* 4 ey eT E. Isgregg and Clifford Connerly vs. Director General, 


._& EI. 
13112—Clay County Coal Operators’ Assn. et al. vs. Cumberland & 
Manchester et al. 


ber ae es E. Moore Stave Co., Inc., vs. Director General, A. T, & 

. KF, et al. 

12908—Terre Haute, Indianapolis & Eastern Traction Co. et al. vs, 

Director General. 

July 14—Portland, Ore.—Examiner Kephart: 

* 13776—The Portland Flouring Mills Co. vs. G. N. et al. 

* 13788—The Portland Flouring Mills Co. vs. S. P. & S. et al. 

July 14—San Diego, Cal.—Examiner Hosmer: 

* 13686—Chas. S. Hardy vs. Director-General. 

* 13701—The Spreckels “Savage’”’ Tire Co. vs. A. T. & S. F. et al. 

“~?, 15—Portland, Ore.—Examiner Kephart: 
ourth section. application 12125 of S. J. Henry—Rates between 
north Pacific coast points—L. C. L. commodity rates to Grays 
Harbor and Willapa Bay points. 

July 15—Austin, Tex.—Examiner Oliver: . 

* 13072—In the matter of a regulation prescribed by the Railroad Com- 
mission of Texas requiring carriers to slat stock cars for trans- 
portation of watermelons in Texas. 

July 15—St. Louis, Mo.—Examiner Jewell: 

e 4 ?—3e-e eee Equipment and Machinery Co. vs. M. & 0, 

See OC 


al. 
* Ne tage Walter A. Zelnicker Supply Co. vs. Chesapeake & Ohio 
y. et al. 


July 15—Argument at Washington, D. C.: ; : 
* 12885—United States Nickel Co. vs. Director General, Raritan River 


* 


* 


* 


rR. 

* 12707—Chapin-Sacks Corp. vs. A. C. L. 

July 15—New York, N. Y.—Examiner Smith: ; 

* 43221—The Thomas Iron Co. vs. Lehigh & Hudson River Ry. et al. 

July 15—Macon, Ga.—Examiner Shanafelt: 

* 13011—Macon Chamber of Commerce vs. C. N. O. & T. P. Ry. et al. 

* 13016—Macon Chamber of Commerce vs. A. C. L. R. R. et al. 

July 17—Chicago, Ill.—Examiner Howell: 

* 13663—J. D. Hollingshead Co. vs. M. K. & T. Ry. et al. , 

* 13697—Chicago Fire Brick Co. vs. C. & E. I. R. R. et al., portions 
Fourth Section Appl. 696, Leland; 1606, Fulton. 

July 17—New York, N. Y.—Examiner Smith: 

* 13349—David Kaufman & Sons Co. vs. C. R. R. of N. J. et al. 

* 13544—Hooker Electro Chemical Co. et al. vs. Atlantic City R. R. 
et al. 

July 17—Meridian, Miss.—Examiner McQuillan: 

* 13285—Imperial Cotton Oil Co. vs. Ala. Gt. Sou. R. R. et al. 

* 13391—Meridian Fertilizer Factory vs. M. & O. R. R. et al. 

yO cy = Louis, Mo.—Examiner Jewell: 


12—Acme Cement Plaster Co. vs. Director General, Pere Mar- 
quette et al. 


* 10950—Acme Cement Plaster Co. vs. Director General, A. T. & §. F. 


% 


et al. 

10951 (Sub. Nos. 1 and 2)—Acme Cement Plaster Co. vs. Director 
General, Quannah, Acme & Pacific Ry. et al. 

10952—Acme Cement Plaster Co. vs. Director General, Quannah, 
Acme & Pacific Ry. et al. 

July 17—Argument at Washington, D. C.: 

* 13039—Hidalgo Steel Co., Inc., vs. P. R. R. 

* 13154—American Splint Corp. vs. Director General. 

* 13010—New York Dock Ry. vs. B. & O. et al. 

July 17—Atlanta, Ga.—Examiner Shanafelt: 

* 9966—Hudson Mule Co. et al. vs. L. & N., Director General et al. 

* 9967—Hudson Mule Co. et al. vs. L. & N., Director General, et al. 


* ee Mule Co. et al. vs. N. C. & St. L., Director General, 
et al. 


* ee Mule Co. et al. vs. Director General, A. T. & S. F. 
et al. 


* Portions of fourth section applications 458 and 1952 as described in 
fourth section order 8035. 

July 17—Milwaukee, Wis.—Examiner Hunter: 

*13725—Pleasant Valley Farms and Morey Condensery Co. vs. Di- 
rector General. 

July 17—Phoenix, Ariz.i—Examiner Hosmer: 

* |, and S. 1555—Class arbitraries between stations on Globe division 
of Arizona Eastern R. R 

July 18—Waco, Tex.—Examiner Oliver: 

* 13813—Archnehold Automobile Supply Co. et al. vs. Albany Southern 


R. R. et al. 
* 13656—Early-Foster Co. vs. A. T. & S. F. Ry. et al. 


* 
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Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
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Telephone Main 2702 Washington, D. C. 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 


merce Commission. For ten years Commerce Counsel 
various shippers’ organizations, and member National 


Industrial Traffic League. 
Woodward Building 


LESSER & LESSER 
Attorneys and Counsellors at Law| Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 


ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


Commerce and State Commissions 
Washington, D.C.| 105 South La Salle Street 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


COMMERCE COUNSEL 
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EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Building, 
St. Louls, Mo. 


Special attention to matters iets Bateeet 
CHICAGO | and rate litigation and claims. 
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Three 


Exclusive Features of 


Mid-West Boxes 


] Triple tape corners—a patented 
reinforcement that prevents 
tapes splitting and peeling. 


? Offset score—makes end flaps 


close with a tight, strong, per- 
fect contact. 


3 Waterproof corrugated con- 

tainers. Ideal for export, for 
conditions or contents that de- 
mand complete protection from 
heat, cold and water. 


A corps of experienced pack- 
age designers are maintained 
to help our customers solve 
their packing problems. Our 
‘“‘Perfect Package’ Data Sheet 
has saved other concerns 
thousands of dollars—free on 
request. 


MIpD.WEST Box COMPANY 


Corrugated Solid Fibre 
Fibre Board Containers 
Products 
Factories ST General 


Anderson, Indiana 
Kokomo, Indiana 
Cleveland, Ohio 
Fairmont, W. Va. 
Chicago 


yy & Offices 


Conway Building 
Chicago 





We operate our own Boxboard and Strawboard Mills 
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A Warehouse 
that is on 


the Firing Line 


HAT is where you want 

your merchandise—at the 
point most directly in contact 
with the markets in which you 
aim to sell it. 





To Promote and Expedite Your Trade With the Vast West 
and Southwest, You Will Find No Greater Facility Than 
This Modern Warehouse of Fifteen Thousand Tons 
Capacity, Operated As a Part of the Most Complete 
System of Freight-Handling Facilities in America. 


In The 
Great St. Louis Gateway 


operated in conjunction with nine 
‘‘universal’’ off-track freight depots 
and a fleet of tractors and semi-trailers. 


You will learn something interesting of 
the advantages of a modern warehouse 
if you will write for one of these booklets 


to the 


Columbia Terminals 
Company 


ST. LOUIS 
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Ship Through the 


Port of Los Angeles 


48 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS 


A Harbor Made to Order 


Los Angeles has expended $8,000,000 on waterfront improvements and has 
voted an additional $4,500,000 for further improvements. 


The United States Government has expended approximately $6,000,000 on 
the breakwater for the outer harbor, jetty work and dredging in the inner har- 
bor, and has appropriated $984,300 for other improvements. 


Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 
13,000 feet are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 
100 feet and a combined length of 4,430 feet. 


Ships can enter Los Angeles harbor from the open sea with safety in all 
seasons of the year and in any weather. 















Write for Illustrated Book, Port Maps and Harbor Information 


Board of Harbor Commissioners 


LOS ANGELES, U. S. A. 





Consult us regarding your 


WAREHOUSING 
- STORAGE 
a DISTRIBUTION 
; —— Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 





Total General Storage Capacity 
10,329,000 Cubic Feet 





wiper 
H 
Wharfage and Dockage _constitu- |f 


STORES |; 
Free Stores Direct 
Connection 
Customs Bonded Stores With Union 
reight 
Internal Revenue Bonded Stores Retvead 
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Customs House Brokers 





BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in. 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic. 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN 


S. E. LEONARD 
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Port of 


MEXICO || NewBedtord 


The Southern Gateway 
Industrial New England 





Rapidly growing as shipping point for 
Azores Islands 
Cape Verde Islands 
Lisbon, Portugal 
Mediterranean Ports 


Has large sheltered harbor. 
Channel depth 25 ft. at low tide. 


Modern steel and concrete pier accommo- 
dations for large vessels. 


Up-to-date freight handling facilities. 


Served by N. Y. N. H. & H. railroad with 
tracks direct from pier. 


1,250,000 sq. ft. modern warehouse space, 
part of which is at water’s edge. 


Much Quicker Service and Lower 


Handling Charges Than in Most 
of the More Congested Ports 





An Opportunity for Shipping Men! 


Recognized as the chief cotton concentration 
point in New England, this port handles 
annually 750,000 bales. 


Mills consuming 1,250,000 bales each year 
are within easy motor trucking distance. 


This cotton could come more cheaply by 
water and would do so if direct water connec- 
tion with Southern ports were established. 





Full Co-operation in Developing Port Traffic 
Will Be Given by 


New Bedford Boiler & Mach. Co. 
New Bedford Storage Warehouse Co. 
Slocum & Kilburn 

(Mill, Electrical and Ship Supplies) 


David Duff & Son 
(Coal—Tow Boat Service) 

Green & Wood (Lumber) 

Gunning Boiler & Mach. Co. 


New Bedford Beunt of Commerce 


June 1] 
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The San Antonio and Aransas Pass Railway Co. 


J. S. Peter, “4% 
Vieo-ene. & Gen. Megr., K dd & 





San Antonio, Tex. Yj, 
J. C. Mangham, fi 
Gen. Frt. Agt., Vy \ Uj 9 Muskogee 
San Antonio, Tex. . 


Q OklahomaCit 
Amarillo V, sine a 



















J. B. Brooks, 


A. G. F. A. Y as 4 
San Antonio, Tex. 9 McAlester 
Little Rock, | 
H. C. Franks, 


Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 
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Sm, 
0 Y SPEEDY, 
Uy ACCURATE, 
Brownsville “QQ 2 AND 
“Monterey ACCOMMODATING 


F suigt tots "4 PERFORMANCE 


Making close cennection with the Freight Service on all principal lines with which we connect? 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 





















TO 





List of Direct Connecting Rail Lines: 








Waco Houston San Antonio | Corpus Christi| Alice _|Laredo via Alice . 
SR erosions 3314 hrs. 24 hrs. 26 hrs. 24 hrs. 3514 hrs. Aransas Harbor Terminal Railway 
Rameron. "| $912 hn 30% * Po ys = = pad sc ” Fredericksburg & Northern Ry. 
Ston..... i ee 1 ad oe sé «“eé . 
San Antonio 23 «6 MG 6 Wh 11 * 9 « 2014 «« Gulf Coast Lines 





Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 








Below is approximate service in days from following cities and River Crossings: 

















TO 
F ° : 
ne Waco Houston San Antenio | Corpus Christi Alice Laredo via Alice ee eee Gulf R.R 
ar WL steeetes sh o75 ape Si Saye > San Antonio Southern Ry. Bi 
Memphis...| ||... 4 « 31; “ 34,“ 3“ 4 «6 St. Louis Southwestern Ry. (Cotton Belt) 
—SSieans| 3 days 34° Rascal i ee 34 * Sugar Land Ry. 





Trinity & Brazos Valley Ry. 


Proportionate service to above is rendered to all intermediate points. Texas Mexican Ry 
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HISTORY OF THE “MORGAN LINE” ; 
a 
th 


Shows Public Benefit From Railroad Ownership’ of ;a _ 


th 

Connecting Steamship Line ni 

; an 

renee sil 

By L. J. SPENCE, Director of Traffic ca 

th 

Ca 

The history of the operation between Gulf ports and New York of the steamship line of the be 

Southern Pacific Company, commonly known as the “Morgan Line,” exemplifies the advantage to | 

the shipping public of a steamship line owned and operated by a railroad as a connection as dis- al 

tinguished from a parallel steamship line. W. 

OL 

This steamship line comprises more than one-half of the average mileage of the SUNSET ” 

ROUTE between California and New York and has continuously operated when the service of at 

other steamship lines has been curtailed or suspended. For example, upon the outbreak of the ' 

Spanish-American War, when all other coastwise vessels passing through the Florida Straits th 

between the Florida and Cuban coasts were withdrawn, the service of the “Morgan Line” was con- of 

tinued and the war risk upon all merchandise was assumed by the Southern Pacific Company. pe 
After the outbreak of the World War, when a considerable number of other vessels were diverted 

from the coastwise service to enjoy the enormous profits available in trans-Atlantic business, the h 

regular sailings of the “Morgan Line” were maintained. Z 

. 

The moral to be drawn is, that while other steamships may be diverted from regular coast- th 

wise service at any time that a more profitable field may be open to them, the. incentive of a railroad th 

io continue the regular operation of a ccnnecting steamship line, upon which it depends for direct ca 

access to an important section of the country, is absolutely controlling and is a guarantee to the st 

public of a regularity and permanency of service which cannot be otherwise assured. th 





